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OF THE 


INTERSTATE COMMERCE COMMISSION. 


OFFICE OF THE INTERSTATE COMMERCE COMMISSION, 
Washington, D. C., November 30, 1889. 
To the Senate and House of Representatives : 


The Interstate Commerce Commission has the honor to submit its 
third annual report, as follows: 


ORGANIZATION OF FORCE AND DISTRIBUTION OF WORK. 


Under the original act to reguiate commerce the Commission was 
required to report to the Secretary of the Interior and the report was 
transmitted by him to Congress. By the amendments to the act ap- 
proved March 2, 1889, the Commission was required to report directly 
to Congress. 

In submitting its first annual report under this amendment, the Com- 
mission deems it appropriate to set forth the organization of its force 
for the systematic and efficient performance of its duties, and the char- 
acter and distribution of the work. 

The Commissioners themselves exercise a general control and direc- 
tion over all the business of the Commission. They personally examine 
all complaints received, hear the trial of all controversies, conduct 
investigations, prepare all reports made, decisions rendered, and orders 
and circulars issued, allow subpoenas duces tecum, carry on the corre- 
spondence relating to the action and duties of carriers and the rights of 
shippers, and various other things. 

The Secretary acts as the executive officer and is also the disbursing 
agent of the Commission, and is under bonds for $20,009. His duties 
are varied, and relate to the Commission’s records, mails, correspond- 
ence, service of papers, publications, distribution of documents, sup- 
plies of all kinds, payment of employés, disbursement of all moneys, and 
whatever else may be found necessary. 

Apart from the Commissioners and Secretary, the force is divided, 
into three sections or divisions, ; 
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One of these has diversified duties and is practically the operating 
division. This division consists of one senior clerk, four stenographers, 
eight general clerks, two junior clerks, and one messenger—seventeen 
in all. There are also six temporary employés in this division, namely, 
one clerk, two stenographers, and three type-writers. 

The duties of this division embrace the filing and service of all 
papers in cases and proceedings before the Commission; keeping the 
docket of such cases and the minutes of the Commission; entering and 
serving orders; filing and indexing correspondence; printing and mail- 
ing circulars and reports ; copying and forwarding testimony in cases 
and investigations; the purchase of stationery and all other supplies 
for the Commission; keeping the accounts of disbursements, and vari- 
ous other duties that may become necessary. The stenographers and 
type-writers in this division are also used by the Commissioners in the 
performance of their official duties, and usually take the testimony at 
’ public hearings. 

Since December 1, 1888, 95 cases and investigations have been com- 
menced before the Commission in which 567 railroad companies have 
filed answers or have otherwise appeared. In the cases brought before 
the Commission during the year, 447 railroad companies have been 
notified of their pendency and granted leave to intervene. A large . 
number of copies of complaints, testimony, and exhibits filed in cases 
before the Commission has been prepared in this division and furnished 
without charge to parties in accordance with the rules of practice. 
The number of folios thus copied and furnished exceeds 50,000. 

The number of letters received in this division during the year, relat- 
ing to official business, was 7,862. The letters sent by the Commission- 
ers and by the Secretary during the year amount to 9,525. 

Another division is the rates and transportation division. The head 
of this division is termed the auditor. In addition to the head, the 
force consists of one assistant auditor, one senior clerk, one stenog- 
rapher, twenty-one general clerks, two junior clerks, and one messen- 
ger twenty-eight in all. 

This division has special charge of all railroad tariffs, classifications, 
contracts; the examination, comparison, notation of changes and files of 
these documents, and the correspondence relating to matters pertain- 
ing to this division. 

The number of tariffs received for filing by this division since Decem- 
ber J, 1888, is, in round numbers 180,000; number of separate letters 
and packages received containing tariffs and other papers, 45,000. 
Number of acknowledgments of receipts of tariffs, 50,000. Number of 
letters written and forwarded from this division, 2,500. . 

The other division is the statistical division. The head of this division 
is called the statistician. The other force consists of one assistant 
see aeee ‘two senior ape one os whom acts as eae clerk, one 
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This division has special charge of the annual reports made by the 
railroad companies to the Commission pursuant to the twentieth section 
of the act to regulate commerce. This involves the examination of 
every report made; the correction of errors found therein, the compila- 
tion of the returns embraced in the reports, and the necessary tabula- 
tions of railway statistics for the report on that subject, together with 
the deduction of results therefrom, and the appropriate comment upon 
the data published. In addition to these duties, the investigation of 
the special questions in railway statistics is taken up from time to time. 

The compilation of the returns of the railroads for the year ending 
June 30, 1889, is now in progress and the statistical report will be sub- 
mitted at as early a date as possible. 

The preparation and distribution of the blank form of annual report 
for carriers, with accompanying pamphlets, is also part of the work of 
this division. The form for reports for the current year was sent to 
more than 1,500 railroads in the United States. Highteen different 
editions of this form for as many different States were furnished, on 
request, to state railway commissioners, with reference to the important 
object of tringing about greater uniformity in State and United States 
returns of the railway statistics of the country. 

The correspondence of this division during the last year numbered 
about five thousand letters received and’ about the same number of 
letters and circulars sent out. 

The names and compensation of all employés are given in Appendix 1. 


INVESTIGATIONS AND PROCEEDINGS BY THE COMMISSION. 


The general sessions of the Commission for the hearing of complaints, 
and for investigations of a general character relating to the business of 
common earriers and the manner and method in which the same is con- 
ducted, are usually held, pursuant to the act, at the city of Washing- 
ton. This has been found more conducive to the dispatch of business 
and to the convenience of attendance from different parts of the 
country. 

In addition to the sessions at Washington, sessions are also held and 
investigations made at various places in differ ent parts of the country, 
whenever the subject of investigation is local, or the convenience of 
parties and witnesses will be subserved, or the Commission be likely to 
be better informed as to the peculiar facts of the case. Im selecting 
points for investigatious of this character the Commission is governed 
largely by the convenience of parties and witnesses, but, as is often the 

- case, witnesses and parties on one side or the other are required to 
travel considerable distances, as it is rarely possible to locate hearings 
so that both sides to a controversy will be equally accommodated. 

The number of formal hearings and investigations assigned at Wash- 
ington since the last annual report is seventy-three. The greater part_ 
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of these have been actually heard, more or less testimony taken therein, 
often extending through several days, and decided or otherwise disposed 
of; some are still held under consideration, and some have been con- 
tinued. 

During the same time complaints have been set for hearing, and in- 
vestigations carried on, either by the Commission asa whole or by some 
of its members, at the following times and places: December, 1888, at 
Chicago, Iil., Toledo and Cincinnati, Ohio; January, 1889, at New York, 
N.-Y., and Toledo, Ohio; February, at Philadelphia, Pa., New York, 
N. Y., Chicago, Ill., St. Paul, Minn., Baltimore, Md., and again at 
Chicago, Ill.; March, at Chicago, Ill., and New York, N. Y.; May, at 
New York, N. Y., Titusville, Pa., Toledo, Ohio, Chicago, Ill., Jefferson 
City and Kansas City, Mo.; June, at Newport News, Norfolk, and Rich- 
mond, Va.; September, at New York, N. Y., indepen Ind., St. 
Louis and Kansas City, Mo., and Chicago, IIL. 

Besides these, an erlended tour of investigation was made by the 
chairman to the Pacific coast in July and August, going west over the 
line of the Northern Pacific road and returning over the line of the 
Central Pacific and Union Pacific, and stopping over to make inves- 
tigations into matters of interest relating to transportation and the 
operations of the act at the following places: Chicago, Ill.; St. Paul 
and Minneapolis, Minn.; Bismarck, Dak.; Helena, Butte City, Ana- 
conda, and Garrison, Mont.; Spokane Falls, Tacoma, and Seattle, Wash.; 
Portland, Oregon; San Francisco and San José, Cal.; Ogden and Salt 
Lake City, Utah, and Denver, Colo. 

The number of cases assigned for formal hearing by the Commission 
since the 1st of December, 1888, at other places than the city of Wash- 
ington, is thirty-eight, besides a large number of less formal investiga- 
tions. 

The formal hearings and investigations constitute only a portion, and 
by no means the greater portion, of the administrative work of the Com- 
mission. Informal hearings, conferences, correspondence with shippers 
and with carriers relating to numerous transportation questions con- 
stantly arising, and the adjustment of such questions without formal com- 
plaint, necessarily require considerable time and careful attention. More 
differences between shippers and carriers, many of which arise from 
mistake or misunderstanding, are disposed of or satisfactorily arranged | 
through the intervention of the Commissian than by formal complaint. 
The questions usually presented by formal complaint are mostly such 
as involve interpretations of the law, or relate to classification, to rates 
supposed to discriminate in respect to kinds of traffic or in respect to 
localities, and to facilities for carrying, interchanging, or forwarding 
traffic, and require on the part of the Commission a written report, with 
findings of fact and conclusions of law. Cases involving only charges 
of individual discrimination or injury resulting from some supposed 

.contravention of the act can in most instances be arranged satisfactorily 
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to the parties, and often are so arranged, through the action of the 
- Commission without formal complaint or hearing. 


INVESTIGATION OF SOUTHERN CARRIERS. 


One of the first and most important investigations since the last 
report related to the management of the business of the common ear- 
riers operating in the territory south of the Ohio and James Rivers, 
and to the manner and methed in which their business was conducted, 
with reference to the provisions of the.act to regulate commerce. The 
Commission, having reason to believe, from examinations of the tariffs 
on file and from other sources, that the requirements of the act were 
not in all respects complied with, and that there were irregularities of 
various kinds that should be corrected, summoned the officials of the 
various railroads associated for certain purposes under the name of the 
Southern Railway and Steamship Association, and others operating in 
the territory before mentioned, being twenty-eight in all, to attend at an 
investigation appointed for the purpose. The investigation was held 
at Washington on the 18th, 19th, and 20th days of December, 1888, and 
representatives of the various railroads summoned were present. A 
large amount of testimony was taken, and the investigation covered the 
whole field of classifications and tariffs, the methods of making and 
publishing rates, and the influences, whether water competition or 
otherwise, that were supposed to affect rates. 

An elaborate report of the investigation was made, setting forth the 
conditions found to exist, and the corrections that were deemed neces- 
sary. The general results were as follows: 

The greater charge for the transportation of a like kind of property 
for a shorter than for a longer distance over the same line in the same 
direction was found to be made at many points where it was deemed to 
be unjustifiable; the disparity between the charges made at different 
points on the same line was in some instances apparently much too 
great; the form of the tariffs as prepared in many cases did not meet 
the requirements of the law, and in other cases the tariffs did not 
show the rates actually charged to shippers; combination rates were 
made which were different from the rates specified in the tariffs as 
published and filed; the classifications in use were conflicting and 
involved, containing many exceptions and variations; different classi- 
fications were at times used upon the road of the same carrier for 
the shipment of the same commodity to neighboring points; at times 
two or more classifications were employed upon the same shipment, 
fixing a so-called combination rate upon the line of a single carrier, or 
of two or more connecting carriers, as is also done in some other por- 
tions of the country. 

In these and some other respects the methods employed were not, in 
the judgment of the Commission, in conformity with the requirements 
of the act to regulate commerce, and the Commission therefore ordered 
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that the several carriers comply with the act in the particulars pointed 
out, without unnecessary delay, and make report to the Commission of 
‘Whe action inthe premises. The reports made by the carriers pursuant: 
to this order, and the tariffs filed, show that material changes and 
improvements have been made in compliance with the order. 


CIRCULARS. 


On the 2d of March, 1889, the amendments made by Congress. to the 
act to regulate commerce took effect. By these amendments material 
changes were made in the statute in respect to the filing and publica- 
tion of tariffs, and in several other particulars. The Commission at 
once caused the act as amended to be printed and distributed to the 
common carriers of the country, and generally for public information. 

On the 12th of March the Commission issued and distributed a cireu- 
lar to all the carriers subject to the act in respect to the printing, post- 
ing, and publication of schedules of rates, a copy of which is set forth 
in Appendix 2 

On the 23d of March a further circular was in like manner issued 
and circulated in respect to advances and reductions in joint rates, and 
the publication of joint tariffs, calling attention to the provisions of the 
act as amended. This circular is given in Appendix 3. 


CONFERENCE WITH STATE RAILROAD COMMISSIONERS. 


On the 5th, 6th, and 7th of March a general conference with the rail- 
road commissioners of the States was held at Washington, pursuant to 
an invitation for the purpose issued by this Commission on the 31st of 
January, 1889. 

The proceedings of this conference are elsewhere described in this 
report. 

CONFERENCE WITH TRUNK LINE CARRIERS. 


On the 16th day of March, 1889, a conference was held at Washing- 
ton, pursuant to a notification issued by the Commission, with represent- 
atives of the common carriers comprising what is known as the Trunk 
Line Association. The purposes of this conference, and what appeared, 
are elsewhere stated in this report. 


PASSENGER RATES. 


On the 21st of March, 1889, upon the request of the officials of the 
passenger department of the Central Traffic Association, a conference 
was held at Washington on the subject of passenger rates, which was 
attended by a large number of general passenger agents from different 
sections of the country, and by officers of several traffic associations. 
The subjects of the conference covered passenger rate- -Sheets ; the form 
in which they might be prepared and be most convenient for public in- 
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formation; the manner in which through rates over different lines might 
be made, and the posting of such rates; the making of various special 
rates, such as round-trip tourist rates, so-called party rates, car-load 
passenger rates, and others. 

-_ A report of the conference was made and published by the Commis- 
~ sion, and the views of the Commission upon some of the subjects con- 
sidered and discussed were set forth. 


CONFERENCE WITH SOUTHERN CARRIERS. 


Pursuant to a request by representatives of some of thesouthern rail- 
road lines who had attended the conference with representatives of the 
Trunk Line Association, a conference was held at Washington on the 
2d of April, 1889, with representatives of most of the southern and 
southwestern common carriers, forty in all, and a large amount of testi- 
mony was taken. Another portion of this report refers more fully to 
what was elicited on this investigation. 


AMENDED RULES AND FORMS. 


By the seventeenth section of the statute, it is provided that the Com- 
mission may, from time to time, make or amend such general rules or 
orders as may be requisite for the order and regulation of the proceed- 
ings before it, including forms of notices and the service thereof, which 
shall conform, as nearly as may be, to those in use in the courts of the 
United States. Under this authority, the Commission, on the 8th of 
June, adopted revised and amended rules of practice in cases and pro- 
ceedings instituted before it under the act, and prepared a set of forms 
for the use of parties to such proceedings; these were printed and dis- 
tributed generally throughout the country. These rules and forms are 
given in the Appendix. 


FREE PASSES AND FREE TRANSPORTATION. 


On the 3d of May the Commission entered upon an investigation 
concerning free passes and free passenger transportation. Information 
received from time to time had given reason to believe that passes for 
interstate transportation, or having some relation to interstate business, 
were issued to some extent at least by some if not most of the railroad 
companies. The intention of the Commission was to make the investiga- 
tiou general, covering all the interstate lines of the country, but pressure 
of other business compelled the postponement of much of the investiga- 
tion to a later period. As the investigation has not been completed only 
a limited report upon the subject can be made at the present time. 

The companies first summoned were those operating i in the Middle and 
New England States, twenty-seven inall. They werecalled upon, by order, 
to answer and set forth the persons and classes of persous to whom they 
had severally issued free passes or free transportation’ other than their 
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own officers and employés and the officers and employés of other rail- 
road companies since November 1, 1888, and the conditions and limita- 
tions connected therewith, with explanations showing how and why 
these acts were done; and the statements to be properly verified. 

Representatives of all the companies summoned appeared at the 
hearing in Washington, and all except three companies produced state- 
ments in compliance with the summons, showing the number of passes 
issued, the persons and classes of persons to whom issued, and the rea- 
sons for theirissue. The three companies that furnished no statements 
of the character called for answered that they issued passes to be used 
only within their respective States, and that for such transportation 
they were not subject to the act to regulate commerce, and therefore 
declined to show to what persons, or for what reasons, the passes were 
issued. Whether or not companies taking this ground can be com- 
pelled to disclose the particular persons to whom free transportation 
was given, in order that it may appear whether the passes were in- 
tended or used for interstate journeys, or are in any respect a device to 
favor interstate shippers, has not yet been determined, 

The statements filed by the companies that produced lists show that 
passes have been issued to divers classes of persons, and for a variety 
of reasons, but mainly for use within a State, and claimed for that rea- 
son not to be in violation of the act to regulate commerce. It also ap- 
pears that to a limited extent passes for interstate journeys have been 
issued by many of the companies. 

The persons who have had free transportation as shown by these 
returns are embraced in the following classes: Railroad directors ; 
drovers; express men; telegraph men; news company agents; officers of 
palace-car companies; managers of excursions and shows; persons in- 
jured on railroads, transported to their homes; attorneys; surgeons; 
persons on company’s business; in consideration of contracts for pur- 
chase of land, water rights, and rights of way; for services rendered ; 
witnesses for companies; in consideration of advertising; hotel and 
boarding-house proprietors; newspaper men; shippers; complimentary ; 
special car accommodations; to persozs on request of others, no reason 
given; for charitable purposes; benevolent associations; ex-employés, 
and families of deceased employés; members of legislative bodies; 
State railroad commissioners; United States, State, and municipal 
officers; employés of the railway mail service; officials of steam-ship 
and steamboat lines. 

Under some of these classes the transportation has been very limited. 
Under others the numbers carried have been more humerous, but that 
a great diminution of free transportation has taken place since the 
act, especially in interstate transportation, is very evident. 

Some of the classes carried free there would seem to be no reason to 
question the propriety of, such as persons injured in railroad accidents, 
surgeons attending such persons, and witnesses for companies in judi- 
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cial proceedings and investigations. Where contracts have been 
entered into prior to the act for free carriage of specified persons, in 
consideration of conveyance of rights of way or other property rights 
to companies, courts have held in some instances that they were enforce- 
able, and rested upon lawful considerations. Employés of express com- 
panies and telegraph companies operating upon a line of railroad under 
agreements with the railroad company, and employés of the railway 
mail service, are clearly distinguishable from ordinary travelers. 

With respect to nearly all the other classes to whom free transporta- 
tion has been given, it would seem clear that no justification can be 
found for their carriage under the provisions of the act. 

According to the returns made, the largest number of interstate 
passes issued of any class was designated *‘ complimentary.” Next in 
numbers were passes to steam-ship lines and transfer companies, United 
States, State, and municipal officers, palace car companies, newspapers, 
and for advertising. The several other classes were small in propor- 
tion. 

Of State passes the largest numbers were issued to members of legis- 
latures, and drovers, with ‘ complimentaries ” next, and United States, 
State, and municipal officers, newspapers, and shippers, next in num- 
bers ; the others being comparatively few. 

The statute undoubtedly was framed to prohibit passes or free trans-. 
portation of persons, as one of the forms of unjust discrimination, favor- 
itism, and misuse of corporate powers that had grown into an abuse of 
large proportions and become demoralizing in its influence and detri- 
mental to: railroads, both in loss of revenue and in provoking public 
hostility. One of the.minor and meaner phases of this abuse is the dis- 
tinctive preference shown in various ways by employés, both in service 
and civility, to holders of passes, as if discrimination by free carriage 
includes discrimination in treatment of passengers. 

It was well known that persons who were carried free were, to a 
large extent, precisely the persons who had no claim whatever to such 
favors. They were officials and others, from whom free passes might 
be expected to secure reciprocal favors, and men of wealth and promi- 
nence who rode at the expense of others less able to pay ; or the passes 
were given to influence business. In nearly all cases not specially ex- 
empted by the.act, the motive in demanding or in giving them was 
one deserving of no favor. 

The law aims at the correction of the abuses of free transportation, 
and, in accomplishing this general purpose, some forms of free or re- 
duced transportation that at first view might appear plausible, or even 
unobjectionable in themselves, have to fall under its general restric- 
tions. The principle of equality, under like conditions, for the trav- 
eling public had been grossly violated by the railroads.. Favored 
persons or classes of persons had been furnished free transportation 
at the expense of the general public by higher general charges to re- , 


\ 


12 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


imburse for gratuitous carriage. The discrimination is equally unjust 
whether the free transportation be complimentary or to aid some per- 
son’s business, or for some supposed indirect advantage to the carrier. 
The correction of the evil, and the equality of right to which all are 
entitled, required the restrictions to be general and sweeping to furnish 
any substantial assurance that the abuse should not be continued or 
new ones devised under cover of any discretion left to the carrier. 

For reasons deemed adequate by the legislative body certain specified 
exceptions are made in the statute of classes of persons to whom re- 
duced rates or free transportation may lawfully be given, in whose 
favor discrimination was not deemed unjust. The act provides that it 
shall not ‘be construed to prohibit any common carrier from giving 
reduced rates to ministers of religion, or to municipal governments for 
the transportation of indigent persons, or to inmates of the national 
homes or State homes for disabled volunteer soldiers, and of soldiers’ 
and sailors’ orphan homes, including those about to enter and those re- 
turning home after discharge, under arrangements with the boards of 
managers of said homes.” It further provides that it shali not ‘ be con- 
strued to prevent railroads from giving free carriage to their own offi- 
-cers and employés, or to prevent the principal officers of any railroad 
company or companies from exchanging passes or tickets with other 
railroad companies for their officers and employés.” The classes of 
persons that may have reduced rates or free carriage are thus carefully 
specified in the statute, and their enumeration necessarily excludes all 
others. Except as qualified by this section, the issuance and sale of 
passenger tickets must be in accordance with the general principles of 
the act. 

The investigation developed one custom of railroads that seems to be 
general and to rest on considerations that have no little force. This is 
the custom of giving free transportation or reduced rates to families of 
subordinate employés. It is obvious, that for many forcible reasons, the 
most amicable relations should exist between the railroad companies 
and their employés, and that the latter should feel that the companies 
are disposed in all proper ways to manifest an interest in their general 
welfare. The compensation of these employés is low, the service exact- 
ing and often hazardous, their opportunities to give attention to do- 
mestic affairs are very limited, and as a rule they are dependent almost 
entirely on their compensation for the support of their families. It is 
clearly for the interest of these employés to reside at points on their 
roads convenient to their business, where homesteads can be acquired, 
and cost of rents and living expenses are moderate. Such locations may 
often be some distance from points required to be frequently reached by 
members of their families, such as schools and markets, and it would 
seem reasonable, and no more than an equitable part of their compen- 
sation, for the company to carry the wives and children of its employés 
free, or at low rates, for fairly necessary purposes. Provision, it would 
seem, might very properly be made to permit this to be done, 
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As the investigation of this subject has not been concluded, any fur- 
ther report or action by the Commission is deferred until more complete 
information shall have been elicited. 


PASSENGER, TICKETS AT REDUCED RATES. 


Among the reduced-rate tickets which were in use before the law to 
regulate commerce was passed, and which may be lawfully issued since 
its passage, are mileage, excursion, and commutation tickets. 

After investigation of alleged abuses in the issuance and sale of these 
tickets, the Commission held, March 27, that they must be offered im- 
partially to all who accept the conditions on which they are issued, that 
the rates at which they are issued must be published, and that a prac- 
tice which had grown up of selling tickets for ten or more persons at 
party rates, or rates considerably below the rates for single passengers, 
was illegal. 

The mileage ticket is one form of a reduced-rate ticket which had a 
well-understood meaning before the act. Besides mileage, commutation, 
and excursion tickets, there were various other forms in which tickets 
were sold at reduced rates. Special and reduced rates were obtainable 
without regard to the form of the ticket, and the meaning of commuta- 
tion and excursion tickets was neither exact nor well defined. 

Commutation tickets are commonly understood to be tickets sold for 
@ gross sum at reduced rates for a number of rides between given 
points. Ordinarily, excursion tickets are understood to be round-trip 
tickets sold at reduced rates issued for one trip and on special occasions 
sometimes for health or recreation, and sometimes for army or in- 
dustrial revnions and assemblages for political, religious, or benevo- 
lent purposes. It is sometimes urged that the only characteristic feat- 
ure of these two tickets before the act was their sale at reduced rates, 
and that, substantially, all forms of reduced-rate tickets come within 
the description of commutation or excursion tickets, and may be law- 
fully issued. Various practices are in use by which they may be made 
available for a journey of any description, and frequently for ordinary | 
travel, and are good alike for picnics and prize fights. 

In view of evil practices in the use of these tickets ascertained on 
investigation, the Commission, in January, felt constrained to recom- 
mend that the act to regulate commerce be so amended as “to define 
what shall be considered excursion and commutation tickets, and to 
so restrict their issue in interstate commerce as to prevent the abuses 
now so common.” 


COMMISSIONS ON THE SALE OF TICKETS. 


Another investigation was held at Washington on the 7th of May, in 
respect to commissions on the sale of tickets, to which twenty-seven 
companies were summoned and which was attended by representatives 


44 REPORT OF THE INTERSTATE: COMMERCE COMMISSION. 


from the different companies. The subject of commissions to ticket 
agents has heretofore been reported upon by the Commission, and its 
bearings and the evils supposed to be connected with it discussed. 
The object of the investigation was to ascertain the extent of the prac- 
tice, the conditions under which it is carried on, and the carriers that 
engage in it. The roads summoned were principally those of the West 
and Northwest that operate in the territory reached from Chicago, 
where the practice was supposed most generally to prevail. 

Nearly all the roads operating south and west and southwest of Chi- 
cago, it appeared by the returns made, pay commissions upon passenger 
tickets to ticket agents of other lines. The commissions paid to agents 
of connecting lines on competitive business were represented to be those 
fixed by the Western States Passenger Association, in effect from Feb- 
ruary 1, 1889, and the amounts paid ranged from 25 cents to $1 a ticket, 
depending. upon the cost of the ticket and distance traveled. The maxi- 
mum paid in any case was represented to be $1 for certain distances and 
more for longer distances. Other roads, operating eastward from Chi- 
cago, it was shown, pay no commissions to agents of other lines. Some 
roads, it was shown, pay some of their own agents by commissions upon 
sales of tickets, instead of salaries. 

Commissions, however, may be, and, as the Commission has learned, 
sometimes are cumulative, as, for example, $1 from New England points 
to Chicago, $1 from Chicago to the Missouri River, and $1 from the Mis- 
souri River to Denver. In addition to these sums some roads may pay 
10 per cent. commission on their earnings for a passage, to a traveling 
passenger agent of, say, $1.20, making a total for the sale of a single 
ticket of $4.20. In cases of commissions of only $1 for short distances 
there may be no inducement for the agent to divide with the passenger, 
but in cases of cumulative commissions for long distances the tempta- 
tion to divide is stronger, and the probability of abuse is so great that 
the impropriety of putting the opportunity before an agent is manifest. 

Viewed in another aspect, the amount of money paid annually by the 
larger companies is vast; it is not unusual for a single company to pay 
a sum approaching $100,000, or even more, in a year, and the aggregate 
undoubtedly reaches millions of dollars. This money is illegitimately 
spent; it is paid in excess of salaries to agents for the purpose of divert- 
ing business from competitors, and when competitors all do it, itis dif- 
ficult to see how any benefit can accrue from it to any company. The 
money so spent of right belongs to the stockholders, or should be re- 
mitted to the public in reduced fares; if the rates are not in fact too 
high, the money wasted for commissions should be expended for im- 
proved service, or toward the safety of passengers and employés, 

This practice has frequently been condemned by this Commission as 
one of very doubtful benetit in any case, and of positive injury in others; 
as one that affords opportunities, too often improved, for discrimina- 
tions and fraud in the sale of tickets, and as, generally, a source of de- 
moralization. 
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On the 8th of May an investigation was held at Washington in re- 
spect to car mileage, or compensation paid by railroads for the use of 
cars belonging to other railroad companies or to private companies or 
individuals. Information had been received giving reason to believe 
that the payment of car mileage for cars owned by private shippers had 
in some instances been made use of as a cover for discrimination in rates, 
and the Commission deemed the subject of enough importance for an in- 
vestigation. 

Twenty-six railroad companies operating in the territory extending 
in different directions trom Chicago, and engaged in the business in 
which discriminations by allowance of car mileage were supposed to 
exist, were summoned to make a showing of the allowances paid by each 
of them for car mileage for the different classes of cars furnished by ship- 
pers, car companies, and individuals, or connecting lines; how the 
business was conducted; and what sum was, in their opinion, a fair and 
just allowance for the different classes of cars. The companies appeared 
by their representatives, and produced their statements and testimony 
relating to the subjects of inquiry. The facts elicited were substantially 
as follows: 

The mileage paid for different classes of cars, and for the same class 
of cars, is not uniform by different companies, nor by the same companies, 
except for ordinary freight cars exchanged between companies in the 
course of transportation. The rates allowed for car mileage were shown 
to be as follows: For ordinary freight cars, a uniform rate of three- 
fourths of a cent a mile; for Pullman palace ears, 3 cents a mile; for 
Pullman palace tourist sleepers, 1 cent a mile; for ordinary passenger 
cars exchanged with other companies, 3 cents a mile; for baggage, 
mail, and express cars exchanged with other companies, 14 cents a mile 
by some roads and 3 cents a inile by others ; for refrigerator cars used 
for carrying dressed beef, 1 cent a mile in some cases and in other cases 
‘three-fourths of a cent a mile; for furniture cars, oil-tank cars, palace 
live-stock cars, and other cars owned by private individuals and com- 
panies, three-fourths of a cent a mile. Some companies pay mileage on 
tank cars both loaded and empty, and some only when loaded. For 
palace horse cars no mileage is allowed on some roads, shippers in such 
cars paying for the car. Since May 1, 1889, the reads running east and 
southeast of Chicago, with the exception of one company, have allowed 
three-fourths of a cent a mile for refrigerator cars. The one road 
referred to allows 1 cent a mile. 

It appeared by the evidence adduced that one of the roads west of 
Chicago had entered into a contract with one private company owning 
a large number of refrigerator cars, and who are also shippers, to pay 
1 cent a mile on such cars for a period of five years, the private com- 
pany agreeing to furnish sufficient cars for their own business. and for 
all other like business requiring that class of cars, This was naturally 
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fullowed by all of the competing roads, with perhaps one exception, 
paying the same rate of car mileage on that class of cars, and that is 
accordingly understood to be the rate on the different roads in the com- 
petitive territory. 

A forcible illustration of the results of car mileage to owners of pri- 
vate refrigerator cars appeared by a statement put in evidence from the 
books of a railroad company, showing the mileage made, and earnings 
of some of such cars, for nine months, from August 1, 1888, to May 1, 
1889. During that period the mileage for which compensation was 
allowed, made by the cars of three shippers, from Chicago to an eastern 
point, and over a single line of road, was 7,428,406, and the earnings of 
the cars $72,945.97, being about the cost_of 81 cars. The mileage 
allowed during most of this period was 1 cent a mile, and three-fourths 
of a centa mile for a part of the period. Refrigerator cars run on fast 
time, and make four times the mileage of ordinary freight cars. 

The cost of the investment in cars and the amount of mileage allowed 
for their use show that the investment is very profitable. Refrigerator 
cars cost from $900 to $1,000; private cattle cars cost about $650; oil 
tank cars about $610; cars used for the transportation of live hogs about 
$500; ordinary freight cars from $450 to $500. Repairs to the cars 
are made by the railroad company in whose use they are when repairs 

-are required, The life of a box car averages fifteen years, and of a re- 
frigerator car eight years. Ata car mileage rate of 1 cent a mile the 
profit on the investment in many of these cars is very large, reaching, 
according to information acquired by the Commission, 25 per cent., 50 
per cent., and even more, annually. Sometimes a car will pay for itself 
in two or three years. Owners of several hundreds of such cars, there- 
fore, receive a very large amount of money from the railroads over which 
they are hauled, and it is easy to see how it is possible, out of the large 
returns from these cars, for owners to pay rebates to shippers, if so dis- 
posed. The evidence taken in the case did not prove the payment of 
rebates to shippers by owners of any of these cars, but it was quite clear, 
that some of the officers of railroad companies who were examined had 
impressions that such might be the fact. It is also evident that the 
payment of either 1 cent or three-fourths of a cent a mile to a large 
shipper owning and controlling his own cars and furnishing business 
therefor constitutes a very profitable incident to his legitimate business, 
and is at least a material advantage to the man owning ears over the 
man who owns none. 

In the original draft of the report, as submitted, it was stated that 
another illustration in which car mileage is a factor is furnished by the 
Pullman palace cars and similar cars, and that the rate of car mileage 
received was 3 cents per mile. This was founded on evidence before 
the Commission. Evidence since submitted shows this rate is paid by 
only a portion of the roads under old contracts outstanding, and that 
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paid. The report of the Pullman Company for the year ending July 31, 
1888, shows revenue ($6,259,370.97, car earnings; $1,239,565.93, manu- 
facturing profits; $10,817.48, from patents) from all sources $7,509,- 
754.38. Car earnings are explained by evidence not to include car 
mnileage, but arise from passenger accommodations. The aggregate car 
mileage has not been shown. After deducting operating expenses 
and some other items, the total net earnings were first stated to be 
$3,957,771.87. From this deductions are claimed for interest, repairs 
and depreciation of cars, reducing materially the previously stated 
profits of 20 per cent. on the capital stock, $19,872,900. Although the 
results on the whole business of the company show larger profits than 
those of railroads generally, the exact extent to which car mileage is a 
legitimate factor can not be determined without more facts than have 
as yet appeared from satisfactory evidence. 

The use of these cars is sometimes an excuse for furnishing inferior 
passenger coaches by the roads. The traveling public are burdened with 
high rates for transportation in these cars, or subjected to inferior ac- 
commodations in ordinary coaches. If any portion of the public desires 
to pay higher rates for special accommodations there can be no objec- 
tion to their doing so, but the provision for the superior accommoda- 
tions should not become a charge upon the general transportation. In 
England, where different classes of passenger carsare furnished, strik- 
ing results have been produced by the provision of suitable cars of the 
thirdclass. That class of cars has of late absorbed the bulk of the travel, 
and furnished the revenue to the roads from their passenger business, 
while the first and second class cars, with the superior accommodations, 
have become a tax upon the other business. 

Illustrations might also be drawn from the use of the ears of the 
numerous fast freight lines that operate generally over the railroads of 
the country. These lines derive their revenue from the roads upon 
which they are operated, and as a rule are highly profitable, while the 
roads proper show very different results. This revenue accrues from 
payments for car mileage, and from commissions for procuring traffic, 
which in effect are divisions of earnings between the roads and irregular 
outside organizations. 

So far as rates upon traffic are concerned, whether for freight or passen- 
gers, their reasonableness can probably be controlled without regard to 
the source from which cars are supplied. Any railroad company vol- 
untarily using a car in its business, no matter how obtained, in legal 
contemplation makes the car its own for all the purposes of rates and 
of safe carriage. It can not escape its duty to charge only reasonable 
rates, or its liability for the safe carriage of persons or property on the 
ground that its cars may not be its own property, or that a high rate 
may be paid for their use. 

With regard to the sum that may be considered a reasonable allow- 
ance for the use of freight cars, the general opinion expressed on the 
investigation was that three-fourths of a cent a mile is ample, and 
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many regard even that as too high a rate. In the case of cars in- 
terchanged between railroad companies the mileage nearly equalizes 
itself, and does not bear very disproportionately upon any one com- 
pany, but in the ease of the private ownership of cars there is no recip- 
rocity, and the payment of three-fourths of a cent a mile may be a bur- 
den to the carrier, besides the other objections that have been men- 
tioned. 

It is an obvious deduction from all the facts that cars for the various 
kinds of business done by a carrier should be owned by the carrier 
itself and furnished to all alike, or, if owned by the shipper, only such 
reasonable allowance for their use should be made as to permit no ad- 
vantage to the private owner of cars who is also a shipper, nor afford a 
margin for paying rebates to other shippers. ° 


FREE CARTAGE. 


On the 17th of June most of the leading railroads, five hundred and 
eighty-five in number, were Summoned by circular to furnish the Com- 
mission with information with regard to free cartage delivery of freights 
and to have their answers duly verified by some officer of their com- 
panies with knowledge of the facts. They were required to state at 
what stations on their lines they made free cartage delivery, if any, and 
of what class of freights; whether such stations, or any of them, were 
grouped with any other station or stations on their lines at which the 
same transportation rates were charged as to like freights delivered 
with free cartage ; how long the system of free cartage delivery of such 
freights had been made; what its origin and all the facts, circumstances, — 
and conditions, if any, that induced it to be done; whether it resulted 
in competitors making free cartage delivery at the same stations; what 
effect, if any, such free cartage had upon rates at such stations, as com- 
pared with rates at other stations ; whether their rate sheets or tariffs 
made any, and what, reference to free cartage where it existed ; what 
estimate they made of the actual cost of such free cartage at the stations 
where it was done. Four hundred. and sixty-three companies re- 
sponded to this circular. By the answers received it appears that 
sixty-five railroad companies allow free cartage delivery of freight or 
equalizing cartage allowances; that three hundred and eighty-nine rail- 
road companies do neither; that seven railroad companies only deliver 
free to connecting lines freight shipped on through tariffs; and that 
two railroad companies only switch ears free to mills and manufactories. 

It further appears by these returns that no company furnishes free 
cartage delivery at all its stations, but as a rule, only at few stations ; 
that in some instances, when free cartage is furnished at a station by 
one company, competitors do the same, but it does not appear that that 
is generally done; that in no instance do the rate sheets or tariffs give 
any information about free cartage delivery; that the estimated cost 
of free cartage délivery will average about 24 cents per 100 pounds ; 
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that where allowance is made for switching on connecting tracks to 
consignees’ doors, or where an allowance is made per car to equalize 
distance from shippers’ doors to depot, the average cost is about $2 per 
ear, or $2.50. 

As acase is pending before the Commission involving the lawfulness 
of free cartage collection and delivery of freight, no further comment 
is made on this subject. 

With respect to two of the foregoing subjects of investigation, com- 
missions and car mileage, their nature and magnitude clearly demand 
legislation to restrain their evils and make correction effective. Acts 
supposed to promote business interests, however inconsistent with a 
sense of right and of just accountability to others whose interests are 
represented, are not usually restrained by moral or public considera- 
tions, or by anything less than positive law. Railroads are constructed 
for business purposes, and are expected to produce profits; they are not 
different in this respect from other business undertakings. If managers 
are ambitious for a larger showing of business, or more revenue is 
necessary to insure profits, or even to balance accounts, they have not 
infrequently felt at liberty to make use of methods that have no better 
sanction than that the end justifies the means. But managers of this 
character are undoubtedly in a small minority; conservative and 
upright managers regard such practices with no less abhorrence than 
the general public, and legislation is required for their protection no less 
than for the public protection. The best managed road may find its 
business diverted and its revenues impaired by a weak but unscrupulous 
competitor, and in self-defense feel compelled to retaliate. This may 
not be the course of wisdom nor defensible on any just grounds, but it 
is one of the well-known facts of experience. 


TICKET BROKERAGE. 


Another subject of general notoriety related to some of the foregoing, 
and universally recognized as an abuse of gross character and large 
extent, and which, in the opinion of the Commission, urgently demands 
legislative action, botl for public reasons and to regulate dishonest 
competition, is ticket brokerage or scalping as usually termed. The 
Commission has made investigations concerning it, and has frequently 
expressed condemnation of the practice, setting forth its dishonesty, 
and the discrimination and evils to which it leads, and urged managers of 
railroads to relieve themselves from its odium and wrong. There is no 
indication, however, that the practice is diminishing ; on the contrary, 
it flourishes with unab ted boldness and success in many of the cities of 
the country, including the national capital. As dealers in these irregu- 
lar. sales are not recognized as agents of the railroads, nor as connected 
with any company, but as independent operators, there are difficulties 
in enforcing legal remedies against them under a law framed to apply 
to carriers and their proper officers and agents, 
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It is sometimes said that railzoads can destroy ticket scalping when- 
ever they see fit, by ceasing to countenance or connive at the practice. 
This is doubtless true, but one or two reckless roads, indifferent to the 
methods by which they procure business, may be able to defeat the 
best purposes of a great majority of roads that oppose the evil and 
desire its abatement. 

Some of the States have legislation that is understood to be pre- 


ventive of ticket scalping, and similar provisions, incorporated in the \ 


act to regulate commerce, may proveefficacious. They are, in substance, 
that any person authorized to sell passenger tickets shall have and 
exhibit a certificate from the company or companies upon whose lines he 
sells tickets, and the companies to be responsible for his acts; and that 
it shall be unlawful for any other person to sell tickets, under suitable 
criminal penalties. 


QUESTIONS DECIDED. 


The decisions of the Commission in contested cases have related 
more largely to rates than to any other incident of transportation. A 
statement briefly setting forth the points passed on in the various cases 
decided is contained in Appendix 4. Another statement in the Appendix 
shows the cases that are still pending.and undetermined. Some of the 
more important decisions rendered are briefly referred to here and some. 
elsewhere in this report in connection with particular subjects. 

One of these, announced early in the year, related to passenger tariffs 
and rate wars, and various matters relating to the publication of tariffs, 
the reduction of rates, employment of ticket brokers and scalpers for the 
sale of railroad tickets, the illegality of lower rates obtained from brok- 
ers, and the existing methods respecting excursion and mileage tickets 
were examined, discussed, and the views of the Commission with regard 
to them expressed. 

In two cases, one arising in Illinois and the other in Pennsylvania, 
the practice of making group rates upon soft coal was presented, and, 
under the conditions found to exist in both cases, a group rate for a dis- 
trict of considerable size was found to be reasonable and not in contra- 
vention of the provisions of the statute. A group rate upon an article 
of traffic for a district of country where the circumstances as to the char- 
acter of the commodity, the extent of the public demand for its use, and 
sometimes the nature of the competition existing in its transportation, 
has been considered by the Commission as warranted by the provisions 
of the act, and in most respects conducive to the public welfare. 

In other cases through rates for long distances, and the relation of 
local rates upon the same line to the proportions of through rates, have 
been several times considered and applied. In all these cases the Com- 
mission has adhered to the rule it had previously laid down, that through 
rates are not required to be the sums of locals, but may lawfully be 
lower so long as they are not unreasonably disproportionate, or unjustly 
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discriminating against individuals or localities, or so low as to burden 
other business with part of the cost of the business upon which the 
through rate is charged; but that rates should be reasonably propor- 
tional, and, distance being usually an element of importance, a proper 
regard to distance proportions should be observed in connection with 
any other considerations that may be found material in fixing trans- 
portation charges. 

In another case the question of relative rates upon different branches 
of the same road was considered upon the facts presented in the case, 
and it was ruled that railroad service may be rendered under such dis- 
Similar circumstances as to make it lawful to charge more for the same 
distance on one branch than on another branch of the same road; that 
the departure from the rule of equal mileage charges, as applied toe sev- 
eral branches of a road, is not conclusive that such rates are unlawful, 
but in such cases the burden is on the company making the departure 
to show its rates to be reasonable when challenged. ‘ ; 

A case of some importance in respect to the principles involved was 
brought before the Commission, relating to the application of the pro- 
visions of the act to regulate commerce to international commerce with 
Canada. The particular controversy was in respect to rebates allowed 
upon coal to consignees in Canada upon continuous shipments from 
a point in the United States. The Commission regarded the act as 
intended to regulate all commerce originating in the United States, and 
destined by continuous carriage to or into a foreign country, as well as 
commerce originating in a foreign country and destined to a place in 
the United States by continuous carriage. It was accordingly ruled 
that the act applies as well to foreign as to domestic common carriers 
engaged in the transportation of passengers or property by continuous 
carriage or shipment from a place in the United States to a place in an 
adjacent foreign country, and that such common earriers are subject to 
the provisions of the act respecting the printing of schedules of rates, 
fares, and charges for the traffic carried, the posting and filing with 
the Interstate Commerce Commission of copies of such schedules, the 
notice of advances and reductions, and the maintenance of the rates, 
fares, and charges established and published, and in force at the time ; 
that such common carriers are also subject to the provisions of the act 
in respect to joint tariffs of rates, fares, and charges for continuous lines 
or routes; and that, pursuant to the seventh section of the act, the car- 
riage of freights can not be prevented from being treated as one con- 
tinuous earriage from the place of shipment to the place of destina- 
tion, by any means or devices intended to evade any of the provisions 
of the act. 

A case was again brought before the Commission involving the rights 
of colored passengers in respect to the character of their transportation 
upon lines of road in some of the Southern States, and the principle 
that colored passengers paying the same fare are entitled to equality of 
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accommodations and treatment was again affirmed and applied by the 
Commission. 

The Commission had occasion to consider with care the question of 
practice involved iu the allowance of subpoenas duces tecum. It had 
been found in some instances that parties, without leave of the Commis- 
sion, would serve subpoenas duces tecum upon common Carriers, requir- 
ing them to produce upon a hearing a wholly unreasonable and mostly 
unnecessary amount of documentary evidence, subjecting a company to 
burdens, in the form of expense and labor of its employés to prepare 
the documentary evidence, that were regarded as unjustifiable and ,op- 
pressive. The Commission therefore laid down certain general princi- 
ples in regard to the allowance of subpoenas duces tecum and the pro- 
duction of books and documentary evidence, defining the manner in 
which documentary evidence may be called for, the kinds of: evidence 
proper to be called for and produced, the distinctions to be made be- 
tween custodians of documentary evidence who are parties and who are 
not parties to a proceeding, and regulating the practice, as it was 
thought, upon a reasonable basis. 

In another case the question of the mode of making rates upon the 
shipment of live cattle was presented and passed upon. A practice 
had existed among the carriers in large sections of the country to make 
a car-load rate irrespective of the weight carried, and to permit the 
shipper to load into the car as many cattle as he pleased or as he was 
able to put into it. The carriers substituted for this the rule that, 
while naming a car-load rate, they prescribed a minimum weight for a 
ear-load, and then charged by the hundred pounds, in proportion to 
the car-load rate, for any excess over the minimum. The shippers 
complained that this substituted rule was unlawful and that they suf- 
fered prejudice by reason of its enforcement. They emphasized the 
complaint by showing that State commissions, in the district affected 
by the new rule, retained and enforced upon State transportation the 
former practice, thereby, as they insisted, putting interstate traffic at 
a great disadvantage. The Commission decided, however, that the 
new rule was not unlawful. The former practice, when, as is well 
known, the cars were of different sizes, almost necessarily led to dis- 
criminations and to favoritism as between shippers, and on the face of 
it the new rule was more just and reasonable than the practice it sup- 
planted, since the charge would be more in proportion to the service 
rendered. 

Whatever might be the action of the State commissions in the prem- 
ises, it was held that it could not be allowed to control in respect to in- 
terstate traffic, inasmuch as, if it did, the regulation of interstate traf- 
fic would, to some extent, berelegated to State commissions. The new 
rule also corrected some incidental difficulties and abuses in the trans- 
portation of live cattle which always attended the old practice, espe- 
cially in the temptation it held out to the overloading of cars. Shippers 
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complained that difficulties were found to exist in practice in the 
prompt and accurate weighing of cattle, but this was held not to fur- 
nish a reason for abolishing the new rule, but rather, on the other hand, 
for improving and perfecting it. 


QUESTIONS DECIDED BY UNITED STATES COURTS. 


Since the last annual report some questions arising under the act to 
regulate commerce, and involving interpretations of its provisions, have 
been presented to and passed upon by courts of the United States. 
These are given for public information. 

In a decision announced by the Com mission in August, 1888, it had 
been held that a certain corporation, chartered by name as a bridge 
company, had by its charter, the powers and rights and was subject 
to the obligations of a common carrier; that it was a common carrier 
in fact, and was therefore entitled, under the third section, to demand 
interchanges of traffic with a railroad company with which it had track 
connections that were not strictiy at a station or depot, but convenient 
for the purpose of interchange. The case was subsequently presented 
to a circuit court of the United States, under a somewhat different 
showing, apd it was held by that court that the bridge company was 
not to be deemed a common carrier and could not lawfully demand 
interchanges of traffic and through rates with the railroad company 
under the facts and circumstances of the case. 

In another case in which the Commission had ruled that a through 
route and through rate could not be enforced in favor of a carrier 
making application therefor, and connecting at each terminus with 
other carriers, the same question came before one of the courts of the 
United States, and the same ruling, in effect, was made. 

In an original case that arose in a United States circuit court, under the 
amendment to the twenty-second section of the act giving jurisdiction to 
the circuit and district courts of the United States to require a common 
carrier by mandamus to move and transport interstate traffic or to fur- 
nish ears or other facilities for the transportation of such traffic, it was 
decided that a shipper of live cattle is not entitled to have his cattle 
carried in cars of a special construction of his selection belonging to a 
third party, and superior to ordinary cattle cars, by reason of the fact 
that the carrier transports some cattle in other cars, available to all 
shippers equally, which have some of the improvements of the former, 
but are furnished by another party under a special contract, and which, 
unlike the cars desired by the shipper, by reason of their peculiar con- 
struction, can be used in the chief business of the road, which in that 
case was the carriage of coal when rot in use for cattle; and that the 
refusal to use the cars desired by the shipper in that case did not con- 
stitute unjust discrimination. 

In another case, in one of the district courts of the United States, in 
which an official of a railroad company was indicted for unlawful dis- 
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crimination under the act to regulate commerce, the official was con- 
victed in the trial court, and upon a review of the case it was held by 
the court that the transportation by a railroad company to a certain 
point on its line of freight received from a connecting carrier which had 
reserved a right to forward the property by any carrier it might select, 
especially where the freight thereon was to be paid at the point of desti- 
nation by the purchaser, is not a service rendered for the party by whom 
the through shipment is made, but for the connecting carrier, and there- 
fore that there may be an unlawful discrimination between the charges 
for such service and for a shipment by the same shipper to the same 
consignee at the same destination over the local line alone, and that an 
unreasonable adjustment of joint rates for through transportation may 
constitute an unreasonable discrimination against local traffic. The 
court further held that the question whether the difference in rates for 
transportation of local traffic and through traffic is reasonable or un- 
reasonable is a question of fact for the jury. and the conviction of the 
official was affirmed. 

An important decision covering many points of interest in railway 
transportation, though not under the act to regulate commerce, was 
rendered by the United States circuit court for the southern district of 
Iowa in a suit brought by a railroad company against the railroad com- 
missioners of the State of Iowa. The case related to the schedules of 
rates for transportation within the State prescribed by the State com- 
missioners under a statute of the State. ; 

It was held in the case that the Federal courts have jurisdiction in @ 
suit against State railroad commissioners brought by a corporation of 
another State to restrain the enforcement of a schedule of rates pre- 
pared by such commissioners, under a State statute claimed by the com- 
plainant to be unconstitutional; that the authority conferred upon the 
railroad commissioners by the legislature to make and put in effect a 
schedule of rates for railroad transportation within a State is not an 
unconstitutional delegation of legislative power; that the provision of 
the act making the commissioners’ schedule prima facie evidence that 
the rates fixed thereby are reasonable is not an infringement of the con- 
stitutional guaranty of the right to trial by jury, nor of the provision 
against deprivation of property without due process of law; that an 
inquiry by the courts into the reasonableness of rates established by 
State authority, notwithstanding the forms of law have been pursued 
in prescribing @ schedule of rates, may be made, and must be decided 
in each case whether the rates prescribed are within the limits of legis- 
lative power or are mere proceedings which, if not restrained, will work 
a confiscation of property; that the courts have no power to interfere 
with rates for railroad transportation fixed by statute when such rates 
will give some compensation, however small, to the owners of railroad 
property, but itis their duty to interfere when the rates prescribed will 
not pay compensation to the owners; that is, some dividend to stock- 


REPORT OF 'THE INTERSTATE COMMERCE COMMISSION. 25 


holders after payment of fixed charges and operating expenses; that 
State legislation which deprives the owners of a railroad line within 
the State of all compensation from their business can not be upheld on 
the ground that the company is a foreign corporation and is permitted 
simply to do business within the State, and is at liberty to abandon its 
business if found unremunerative; nor can it be upheld on the ground 
that the railroad affected thereby is an interstate road and that its defi- 
ciency of revenue may be made up by receipts from interstate commerce 
or from traffic in other States, or on the ground that a future increase of 
business may render the prescribed rates remunerative. And it being 
found that the rates prescribed were not remunerative to the railroad 
company, an injunction was issued restraining the enforcement of the 
schedules. ; . 


PUBLICATION AND FILINGS OF TARIFFS. 


Publicity of rates is, in itself, a powerful factor in the correction of 
the evils of unjust discrimination, extortion, and unlawful preference. 
By this means a record, open to public inspection and criticism, is kept 
of rates as they actually exist at the time. The shipper can see for him- 
self what they are, and if there be a choice of routes for his ship- 
ments, as is frequently the case, he may make this choice intelligently, 
or he can see whether, in any respect, they are such that he may feel it 
his duty to make complaint against them. But in addition to this infor- 
mation, which is thus valuable and important to the shipper and the pub- 
lic, there could be no efficient supervision and regulation of rates and of 
the methods prevailing in their enforcement unless tariffs were filed 
with the Commission as provided by the statute. 

The previous provisions of the statute on this subject had been highly 
valuable, but these were greatly strengthened by the subsequent amend- 
ments of March 2, 1889. Under the operation of the statute as thus 
amended rates have been more steady than before. The temptation to 

_ preferences by sudden cuts for the benefit of some dealers and at the 
expense of others, and resulting as a preference in the transportation 
of certain kinds of traffic over other: traffic, has been very greatly 
restrained. The posting of rates has been more clearly provided for, so 
that complaints on the part of shippers that they are unable to see 
these rates at depots have virtually ceased to exist. Prior to the adop- 
tion of the, amendments of March 2, 1889, this was a fruitful source of 
complaint. 

The Commission has rigidly enforced that provision of the statute 
found in one of these amendments in reference to notice on the part of 
carriers to the Commission of advances and reductions in rates, and 
finds that,it has worked well. To the force of the statute as thus 

~ amended is unquestionably due, in a considerable measure, the decrease 

that has occurred in the reckless and wasteful rate wars among the car- 
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riers, resulting, as they inevitably do, in ruining the business of some 
honest dealers, building up the business of dishonest dealers, squan- 
dering the property of share-holders, and then endeavoring to recoup 
the loss sustained by their folly in subsequently charging the general 
public higher rates than before. 

The system by which the tariffs of each company are filed separately 
in the office of the Commission, and a careful index of them kept so 
that they are of easy access or reference, has been greatly extended, and 
it is but the work of a moment to produce them for any necessary pur- 
pose, and to ascertain what the rates are from any point in the country to 
any other point. These tariffs are in many instances voluminous and 
their number is enormous. The number of tariffs received and filed 
during the year ending December 1, 1889, was 180,000. The changes 
in them are numerous and frequent, and it requires a large force to han- 
dle them. The regulation and supervision contemplated by the statute 
ean never efficiently be made until the Commission is in a position to 
know promptly whether or not these tariffs, as filed, show on their face 
that they seem to comply with the law; and this is equally true of all 
proposed advances and reductions. To enable the Commission to perform 
this duty in the manner required by the statute, renders it necessary 
that the clerical force should be such that these tariffs, and all changes in 
them, can be promptly filed and indexed without any delay, and that 
the Commission may be able to see at once the nature and effect of pro- 
posed changes. 


RAILWAY METHODS IN SHIPMENTS OF FREIGHT AND THE 
RECORDS THEY KEEP OF THESE TRANSACTIONS. 


Other instances of investigations made by the Commission under the 
twelfth section of the act to regulate commerce have been referred to 
in this report, but in addition to these the Commission has investi- 
gated the business methods of railways in shipments of freight and the 
records they keep of these transactions with a view of ascertaining 
what they are and what changes, if any, have been made by carriers 
under the operation of the statute. Under an order of the Commission 
made on the 24th day of August, 1889, this investigation was made by 
Mr, C. C. McCain, auditor of rates and transportation in the office of the 
Commission. His report will be found in Appendix 5 of this report. 
His report shows the business methods and the records kept by carriers 
of their business transactions in shipments of freight. These methods 
and records are substantially much the same as those in existence prior 
to the enactment of the act to regulate commerce, though continual im- 
provements are being made in such matters by the carriers, and this will 
continue to be the case as practical experience will demonstrate its 
necessity in handling and moving the commerce of the country. 
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PRINTING AND DISTRIBUTION OF REPORTS, DECISIONS, AND 
OTHER DOCUMENTS. 


Section 14 of the act to regulate commerce (as amended) contains 
provisions as follows: 


All reports of investigations made by the Commission shall be entered of record, 
and a copy thereof shall be furnished to the party who may have complained, and 
‘to any common carrier that may have been complained of. 

The Commission may provide for the publication of its reports and decisions in 
such form and manner as may be best adapted for publicinformation and use. * * * 
The Commission may also cause to be printed for early distribution its annual re- 
ports. 

The action of the Commission has been in compliance with these pro- 
visions. 

Copies of reports of investigations have been distributed to those 
_ who applied for the same and to others to whom they would be of in- 
terest and service, in the opinion of the Commission, including Senators 
and members of Congress, attorneys having matters before the Com- 
mission, boards of trade, railway journals and newspapers, State rail- 
road commissioners, and others. 

Soon after the Commission was organized arrangements were made 
for the publication of reports and decisions of causes and investigations 
heard by the Commission, corresponding in form and style to the de- 
cisions of judicial tribunals. The material for these reports has been 
furnished to two publishing companies, and volumes have been issued 
on their own responsibility containing the reports and decisions of the 
Commission to March 25, 1889. The reports and decisions since that 
date will appear in forthcoming volumes, which will be issued in due 
course, as the material therefor accumulates. The Commission author- 
ized the purchase of sufficient copies of these reports as issued for its 
own use and distribution to the President and his Cabinet, judges of 
Federal courts, national, state, college, bar, and some other public 
libraries, both American and foreign, to railroad commissioners, and 
some other officials. 

Section 21 of the act to regulate commerce was amended March 2, 
1889, so as to read as follows: 

That the Commission shall, on or before the first day of December in each year, 
make a report, which shall be transmitted to Congress, and copies of which shall be 
distributed as are the other reports transmitted to Congress. 

Under the provision first above cited an edition of the second annual 
report was printed and distributed as follows: 

To the President and to Senators and Representatives in Congress; 
judges of United States courts ; district attorneys of the United States ; 
to boards of trade, chambers of commerce, and commercial exchanges 
of the United States; public library associations; universities and 
other educational institutions; parties and counsel in cases before the 
Commission; to leading newspapers of the country ; railway and labor 
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journals; law publications and financial papers; to granges and agri- 
cultural societies; to the directors and other officers of railways in the 
United States; to the Executive Departments of the Government; to 
State railroad commissioners, and to foreign governments. 

Of the proceedings of the general conference of railroad commis- 
sioners, the purpose and nature of which are elsewhere alluded to in 
this report, there were published some 3,000 copies, which were sent 
to the State railroad commissioners; to the principal officers of railway 
companies of the country, including the accounting and auditing offi- 
cers, as the proceedings related in a measure to the methods adopted by 
the railroads in keeping their accounts and to the making of financial 
reports to the Commission, in accordance with section 20 of the act to 
regulate commerce. 

Early in 1889 the Commission caused to be prepared and published 
an edition of 10,000 copies of the first statistical report, entitled “ Sta- 
tistics of Railways in the United States.” This is a volume of 390 
pages, prepared under the immediate supervision of the statisticion of 
the Commission, compiled from reports of railway companies pursuant 
to the provisions of section 20 of the act to regulate commerce. 

This report, which is further alluded to elsewhere herein, was distrib- 
uted as follows: 

To public libraries of the aountie newspapers, oe journals, 
boards of trade, the principal officers of railroads; to the Executive 
Departments of the Government, United States Senators and Repre- 
sentatives, judges of United States courts, agricultural societies, State 
railroad commissioners, and other officials, and to many others who 
have applied for copies. 

The above distribution of reports and proceedings of the Commission 
was made with the purpose of carrying out the evident intention of 
Congress in this behalf. as indicated in the provisions of the act to reg- 
ulate commerce, and manifestly has been of great value in familiarizing 
carriers subject to the act and shippers and the public generally with 
the law and the principles of justice and fair dealing which it intended 
should be applied to transportation. 

Circulars and other documents have been sent out as follows: 

Circular of January 31, inviting a general conference of railroad 
commissioners. 

Circular of March 23, relating to amendment of the act. 

Circular of April 1, relating to automatic car couplers. 

Circular of April 10, relating to telegraph. 

Circular of May 17, relating to Federal regulation of safety ap- 
pliances. 

Two circulars of June 17, relating to free cartage and trackage 
facilities. 

Two circulars of August 1, relating to relations between railway 
corporations and their employés. 
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Act to regulate commerce as amended. es 
Amended and revised rules of practice. - 
Reports and opinions in cases before the Commission. 
The total number of reports and other documents distributed during 
the year is over 90,000 copies. 


STATISTICAL WORK OF THE COMMISSION. 


The statistical work of the Commission for the year ending June 30, 
1888, is fully explained in the report of Statistician Adams, which was 
published by the Commission some months since. In that report the 
statistician says of the information called for from the railroad com- 
panies that it may be classified under four general heads: First, ques- 
tions are asked respecting the corporate history of the several roads 
and their organization for purposes of operation; second, returns are | 
required bearing on the financial standing of railway corporations, 
whether they be operating or subsidiary corporations; third, what may 
be termed “statistics of operation” are demanded; fourth, statistics 
pertaining to the physical characteristics of roads are made the subject 
of inquiry. The object of the inquiry thus indicated may be easily per- 
ceived. The railway problem is one that presents itself in many phases, 
but-at the present time there are two questions of more importance 
than all others. The first of these pertains to fair, uniform, and steady 
rates between the railways and the public for service rendered; the 
_ second, to the number and situation of new lines that can be econom- 
ically constructed. 

For neither of these questions is there as yet any absolute answer. 
General principles, it is true, may be laid down, but in the application of 
those principles accurate and detailed knowledge of conditions is essen- 
tial, and the nature of the knowledge required is, as will be readily admit- 
ted, such as may be gained by the questions outlined in the form which 
is sent out for the annual corporate returns. The report shows in detail 
how far the call has been successful in obtaining the information de- 
sired, and explains some of the difficulties in the way of making it com- 
plete and accurate. The chief of these relate to the cost and value of 
railroad property, franchises, and equipment, and the statistician says 
that for reasons which he gives there is some plausible ground for say- 
ing that satisfactory and conclusive information respecting the cost of 
railways in the United States cannot be obtained. The chief difficulty 
in the way arises from the fact that reliable record evidence upon these 
points was in many cases never made and in some cases, after being 
made, has been lost or destroyed. 

Five tables are appended to the statistician’s report. The first table 
shows the length of line owned by each railroad company, the length of 
line operated, and whether operated by the company owning or by 
some other. In a preliminary report given in the second annual fe- 
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port of the Commission the total railroad mileage of the United States 
was given at 152,781. Those figures were the result of an estimate 
based upon publications by private statisticians. This proved to bean 
overestimate. The statistician gives as sources of overestimation in 
railway mileage the following: Mileage may be easily multiplied in case 
a line or part of a line is used jointly or owned jointly by two or more 
operating companies; roadways lying partly out of the country, in 
Canada or Mexico, may be returned as roadways within the country ; 
lines once operated but abandoned, as lumber roads, quarry roads, ete., 
may continue to be counted after they have ceased to form part of the 
country’s railway system; street railways, operated in connection with 
steam railways, may be included in total mileage. A careful sifting of 
the returns received and of such other evidence as was found available 
fixes the total railway mileage in the United States, on June ‘30, 1888, 
at 149,901.72. The whole number of corporations owning railroads is 
given at 1,488. Of these 795 actually operate roads; the others are 
called in the report subsidiary roads, their lines being operated by other 
companies as lessees or otherwise. 

Of the aggregate mileage above given 10,799.89 was obtained from 
what are designated as unofficial sources ; in other words, from sources 
other than returns made to the Commission. Tor the most part, reports 
of the State railway commissioners supplied the information. It must 
be expected that there will always be difficulty in obtaining complete 
and accurate statistical information, so long as corporations owning lines 
which are entirely within single States do not recognize an obligation to 
make returns. It should be said for such corporations that they have 
in general responded to the call of the Commission, and have claimed 
no exemption ; but in many cases, as will be apparent from the figures 
given, response has not been obtained. 

The second table appended to the report gives the amount of railway 
capital at the close of the year ending June 30, 1888, under the three 
heads of stocks, funded debt, and current liabilities. The amount of 
stocks is given at $3,864,468,055 ; of funded debt, $3,869,216,365; and 
of current liabilities, $396,103,311. This makes a total of $8,129,787,731, 
being $59,392 per mile of road. But this is for 136,883.53 miles of line 
only. 

The third table gives asummary of earnings and income for the same 
number of miles operated. The amount for passenger service is stated 
at $277,339,150, which was 30.46 per cent. of the whole; from freight serv- 
ice, $613,290,679, or 67.35 per cent. of the whole; other earnings, 
$19,991,391, or 2.19 per cent. of the whole. The total earnings from 
operation were $910,621,220. The income from other sources, excluding 
credits sold, was $89,506,471, making total income for the year $1,000,- 
214,691. 

In a fourth table is given a summary of expenditures for thé year. 
From this it appears that there was paid for maintenance of way and 
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structures, $131,447,859 ; for maintenance of equipment, $101,659,972 ; 
for conducting transportation, $299,049,713; for general expenses, $55,- 
601,045; not classified, $4,245,067; making total operating expenses 
$594,994,656. For fixed charges there was paid $285,492,433. Total 
expenditures, $880,487,089. : 

From tables 3 and 4 the following comparative summary of results 
was deduced : 


Reventie per passenger per miley 222 occ). Se ise asians wonee ocloes wise cents.. 2,349 
Average cost of carrying one passenger 1 mile ....-...:... ..---.---- do.... 2.042 
Revenue per tonrvot freight;per mile-~ 2.2. . 1.2 es ns cen wesc ae oc dos. x00) 
Average cost of carrying 1 ton of freight i mile -.4.-..........-..-.-.d0.... . 630 
Revenue per train mile; passenger trains. 522 cases esse snes se sees = $1. 139 
Average cost of running passenger train 1 mile......-...---..--.---- cents.. 84.691 
Revenue per train mile, freight trains ........-......---.. Baca se see eee plaOn", 
Average cost of running freight train 1 mile -....-......-..----. dee see roats $1, 038 
Average cost per train mile of all trains earning revenne ...--.....-. cents.. 96.050 
Percentage of operating expenses to operating income .....--...------- do.. 65,340 


The impossibility of thus apportioning revenue and expenses with 
entire accuracy is well understood, but the above is probably as near 
an approach to accuracy as is attainable. : 

A fifth table gives a statement of payments on railway capital for the 
year, from which it appears that upon $2,374,200,906 of stock no divi- 
dend was paid, and upon the remainder there was paid as follows: 
Upon $4,818,626, less than 1 per cent.; upon $90,805,607, from 1 to 2 
per cent.; upon $46,775,644, from 2 to 3 per cent.; upon $34,079,425, 
from 3 to 4 per cent.; upon $318,690,245, from 4 to 5 per cent.; upon 
$301,681,511, from 5 to 6 per cent.; upon $264,402,331, from 6 to 7 per 
cent.; upon $295,755,706, from 7 to 8 per cent.; upon $76,473,650, from 8 
to 9 per cent.; upon $4,209,510, from 9 to 10 per cent.; upon $48,459,100, 
from 10 to 11 per cent.; and upon $4,006,800, 11 per cent. or over. In- 
terest payments were made on 78.31 per cent. of the bonds, ana none 
on 21.69 per cent. 

The theory of a sixth table, which shall give a cash statement of finan- 
cial operations for the year, and which may be regarded as the culmi- 
nation of the plan to which all the other tables conform, is also pre- 
sented, but it was found not possible to give the table itself in this first 
report. The abstract above given will be sufficient to show that the 
statistical work of the Commission has been satisfactorily begun; that 
the leading facts are now establishéd with nearer approach to accuracy 
than ever before; and that there is reason to believe that the obstacles 
to obtaining reliable statistics regarding railroad property and railroad 
operations will from this time grow less numerous and troublesome from 
year to year. 

The single-track mileage of new road constructed during the year 
ending June 30, 1888, by the companies which reported to the Com- 
mission, was 7,502.17. Ifthe companies not reporting constructed new 
road in like proportion, the total would be 8,084.65; and this may be 
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assumed to represent very nearly the actual extension of lines during 
the year. 

One of the chief difficulties in the way of obtaining accurate and re- 
liable statistics of the working of railroads springs from the fact that 
the methods of keeping accounts vary so greatly. There is no good 
reason for the great diversity that exists. It has come largely from the 
different practices of different roads originating many years ago when 
the general subject was less understood than it is now, and which have 
continued in existence for no better reason than that the present officers 
of railway corporations have found them in existence at the time of en- 
tering upon their duties. Accounting officers of railroads very gener- 
ally recognize the importance of uniformity in the methods of account- 
ing, and in their meetings have considered the subject to some extent, 
and a very general desire is believed to exist that the Commission should 
act under the authority given toit by the twentieth section of the statute 
and prescribe uniformity in the methods of keeping accounts. The sub- 
ject has recently been taken up by the Commission, and steps have been 
taken.to obtain from the roads such information as may be necessary to 
enable the power of the Commission in this respect to be wisely and 
usefully exercised. 

The statistical work of the Commission for the year ending June 30, 
1889, will appear in detail by the report of the statistician now in course 
of preparation. This report is unavoidably delayed by the tardiness of 
some of the railroad companies in making their returns. The new rail- 
road mileage constructed during the year can now be only approxi- 
mately given and was about 6,500 miles, making the total railroad 
mileage of the United States to June 30, 1889, 156,400 miles. 

It is of much interest to know how the operation of the law has 
affected the earnings of railroads. There are so many other causes, 
however, that exert more or less influence that exact conclusions can 
not be predicated from one cause alone. Full returns are also neces- 
sary for accurate and complete results, and as these have not all been 
received, only incomplete results can now be given. Enough appears, 
however, by official returns and from unofficial sources, to warrant the 
positive statement that as a whole there has been considerable increase 
in railroad earnings, and that during the year since the last report of 
the Commission every month has shown a marked, though not the same, 
increase over the corresponding month in the preceding year. The 
lowest rate of increase upon a given number of roads in any month was 
- nearly 4$ per cent., and the highest was over 12 per cent., being the 
largest since the extraordinary rate of earnings in the year 1880. 

It is to be noted that with the exception, perhaps, of some coal roads 
the increased earnings have been shared by the various groups or 
classes of roads in different portions of the country, and apparently in 
the following order: The Pacific Slope roads, the Trunk lines, the roads 
south of the Ohio and Potomac Rivers, the Southwestern roads, and in 
a less degree by those elsewhere, 
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There seems no reason to believe, therefore, that the effect of the law 
has been injurious to railroad earnings, but on the contrary that, not- 
withstanding the general lowering of rates from all causes and the 
equalizations and reductions of charges due especially to the just pro- 
visions of the law, railroads in the main have prospered with the gen- 
eral prosperity of the country, and show materially better earnings 
wherever excessive competition and the misconduct of managers in rate- 
cutting and other reprehensible practices have not inflicted injury on 
themselves. 


THE GOVERNMENT-AIDED RAILROAD AND TELEGRAPH LINES. 


Certain duties were devolved upon this Commission in relation to 
railroad and telegraph companies to which the United States has granted 
any subsidy in lands or bonds or loan of credit for the construction of 
either railroad or telegraph lines, by the act of Congress approved 
August 7, 1888, being chapter 772 of the acts of the Fiftieth: Congress 
of the United States, Volume 25, U.S. Statutes at Large, page 382. 

The act also imposes certain specified duties upon the railroad and 
telegraph lines referred to. 

So far as this Commission is required to take action in respect to 
these companies and to secure the reports and information pursuant to 
the act, the Commission has endeavored to give effect to its provisions. 

The general purposes of the act may be summarized as follows: 

First, that every railroad and telegraph company aided by any sub- 
sidy from the United States in lands or bonds or loan of credit for the 
construction of either railroad or telegraph lines, and all companies en- 
gaged in operating such railroad or telegraph lines, should forthwith 
and henceforward, by and through their own respective corporate offi- 
cers and employés, maintain and operate for railroad, governmental, 
commercial, and all other purposes,: telegraph lines, and exercise by 
themselves alone all the telegraph franchises conferred upon them and - 
obligations assumed by them under the acts making the grants of Gov- 
ernment aid. : 

Second, that any telegraph company that may have accepted the 
provisions of title 65 of the Revised Statutes of the United States, 
which shall extend its line to any station or office of a telegraph line 
belonging to any railroad or telegraph companies referred to in the act, 
should have the right to connect its line and exchange business with 
such Government-aided companies. 

Third, that each of the railroad and telegraph companies referred to in 
the act should file with this Commission copies of all contracts and agree- 
ments between it and every other person or corporation in reference to 
the ownership, possession, maintenance, control, use, or operation of 
any telegraph lines or property over or upon its right of way, and also 
to make report describing with sufficient certainty the telegraph lines 
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and property belonging to it, and the manner in which the same are 
being then used and operated by it, and the telegraph lines and property 
upon its right of way in which any other person or corporation claims 
to have a title or interest, and setting forth the grounds of such claim 
and the manner in which the same are being then used and operated. 

Fourth, that the said companies should also make annual report to 
this Commission, with reasonable fullness and certainty, the nature, 
‘extent, value, and condition of the telegraph lines and property belong- 
ing to them, the gross earnings, and all expenses of maintenance, ‘use 
and operation thereof, and their relation and business with all connect- 
ing telegraph companies during the preceding year, at such time and in 
such manner as may be required by asystem of reports to be prescribed 
by this Commission. 

Prior to the passage of the act of August 7, 1888, it is believed that 
the various railroad companies that had been aided by the United States 
by subsidies for the construction of their railroad and telegraph lines, 
and that were required to construct, maintain, and operate telegraph 
lines, had availed themselves of the provisions of the nineteenth section 
of the act of Congress of July 1, 1862, in regard t6 Pacific railroads, 
by which such railroads were authorized to enter into arrangements 
with certain specified telegraph companies in lieu of constructing tele- 
graph lines of their own, and by which it was enacted that— 

If said arrangement be entered into, and the transfer of said telegraph line be made 
in accordance therewith to the line of said railroad and branches, such transfer shall, 
for all purposes of this act, be held and considered a fulfillment on the part of said 
railroad companies of the provisions of this act in regard to the construction of said 
line of telegraph. And, in case of disagreement, said telegraph companies are au- 
thorized to remove their line of telegraph along and upon the line of railroad herein 
contemplated, without prejudice to the rights of said railroad companies named 
herein. 

The Commission believes that the telegraph business of the subsi- 
_ dized railroad companies in question was provided for by arrangements 
under this section, and was in fact done by the Western Union Tele- 
graph Company, either under direct contracts with that company or as 
successor in interest to the other telegraph company specified in the act 
with which contracts were originally made. These contracts also con- 
tain provisions as to telegraph business other than that of the railroad | 
companies, but not necessary to be restated herein. 

None of the railroad companies or telegraph companies referred to in 
the act of August 7, 1888, made report to this Commission within sixty 
Jays from the passage of the act, as required by its sixth section. The 
Commission thereupon called upon the various companies, by circular, 
to file with the Commission copies of the contracts and agreements 
specified in the sixth section, and to report certain other facts set. forth 
in the circular, This circular, published in appendix of second annual 
report, was duly served upon the various companies believed to be sub 
ject to the act, 
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The only responses to this circular were as follows: 

The Northern Pacific Railroad Company filed a copy of agreement 
between the Northwestern Telegraph Company and the Western Union 
Telegraph Company of the one part and the Northern Pacific Railroad 
Company of the other part under date of May 1, 1880; and also of a 
supplemental agreement to the foregoing between the same parties 
under date of December 18, 1885; also a brief report in regard to the 
ownership and operation of the telegraph lines and property upon the 
right of way of said company. 

The Southern Pacific Company filed a contract entered into between 
the Central Pacific Railroad Company, the Southern Pacific Railroad 
Company, the Sacramento and Placerville Railroad Company, the 
Northern Railway Company, the San Pablo and Tulare Railroad Com- 
pany, the Los Angeles and San Diego Railroad Company, the Amador 
Branch Railroad Company, the Berkeley Branch Railroad Company, 
the Los Angeles and Independence Railroad Company, parties of the 
first part, and the Western Union Telegraph Company, party of the 
second part, under date of December 14, 1877. 

The Sioux City and Pacific Railroad Company filed a copy of a con- 
tract entered into between said company and the Western Union Tele- 
graph Company under date of April 1, 1871; also a brief report in re- 
gard to the ownership and operation of the telegraph lines and property 
upon its right of way. 

The Union Pacific Railway Company filed a copy of a contract en- 
tered into between said company and the Western Union Telegraph 
Company under date of July 1, 1881. 

The companies not having complied with the requirements of the cir- 
cular as fully as was necessary the Commission, on thé 10th of April, 
1889, issued another circular, which was duly served upon the various 
companies, calling upon them for more complete and specific reports 
which circular is given in Appendix 6. 

Responses to this last circular have been as follows: 

The Union Pacific Railway Company filed a report in regard to the 
ownership and operation of the telegraph lines and property upon its 
right of way; also a statement showing the pleadings and certain pro- 
ceedings in a suit pending in the circuit court of the United States for 
the district of Nebraska, brought: by the Western Union Telegraph 
Company against the Union Pacific Railway Company. 

The United States Telegraph Company and the Western Union Tele- 
graph Company communicated by letter, denying that said companies 
are subject to the act of August 7, 1888. 

The Sioux City and Pacific ailnoed Company filed a report giving a 
brief description of its telegraph line. 

The Northern Pacific Railroad Company filed a report giving a full 
and detailed account of the ownership and operation of the telegraph 
lines and property upon its right of way, 
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The St. Joseph and Grand Island Railroad Company (successor of 
the St. Joseph and Western Railroad Company) filed a report in re- 
gard to the ownership and operation of the pede ne lines and prop- 
erty upon its right of way. 

The responses of the United States Telegraph Company, the West- 
ern Union Telegraph Company, the Texas and Pacific Railway Com- 
pany, the Missouri Pacific Railway Company, the Hannibal and St. 
Joseph Railroad Company consisted only of letters respectively denying 
that the said companies are subject to the act. The Atchison, Topeka 
and Santa Fé Railroad Company also answered, denying that that com- 
pany is subject to the act, but filed a copy of an agreement between said 
company and the Western Union Telegraph Company. 

Pursuant to the provisions of the sixth section of the act of August 
7, 1888, the Commission prepared a form, as set forth in appendix 6-a, 
for annual reports to be made by the railroad and telegraph companies 
referred to in the act, setting forth with reasonable certainty and par. 
ticularity the various matters required to be shown by those reports, 
and on the 22d day of August last these blank forms were duly os 
mitted and delivered to the following companies: 

The Atchison, Topeka and Santa Fé Railroad Company; the Atlan- 
tic and Pacific Railroad Company; the Central Pacific Railroad Com- 
pany; the Northern Pacific Railroad Company; the Oregon and Cali- 
fornia Railroad Company; the St. Joseph and Grand Island Railroad 
Company; the St. Louis and San Francisco Railway Company; the 
Sioux City and Pacific Railroad Company; the Southern Pacific Com- 
pany; the Union Pacific Railway Company; the United States Tele- 
graph Company, and the Western Union Telegraph Company. 

The various railroad companies to which blanks were so transmitted 
are believed to be subject to the provisions of the act of August ie 
1888, either by reason of subsidies directly granted to them by the 
United States Government or by the acquisition of or consolidation 
with lines of road to which such subsidies have been granted. 

The Western Union Telegraph Company is believed to be subject to 
the act, not by reason of any direct subsidy granted to that company, 
but. by reason of the acquisition by contract of the franchises and 
rights of other companies that had received Government subsidy, 
whereby the former became subject to the obligations of such companies. 

The United States Telegraph Company is believed to have been a 
subsidized company, but, although its corporate existence is still main- 
tained, its franchises are controlled and its lines operated by the West- 
ern Union Telegraph Company. 

The Centrai Pacific Railroad and the Oregon and California Railroad 
are controlled and operated by the Southern Pacific Company. 

The only railroad companies that have yet made an annual report to 
the Commission, pursuant to the forms transmitted, are, first, the 
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Sioux City and Pacific Railroad Company. The report of this company 
is imperfect and gives only a small part of the information called for 
by the circular. The main facts called for are not reported at all, but 
the report states in a general way that its telegraph line is not oper- 
ated by the railroad company for commercial business, but is operated 
by the Western Union Telegraph Company; and also states that the 
entire capital stock of the railroad company is issued on account of all 
the property of the company, and that a division to show the cost and 
value of the telegraph property can not be made; second, the North- 
ern Pacific Railroad Company, whose report seems to be as full as prae- 
ticable, in view of the fact of its contract with the Western Union 
Telegraph Company. 

The general result to be reported by the Commission is that all of 
the subsidized railroad companies referred to in the act have failet to 
comply with the provision of the first section that all of said com- 
panies should “ forthwith and henceforward, by and through their own 
respective corporate officers and employés, maintain and operate for 
railroad, governmental, commercial, and all other purposes, telegraph 
lines, and exercise by themselves alone all the telegraph franchises 
conferred upon them and obligations assumed by them under the acts 
making the grants;” and all except the twe companies above specified 
have failed to comply at all, and those two literally, with the provision 
in the sixth section requiring said companies to make annual reports to 
the Interstate Commerce Commission, setting forth “* with reasonable 
fullness and certainty the nature, extent, value, and condition of the 
telegraph lines and property then belonging to it, the gross ‘earnings, 
and all expenses of maintenance, use, and operation thereof, and its 
relation and business with all connecting telegraph companies during 
the preceding year, at such time and in such manner as may be required 
by a system of reports which said Commission shall prescribe.” 

It is proper to state that the Union Pacific Railway Company reports 
to this Commission that immediately after the passage of the act of 
August 7, 1888, it attempted to assume direct control over its telegraph 
line, and to comply with the provisions of the act, but was prevented 
from so doing by an injunction granted by the United States circuit 
court at the suit of the Western Union Telegraph Company, which suit 
is still pending. 

The said act of August 7, 1888, is precise in its provisions that sub- 
sidized railroad companies shall “‘ maintain and operate for railroad, 
governmental, commercial, and all other purposes, telegraph lines,” and 
shall afford facilities to connecting telegraph lines “‘for the prompt and 
convenient interchange of telegraph business,” * * * “and afford 
equal facilities to all without discrimination in favor of or against any 
person, company, or corporation whatever, and shall receive, deliver, and 
exchange business with connecting telegraph lines on equal terms and 
without discrimination.” 
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This Commission has never received an application to institute an 
investigation or make an order upon any railroad or telegraph company 
under the provisions of said act, and no complaint has come to the Com- 
mission on account of refusal of the Western Union Telegraph Company 
or any other subsidized company to connect with other companies in the — 
reception or transmission of messages, except a communication in the 
nature of a complaint from Albert B. Chandler, president and general 
manager of the Postal Telegraph and Cable Company, in September, 
1888. This led to a correspondence and inquiry which continued for 
some months, but no formal complaint or application followed. 

It is also provided by the act last referred to, that in case any of 
said railroad or telegraph companies shall refuse or fail to make the 
reports mentioned in the sixth section of the act, or any report that 
may be called for by the Interstate Commerce Commission, it shall be 
the duty of the said commission to inform the Attorney-General of such 
cases of neglect or refusal. 

Pursuant to this provision of the act the Interstate Commerce Commis- 
sion, after waiting what seemed to it a reasonable time for the reports 
specified in the circulars above mentioned, reported to that officer the 
facts in respect to such neglect and refusal by said companies ; and the 
Commission is informed that he has taken action in this behalf. 


CONFERENCE OF RAILROAD COMMISSIONERS. 


Early in the present year the Commission decided to invite a con- 
ference with the authorities intrusted with the supervision of railroad 
affairs under the laws of the several States and Territories. Many rea- 
sons had weight in inclining the Commission to take this action, some 
of which appeared to its members to be very cogent. The United 
States, by the act to regulate commerce, had entered upon the regula- 
tion of transportation by rail, but in doing so had made the descriptive 
terms as to the carriers to which the regulations should apply so pre- 
cise and particular as to leave a considerable number unaffected. The 
act by its first section was declared to ‘apply to any common earrier 
or carriers engaged in the transportation of passengers or property 
wholly by railroad or partly by railroad and partly by water when both 
are used, under a common control, management, or arrangement for a 
continuous carriage or shipment from one State or Territory of the 
United States, or the District of Columbia, to any other State or Terri- 
tory of the United States, or the District of Columbia, or from any place 
in the United States to an adjacent foreign country, or from any place 
in the United States through a foreign country to any other place in 
the United States, and also to the transportation in like manner of 
property shipped from any place in the United States to a foreign coun- 
try and carried from such place to a port of transshipment, or shipped 
from a foreign country to any place in the United States and carried 
to such place from a port of entry either in the United States or an ad- 
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jacent foreign country,” but an important proviso was added, “ that 
the provisions of this act shall not apply to the transportation of pas- 
sengers or property, or to the receiving, delivering, storage, or hand- 
ling of property wholly within one State, and not shipped to or from a 
foreign country from or to any State or Territory as aforesaid.” 

Many railroad corporations, whose lines are wholly within single 
States and who manage them independently, are supposed by the force 
of this proviso to be altogether exempt from the provisions of the act, 
and to be left for regulation—if regulated at all by public authority— 
under State or Territorial laws. Some of the carriers who may thus 
plausibly claim exemption owned roads which were not only impor- 
tant because of the very considerable capital invested and of the mag- 
nitude of business done upon them, but also because, whether operated 
independently or otherwise, their relation to interstate roads and to the 
traffic upon them was such as to make it imperative that they should 
be taken into account in any comprehensive survey of interstate trans- 
portation. Moreover, in the nature of things, it was impossible to classify 
State and interstate roads upon any distinction that was at once obvious 
and permanent; neither physical characteristics nor location, nor indi- 
cations afforded by the mere appearance of the traffic, furnished a con- 
clusive test for the purpose; they did not in any way stand apart from 
each other so as obviously to constitute separate systems. Then a road 
might be a State road one year, and without any change except such as 
should be made in traffic arrangements, be an interstate road the second 
year, and a State road again the third year; and in any attempt to give 
comparative views from year to year this likelihood of changes from one 
class to another was a fact that was necessarily embarrassing, since it 
was easy to see that it was liable to cause confusion and perhaps lead 
to serious errors. 

The consequent difficulties were increased by the fact that State laws 
for the regulation of State carriers differed from the act to regulate 
commerce in important particulars. This, of itself, would be unfortu- 
nate, even if it caused no embarrassment in the performance of duties 
by Federal and State roads. It was obviously desirable that the duties 
and obligations imposed upon all the carriers should be substantially 
alike, and that the laws for regulation should, as nearly as possible, be 
identical. The embarrassment resulting from diversity in State and 
Federal action was perhaps greatest in respect to the matter of statis- 
tics. To make these of value it was essential that they be complete and 
accurate; and they couid not be complete and accurate unless the re- 
turns made annually by the carriers were all made in response to the 
same questions and covered the same grounds. If all the carriers by 
rail made returns to this Commission, the end desired might be ex- 
pected to be accomplished ; but if some of them claimed exemption by 
reason of being State roads, the effort to obtain full statistics would fail, 
unless returns under State laws could be resorted to for supplying de- 
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ficiencies. Many of the carriers did, in fact, claim such exemption, but 
responded to the call of the Commission as matter of courtesy. 

It was found, however, in some cases that though a willingness to 
make return existed, it was impracticable to do so, for the reason that 
the books and accounts, which had been planned and kept with a view 
to meeting the requirements of State law and State regulation, would 
not enable the carrier to meet the call made by this Commission except 
at great expense. This was most noticeably the case when the finan- 
cial year covered by the return made to the State was different from 
the financial year to be embraced in the return to this Commission ; 
under such circumstances one return could not be a mere copy of the 
other, but would require a special sifting and a new arrangement of ac- 
counts, and this would involve an expense which the carrier could 
hardly be expected to incur as matter of courtesy merely. The imprac- 
ticability of obtaining complete statistics of the railroads of the coun- 
try and of their financial and other operations when their returns were 
not all made on the same basis was as nanifest as it was embarrassing. 
To take as an illustration the important fact of current railroad build- 
ing, which perhaps interests the general public quite as much as any 
other; it will be readily understood that it must be quite impossible to 
give the amount of railroad building for a specified year when the re- 
turns of some of the carriers cover the defined year, while others em- 
brace years differently beginning and ending. 

The proposed conference had these matters specially in view, but not 
these exclusively. The importance of harmony in State and Federal 
law and regulation, so that for the whole country the rule of conduct 
in the management of railway transportation should be the same was 
too great to be overlooked, and the Commission believed that such a 
conference might be an important step towards the desired end. 

On the 31st day of January last, the Secretary by direction. of the 
Commission issued a circular letter inviting participation in a general 
conference of railroad commissioners to be held at the office of the 
Interstate Commerce Commission, on the 5th of March following. The 
letter specified as among the subjects which might be properly consid- 
ered— 

Railway statistics, with special reference to the formulation of a uni-. 
form system of reporting. 

Classification of freight, its simplification and unification. 

Ratlway legislation, how to obtain harmony in. 

Railway construction, should regulation be provided? 

And such other topics affecting State and interstate commerce as 
should be brought forward by members of the conference, the specifi- 
cation made not being designed to exclude the consideration of any 
other subjects of common interest. It was stated also that an oppor- 
tunity would be afforded for consultation in respect to the heating 
and lighting of cars, automatic car coupling, continuous train brakes, 
and other matters now more particularly within the sphere of State 
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authority. “And papers were invited from members of the conference 
upon any topic deemed of importance. 

The invitation was sent to the railroad commissioners of the several 
States and Territories having commissions; to the board of tax asses- 
sors of Arkansas, Indiana, and New Jersey; to the secretary of internal 
affairs of Pennsylvania; to the secretaries of State of North Carolina 
and West Virginia, and to the governors of such States and Territories 
as have not by law given a supervision of railway affairs to commissions 
or other public boards or functionaries. The Association of American 
Railway Accounting Officers was also invited to send representatives, 
their presence and assistance being specially desired when the subject 
of annual returns and the forms for securing them should be under 
discussion. In the invitation to the Association it was stated that it 
has been the constant desire of the Commission to obtain the utmost 
harmony of action in respect to the subject of railway statistics, and 
also to avail itself, as far as possible, of the intelligence and experience 
of practical railway accountants. 

’On the day appointed for the meeting it was found that the invitation 
had been very generally accepted. Nearly every State and Territorial 
railroad commission was represented, as was also the department of in- 
ternal affairs of Pennsylvania; the American Railway Accounting Offi- 
cers, by its president and other officials. In an address of welcome on 
behalf of the Interstate Commerce Commission, made on calling the 
meeting to order, the reasons for the conference and the subjects to be 
considered were tans stated by the Chairman: 


It gives me great pleasure, on behalf of the Commission of which I am a member, 
to welcome you to this place. We are all engaged in kindred work, and not kindred 
work merely, but in a large degree in the same work. You have your respective spheres 
of action, limited in territory and by legislation, and we have ours which is intended 
to be as nearly asin the nature of things is possible, distinct and separate. But if 
the Union of which we are all citizens is in a political sense one and indissoluble it is 
even more distinctly so in respect to the great interests which are committed for reg- 
ulation to your respective Commissions. What is often ‘spoken of as the railroad 
system of the United States is an illustration of unity in diversity such as it would’ 
be difficult to find elsewhere in the world. Every railroad corporation is in a legal 
sense independent of all others, and when its line is wholly within the limits of a 
single State, and it is operated independently, the laws make no provision for any 
other than local regulation. But there is scarcely a line of road in the country so 
short or so insignificant that the method in which its operations shall be conducted 
is not of something more than local importance, or the character of its regulation of 
some concern to business interests beyond the State limits. It may be a link ina 
long line extending through two or more States; it may be the principal or perhaps 
the sole means of transportation for the products of amine or other important indus- 
try which supplies many States; but whether of greater or less importance, it has 
relations to other roads which are not and can not be wholly limited within any po- 
litical division of the country, however extensive itinay be. Even the little Catskill 
Mountain railroad, by the issue of coupon tickets to San Francisco, may in a sense be- 
come a part of a transcontinental highway, and the citizen from the Pacific coast 
who applies for one of the tickets has an interest in the treatment he shall receive in 
respect to it which is precisely the same that it would be if all the roads of the coun- 
try were one in ownership and in management. 


42 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


I mention these things for the purpose of emphasizing the fact which is constantly 
before us in all of our work, that in respect to all the railroad interests of the coun- 
try—to the lines that you regulate and to the lines that come more particularly under 
our own supervision—it is of the highest importance that there should be harmony 
in the legislation of control, so that this system can be controlled as nearly as possi- 
ble—as nearly as the local conditions of the country will enable it to be controlled— 
harmoniously and as a unit. 

There are two matters of particular importance that it seemed to us it would be 
desirable that we be enabled to confer with you. One is the matter of statistics. 
We are giving a great deal of prominence to the railroad statistics of the country ; 
we are endeavoring to make them as complete as possible. In order that they shall 
be made complete it is necessary that we should have your co-operation. I shall not 
pause to enlarge upon this at this time, because when you shall have become organ- 
jzed and the proper opportunity can be afforded our statistician will appear before 
you and will present some points for your consideration connected with this general 
subject, and I think you will be satisfied when you shall have heard the paper he will 
present—if you are not satisfied already—that it is of the utmost importance that we 
should be moving upon the same lines in respect to the railroad statistics of the coun- 
try; that our respective methods for collecting the statistics should look to the like 
results; that the legislation in respect to them should be as nearly as possible identi- 
cal, or at least be harmonious, and that we should make sure when we use the same 
terms in gathering statistics—terms, for example, like ‘‘through freight,” ‘ way 
freight,” and others, many illustrations of which I might give—that we are using 
them in the same sense, so that when we gather the statistics and place them befere 
the public they should represent actual facts, be reliable, and therefore have value. 

Another matter, which it has seemed to us we ought to have some conference about, 
is the subject of uniform classification. You have all felt, I have no doubt, the an- 
noyance we feel constantly growing out of the complaints that have their origin in 
the diversity of classification which prevails in different sections of the country. 
Now, those complaints ought to have their foundation removed as nearly as is pos- 
sible without injury to business interests. The problem of doing this is a difficult 
one; so difficult that it is not uncommon that the most experienced railroad men in 
the country when spoken to upon the subject say at once, ‘‘A uniform classification — 
is entirely out of the question; it is absolutely impossible.” Now, we do not, feel 
that it isso. Our impression has been that the uniform classification was something 
that in time the country must have; that it was something not to be forced, some- 
thing that could not be brought about at once, but something that if the several 
railroad commissions of the country would co-operate in could gradually, somewhat 
slowl;, but gradually and by steady movement be at length accomplished ; and that 
when it was accomplished, although inevitably some evils must attend the great 
change from what now exist to general uniformity, yet after all the general interests 
of the country would thereby be benefited. 

In the circular we sent out calling this meeting we have given special prominence 
to these two topics, but without any purpose of limiting in any way such action as 
you may see fit to take here. The meeting, when it is organized, will of course be 
in your hands. We desire to meet with you as listeners, as learners. Many of you 
have been in this work very much longer than we havé, and probably there is not one 
of you but has some experience that will be valuable to us if placed before us. And 
we desire that you should understand at the outset that while ready and willing to 
‘co-operate in your conference to any extent that may seem desirable, our attitude on 
the whole will be that of learners rather than of participants. 


, The conference was organized. by appointment of officers, and re- 


mained in session for three days. The first subject considered was that 
of uniform railway statistics. 
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UNIFORM RAILWAY STATISTICS. 


Upon that subject the statistician to the Interstate Commerce Commis- 
sion read a carefully prepared paper, which is given in an appendix to 
his first annual report to the Commission, and for that reason is not re- 
produced here. The paper had for its object to show the great im- 
portance of uniformity in railway statistics, the difficulty of procuring 
them, the inaccuracies resulting from the existing methods of making 
corporate reports, the remedies that may be available for preventing 
these in the future, and the absolute necessity for harmony in State 
and Federal action in regard to corporate returns, if trustworthy re- 
sults were to be looked for. 

The general subject was very fully discussed by members of the con- 
ference, a diagram was exhibited which showed the diversities in the 
laws or official regulations of the various States and Territories in re- 
spect to the time for making railway returns and a'‘so as to the in- 
formation called for. It was also shown how far the State and Territo- 
rial requirements differed from those made by the Interstate Commerce 
Commission in the form for a return which it had prescribed. After dis- 
cussion the following was adopted without dissent: 

Resolved, That it is the sense of this convention that a uniform method of collect- 
ing and publishing statistics, both as to time and matter, should be adopted. 

The conference then proceeded to consider the form for a return then 
in use by the Interstate Commerce Commission, and went very care- 
fully and critically over it with a view to seeing whether by modifica- 
tion thereof in any particular it could be made more completely to an- 
swer the purposes for which it is sent out. In most particulars the form 
was approved as satisfactory. Some few changes were recommended, 
and with these made it was generally agreed that the form would not 
only be suitable for all the purposes of gathering statistics for the use 
of this Commission, but would be equally adapted to the work of the 
State commissions, and might well be made use of in substitution for 
existing State forms. In some States, however, express provisions of 
law regarding corporate reports would render modifications essential. 
The chief impediment to the adoption of the form in all of the States 
was found in the fact that they do not all name the same period for the 
close of thé operating year to be covered by the return that has been 
fixed upon by the Commission. The Commission has named for that 
purpose the 30th of June. Ten States name the same day, others name 
different days. The desirability of uniformity in this regard was man- 
ifest, and wherever amendment to State laws was necessary to accom- 
plish it, it was understood that such amendment would be advised. 

The modifications in the form which were advised by the conference 
the members of the Interstate Commerce Commission at once gave 
assent to, and they were made in the form which was sent out for 
returns for the current year. There is every reason to expect, there- 
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fore, that hereafter the work of this and of the State commissions in the 
collection of statistics will be in general harmony, and that when any 
impediments that may exist in state laws are removed, the forms made 
use of for returns will be identical. 

The conference also considered the subject of 


UNIFORM CLASSIFICATION OF FREIGHTS. 


This was acknowledged on all hands to be a subject of great impor- 
tance, butalso of great difficulty. Theannoyances which were constantly 
resulting from the use of diffierent classifications were well understood, 
but it was also understood that unification must to a considerable ex- 
tent affect relative rates, and that to force it would necessarily be dam- 
aging to business interests in many sections. The result of the discus- 
sion was the unanimous adoption of the following conservative resolu- 
tion : 

Resolved, That we believe that still further advance toward uniform classification 


of freights will promote the welfare and convenience of shippers, and of the railroad 
companies, and we commend a conservative but persistent effort to that end. 


~The subject of 
RAILWAY LEGISLATION, HOW TO OBTAIN HARMONY IN, 


was taken up and discussed, and so far as opinions were expressed. it 
seemed to be the tnanimous opinion of those present that there was 
great desirability in having the State laws brought into conformity with 
the Federal law wherever that had not already been done. A commit- 
tee consisting of George G. Crocker, of Massachusetts, O. P. Mason, of 
Nebraska, Henry R. Shorter, of Alabama, Samuel E. Pingree, of Ver- 
mont, and John T. Rich, of Michigan, was appointed upon this subject, 
with the understanding that it should report at a future conference. 
Among the other subjects considered was that of , 


SAFETY APPLIANCES IN RAILWAY TRANSPORTATION, 


and the discyssions resulted in the unanimous adoption of the follow 
ing: 

Whereas thousands of railroad employés every year are killed in coupling or un- , 
coupling freight cars used in interstate traffic and in handling the brakes of such 
cars, and most of these accidents can be avoided by the use of uniform automatic 
couplers and train brakes; and 

Whereas the success and growth of the system of heating cars by steam from the 
locomotive or other single source largely depends on the adoption in interstate 
traffic of an uniform steam coupler; and 

Whereas these subjects are believed to be of pressing importance, and within the 
proper scope of the powers of the Congress of the United States, while attempts on 
the part of the individual States to deal with them have resulted, and must continue 
to result, in conflicting regulations : 

Resolved, That we do respectfully and earnestly urge the Interstate Commerce 
Commission to consider what can be done to prevent the loss of life and limb in coup- 
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ling and uncoupling freight cars used in interstate commerce and in handling the 
brakes of such cars, and in what way the growth of the system of heating passenge1 
cars from the locomotive or other single source can be promoted, to the end that said 
Commission may make recommendation in the premises to the various railroads 
within its jurisdiction, and make such suggestions as to legislation on said subjects 
as may seem to it necessary or expedient. 

Whereas it has been represented to this convention that the problem of an auto- 

matic electric safety signal has been solved ; and 

Whereas, if said representation be true, said matter is of great moment to the tray- 
eling public: 

Resolved, That we invite the attention of the Interstate Commerce Commission to 
said subject, and if, in its judgment, the inventions in relation to such signals are as 
represented, said Commission be requested to make such recommendations to the rail- 
roads and such suggestions as to legislation on said subject as may seem proper and 
necessary. 


The resolution was adopted by a unanimous vote. 
The subject of these resolutions is considered in another part of this 
report. 
FUTURE CONFERENCES. 


The interest in the discussions of the conference was continuous 
throughout, and at the conclusion it. was felt that the meeting had been 
of great value and could not fail to have a strong tendency towards 
unity and harmony in the legislation and other public action for the reg- 
ulation of transportation by rail. It was therefore deemed wise to fol- 
low up so promising a beginning by making provisions for future meet- 
ings, and this was done in the adoption of the following: 

Resolved, That it is the opinion of the members of this convention that provision 
should be made for annual conventions of the railroad commissioners of the several 
States and the members of the Interstate Commerce Commission, to be held at such 
place as may be agreed upon, with a view of perfecting uniform legislation and régu- 
lation concerning the supervision of railroads. 

The chairman of the Interstate Commerce Commission and Messrs. 
George M. Woodruff, of Connecticut, Frank T. Campbeil, of Iowa, and 
John M. Mitchell, of New Hampshire, were chosen a committee to call 
the next convention. 


ENFORCEMENT OF THE FOURTH SECTION OF THE STATUTE. 


The general rule indicated by the fourth section of the act to regu- 
late commerce, usually known as the “long and short haul” clause, at 
the outstart of its administration engaged the serious consideration of the 
Commission. Its importance and value to the public, as well as to the 
transportation interests of the country, were manifest. A few excep- 
tions, such as were evidently contemplated by its provisions, were then 
recognized and announced by the Commission. The practical experi- 
ence of considerably more than two years has not demonstrated the ne- 
cessity of adding to these exceptions. The justice of the principle in- 
yolved in the general rule has never admitted of serious question; the 
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justice of the principles upon which the exceptions are based is equally 
apparent. 

The temptation of carriers to add to the exceptions arising from com- 
petition in business, from the pressure brought to bear upon them by 
particular localities, and by the importunities and devices of large deal- 
ers, is, of course, one that, in the nature of things, is ever present, but 
all-the time the steady power of the law has been doing its work, and 
this is seen in the gratifying progress that has been made by the car- 
riers in the direction of compliance with the provisions of this section 
of the statute. 

It was not to be expected that compliance with the requirements of 
this section could be accomplished without a very great change of 
methods existing previously to and at the time of the enactment of the 
statute, involving changes of rates at various points, loss of earnings 
at some of these points, and increased earnings at others, the extent of 
which, as a matter of estimate in advance, was in each instance prob- 
lematical and involved in much uncertainty. The localities in which 
the greatest difficulty has been found in the application of the general 
rule have been in the territory of the transcontinental lines and the 
States south of the Potomac and Ohio Rivers, and States also south 
of Kansas and Missouri. The causes of this have heretofore been 
reported and discussed in our previous annual reports. Briefly stated, 
in the case of the transcontinental lines, it has been to some extent 
the actual and apprehended competition of the Canadian lines and 
of water competition, and also to the fact that in the intermediate 
portion of the long haul between the Pacific coast and the Miss- 
issippi and Missouri Rivers there are large portions of uninhabited 
country, with occasional points widely separated, where the traffic is so 
inconsiderable that it is served at a largely increased cost and expense 
to the carrier. 

In the Southern States it is an extensive coast line, with ports 
reached by a large number of steam ship lines and coasting vessels, 
and the penetration of the interior by deep, navigable rivers to an ex- 
tent that exists nowhere else in the country, and here the population is 
more sparse, and the traffic lighter than in the States north of the Poto- 
macand Ohio Rivers, and the cost of service at intermediate points cor- 
respondingly greater. While it is true that there yet remain many in- 
stances in which the existing exceptional difficulties can and must be 
further overcome by carriers in each of these localities in the direction 
of a nearer compliance with the fourth section, yet it is also true that 
since our last annual report very considerable progress has been made | 
by them on this line. The business of localities, no less than of the car- 
riers, is growing to the law, and all this strengthens its operation and 
administration. Results for the better are, upon the whole, everywhere 
reached in the transportation rates and methods of carriers. 

To those who may suppose that no very good reason can be given why 
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all disparities and inequalities of rates and methods may not be discov- 
ered and corrected as fast as they exist by a tribunal appointed by Con- 
gress for that purpose, it may not, perhaps, have occurred that the rail- 
road mileage of the United States, if it could be transposed into that 
shape, would make six parallel lines of railroad around the earth. Over 
this net-work of public highways, in extent without parallel, in diver- 
sity equal to its extent, and constantly increasing, the vast commerce 
of the United States is, in one way or another, transported. The com- 
petition of carriers and localities contend for it with ceaseless energy. 
Its transportation is environed by different circumstances and condi- 
tions at many points in the wide confines of the Republic. That, grow- 
ing out of this condition of affairs, inequalities and disparities of rates, 
for which plausible, but not lawful, reasons on the part of the carriers 
can always be given, must occasionally occur even where the carriers 
who make them are animated by the best of motives, and that objec- 
tionable methods may in like manner be adopted by them occasionally, 
is one of the inevitable features of such a situation. 

The statute which provides for the regulation of these rates and 
methods prescribes rules of conduct for the transaction of an amount 
of business that no other statute has ever done; and if it be true, as is 
the case, that every other statute which prescribes methods and rules 
of conduct for the transaction of business, to any considerable extent, 
has been occasionally violated, thereby furnishing employment to the 
courts of the country for a large portion of their time, it would seem 
not to be strange that there are here and there many failtres to comply 
with the provisions of the act to regulate commerce, that require labo- 
rious and patient investigation to correct them. But the feature of 
the statute that renders the regulation it contemplates practical is that 
it prescribes plain, general rules, just and fair in themselves, which are 
for the most part declaratory of the common law, and creates a tribunal 
before which the voice of the citizen, or of the community or the car- 
rier, may always be heard to challenge rates and methods that involve 
unjust discrimination, extortion, or unlawful preference in an informal 
and comparatively inexpensive way; and goes further by requiring 
this tribunal, at all times, as a matter of duty, to keep a watchful su- 
pervision over these rates and methods; to which is added the power 
of the courts. 

A ease of much interest, arising under this section and illustrating its 
operation, was recently brought to our attention. It involved the ques- 
tion of relative rates on lumber from two far interior points in the South- 
ern States to the city of Boston. The usual excuse for discrimination, 
that there was far distant water competition of supposed controlling 
force, was brought forward by the carrier to justify the lower rate on 
the longer haul. But in addition to this the carrier attempted to justify 
the lower rate for the longer haul chiefly on the further ground that in 
the case of thelonger haul the umber had already paid a local rate from 
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the interior point of origin to a common or competitive point as a mar- 
ket before it was afterwards transshipped over the longer haul to Bos- 
ton, and insisted that this ought to be taken into consideration as part 
of the lower rate from this competitive point to Boston, and the rates 
were thus made to equalize them as between these respective localities. 
The interior point from which shipments were made and which was 
challenging these rates before the Commission, was neither a common 
nor a competitive point, but it was several hundred miles nearer to Bos- 
ton than the competitive point from which the lower rate was given, 
and was on the same line, and in the same direction over which the lum- 
ber was in each instance transported by the carrier to Boston. 

An investigation showed that it was simply a case of a shipper from 
one interior point shipping his lumber first to one competitive point, a 
large city, and trying the market there, and afterwards, by another 
shipment, availing himself of the lower rate made by the carrier from 
such competitive point to the city of Boston, while the shipper of lumber 
at the interior point on the same line and in the same direction, but 
several hundred miles nearer to the city of Boston, was required to pay 
ahigher rate. Accordingly the Commission held that the lower rate 
for the longer haul was not justified,and directed that the rate at the 
interior point nearest to the city of Boston should be MGS below 
the rate for the longer haul, which was done. 


UNIFORM CLASSIFICATION. 


It becomes our duty to report the progress that has been made by 
interstate carriers in reference to the subject of uniform classification, 
id in doing so it is to be regretted that the results attained have not 
deen equal during this period to what the indications then existing led 
1s to expect might be accomplished at the time of the presentation to 
vongress of our second annual report. At that time a call had been 
issued by a conference consisting of representatives from each of the 
leading traffic associations of the country, dated November 15, 1888, 
Jn that conference it had been agreed that this call should be made for 
» meeting of officers, agents, and representatives of each of the great 
lreight associations of the country in the city of Chicago on the 4th of 
December, 1888, for the purpose of determining what progress could be 
made toward unifying the several freight classifications then in use. 
Delegates from eacb of these associations were appointed to that meet- 
ing, and there were eight of these traffic associations. The attendance 
was of a character to fairly entitle the conference to be considered 
national in its representation. The Pacific, the South, the West, the 
Middle, the East, and the New England States had representation. 

At this meeting two days were spent in discussing the subject under 
consideration, and finally resolutions were adopted to the effect that in 
the opinion of the committee greater uniformity in classification of 
freight is both desirable and practicable, but that the magnitude and 
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diversity of the interests involved are such that strict uniformity can 
not be reached by forced or hurried measures without producing condi- 
tions disastrous to the business interests of the country, while it may 
be closely approximated without danger to these interests by frequent 
conference and constant effort by the carriers to remove the disparities 
in the several classifications now in use; and that the progress in the 
past in this direction attests this view. A standing committee, composed 
of two members from each of the traffic associations, was appointed for 
the purpose of unifying as rapidly as possible the several classifications 
in use. The committee was instructed to first endeavor to combine the 
existing different classifications in one general classification by the use 
of such number of classes as would prevent conflicting commodity as 
well as class rates in the several sections of the country, without sacri- 
ficing the proper interests of the carriers. 6 

The committee organized, met after the adjournment of the general 
meeting, and agreed upon methods of procedure for the first regular ses- 
sion, to be held in Chicago February 5, 1889, at which time the committee 
met with a full representation, either in person or by proxy; and this 
session lasted seven days. After three days spent in discussion the 
committee agreed upon rules and regulations necessarily preceding a 
classification, and the remaining time was spent in discussing questions 
of classification, The committee, iowever, divided upon the question 
of representation as between the West and the East, the Western rep- 
resentatives claiming that they did not have sufficient representation. 
After this, and when the committee met in New York, in June, 1889, 
the four delegates from the Texas and Transcontinental Associations 
and from the TransMissouri Association had withdrawn. But not- 
withstanding this the committee met in Saratoga in September, 1889, 
and continued its work, and after a four days’ session adjourned to meet 
in New York during the same month, at which place a session of one 
day was held. Afterwards the committee met in Washington, D. C., 
November 19-23, where the work assumed much of a routine character. 
The list of articles to be placed embraced nearly six thousand items, 
and in many cases involved protracted discussion. The- committee is 
yet far from having completed its work. 

The members of the committee are of therank of general freight agents, 
on the idea that judgment and experience in traffic matters are requi- 
site to the proper performance of the task assigned. The excuse made 
for the short sessions of the committee, as above outlined, is that the 
members of the committee are general freight agents and are busy 
men, upon whom large and pressing responsibilities, growing outof their 
official positions, constantly rest. The report of the committee, when 
made, will be merely recommendatory, and will go to the various traffic 
associations and carriers for adoption or rejection, as these constituent 
bodies may determine. 

Ai. Mis. 50-——4 
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As stated in the first and second annual reports of the Commission, the 
difficulties and work connected with establishing a uniform classification 
or even approximating a uniform classification are indeed very great. 
The short sessions, however, devoted to this work at long intervals by 
the committee, the tedious delays, and the failure to reach a result that 
amounts even to a recommendation to the freight associations and car- 
riers, who, after all, may accept or reject the work of the committee, 
would seem to indicate that much more might have been done by the 
freight associations and carriers if more time had been taken for this work, 
and that while recognizing, as they fully do, the importance of an ap- 
proach to uniform classification, the freight associations and carriers 
have not yet taken such effective steps to reach that result within a 
reasonable time as is commensurate with its importance, though the 
good faith of the committee in their efforts is not intended to be ques- 
tioned by anything said in this report. 

While itis true that it does require men of judgment and experi- 
ence, well versed in freight matters and in the business and interests of 
localities, to perform well the task of preparing such a classification, 
yet it would not seem to follow that the only person possessing such 
experience and capacity that could be found to represent each of the 
great freight associations would necessarily be a general freight agent ; 
and if it be considered that the general freight agent’s presence is 
necessary in the work of such committee, then it does not appear to 
follow that some other suitable arrangement can not be made by the 
carriers for the place of the general freight agent being properiy filled 
by some other competent person temporarily while the general freight 
agent is engaged in the important work of preparing a uniform classifi- 
cation to be submitted to the carriers for their approval or rejection. 
A work of this character and importance, in view of the provisions of 
the act to regulate commerce and the general interests of the country, 
should be made the subject of more than a few days’ meetings at long 
intervals from time to time during the course of a year. When such 
report is made as a recommendation, it will doubtless undergo the 
most careful scrutiny and revision at the hands of the carriers, and will 
be antagonized in many instances by local and special interests; and 
while this is a reason that it should be well and carefully prepared in 
the first instance, it is alsoa controlling reason that it should be framed 
at as early a period as it can reasonably be done. 

Not only will it be true that the carriers will act upon the proposed 
uniform classification as a mere recommendation, but it is also true 
that after that classification is adopted, if it succeeds in approximat- 
ing uniformity in the treatment of the bulk of the tonnage inter- 
changed between eastern, western, and southern roads, and should be 
adopted and made effective upon the lines operating between the At- 
lantic sea-board and the Rocky Mountains, complications to some extent 
may still arise on account of the different classifications maintained 
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on local traffic within State limits in some of the States. Confusion 
would, to some extent, certainly follow if by the use of an interstate 
classification at the point of junction with a State classification the two 
could be combined to make a lower total charge on a shipment from 
the point of origin to destination within the State in question. On 
shipments carried through a State, in which conflicting classifications 
would govern, to a point beyond such State, the intermediate classi- 
fication of the State would not interfere; but on shipments within State 
limits some embarrassments from these causes might follow. 

We do not believe, however, that any serious trouble in this respect 
need be anticipated, inasmuch as, consistently with the demands for 
greater uniformity in freight classifications which have proceeded from 
the various sections of the country and have by none been supported with 
greater vigor than by the State boards of railroad commissioners, the 
latter would doubtless find it to their convenience and would cheer- 
fully accommodate their regulations to those which, by reason of their 
approach to uniformity, would be likely to claim the stamp of national 
approval and general utility.. Ifthe carriers engaged in interstate com- 
merce agree upon an established and uniform classification of freight, 
or what is a near approach to such uniformity, with perhaps here and 
there a few commodity tariffs, it could hardly be said to be a supposable © 
case, until the contrary is demonstrated, that exceptional State classifi- 
cations in a few of these States will be permitted to stand as obstruc- 
tions and disturbing elements to the free flow of the commerce of the 
country and the regulation provided by Congress for this commerce. 

Regarding the character of this work, its importance, the time nec- 
essary for doing it and putting it into effective operation, and those by 
whom it could most properly and should be done, a report and discus- 
sion of these now would only involve what has heretofore been said 
after the most careful consideration of the same matters in our pre- 
vious reports, and to which nothing substantially new could be added. 
Yet no consideration of the subject can be intelligent, just, and fair 
which would leave out of view these features of it. In this connection, 
and as the entire subject is one of very great interest and importance, 
we would again submit as part of this report extracts from what was 
said by us in regard to it in our first and second annual reports. 

In our first annual report we referred to this subject as follows: 

It is greatly to be regretted that the same classification is not adopted by the 
carriers by rail in all sections of the country. The desirability of uniformity is so 
great that the suggestion is frequently heard that national legislation should provide 
for and compe! it. If such legislation should be adopted it would be necessary to 
empower some tribunal to make the classification, and the difficulties which would 
attend the making would be very great. Relative rates would be involved in it, for 
classification is the foundation of all rate-making. It was very early in the history 
of railroads perceived that if these agencies of commerce were to accomplish the 
greatest practicable good, the charges for the transportation of different articles of 
freight could not be apportioned among such articles by reference to the cost of 
transporting them severally, for this, if the apportionment of cost were possible, 
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would restrict within very narrow limits the commerce in articles whose bulk or 
weight was large as compared with their value. 

On the system of apportioning the charges strictly to the cost, some kinds of com- 
merce which have been very useful to the country, and have tended greatly to bring its 
different sections into more intimate business and social relations, could never have 
grown to any considerable magnitude, and in some cases could not have existed at 
all, for the simple reason that the value at the place of delivery would not equal the 
purchase price with the transportation added. The traffic would thus be precluded, 
because the charge for carriage would be greater than it could bear. On the other 
hand, the rates for the carriage of articles which within small bulk or weight con- 
centrate great value would on that system of making them be absurdly low; low 
when compared to the value of the articles, and perhaps not less so when the com- 
parison was with the value of the service in transporting them. 

It was, therefore, seen not to be unjust to apportion the whole cost of service among 
all the articles transported, upon a basis that should consider the relative value of 
the service more than the relative cost of carriage. Such method of apportionment 
would be best for the country, because it would enlarge commerce and extend com- 
munication ; it would be best for the railroads, because it would build up a large 
business, and it would not be unjust to property-owners, who would thus be made to 
pay in some proportion to benefit received. Such a system of rate-making would in 
principle approximate taxation; the value of the article carried being the most im- 
portant element in determining what shall be paid upon it. 

Accordingly, and for convenience and certainty in imposing charges, freight is 
classified ; that which comes in one class being charged a higher proportional rate 
than ‘eae which is placed in another. But other considerations besides value must 
also come in when classification is to be made. Some articles are perishable, some 

-are easily broken, some inyolve other special risks in carriage, some are bulky, some 
specially difficult to handle, and so on, All these are considerations which may justly 
affect rates, and therefore may be taken into account in classification. But still 
others have been found potent. Every section of the country has its peculiar prod- 
ucts which it desires to market as widely as possible, and is not unwilling that 
classification should be made use of by the railroads which serve it as a means of 
favoring and thus extending the trade in local productions ; favoring them by giving 
them low classification and thus low rates, and discriminating against those of other 
sections through a classification which rated them more highly. 

It has been in the power of every railroad to have a classification of its own; but 
the necessities of an interchange of business have brought about agreements, and 
the railroad associations have been given the authority to make classifications for all 
their members. Their labors in this direction have been extremely important and 
useful; they have been steadily reducing the number of different classifications in 
the country, and steadily approaching a condition of things in which there will be 
one only. But in these associations, when in session for the making of rates, each 
railroad official has, to some extent, had the district which was served by his road 
behind him; he has felt the pressure of the interests there, and contended for them 
as against the interests in classification represented by others, not only because it 
was desirable that the road should favor the policy its patrons favored, but also be- 
cause the same policy was likely to be beneficial to both. 

The result necessarily is that a classification made by a railroad association repre- 
ents a series of compromises, to which not only the railroads are parties, but in a 
certain sense business interests and sections of country also; these in many cases 
being admitted by their representatives to the consultations upon a subject so vitally 
concerning their interests, and allowed to present their views. This contention of 
interests still continues te go on in the meetings and conferences, but with a steady 
tendency in the direction of one uniform classification, and there is reason to hope 
that without much further delay all classifications will be brought into harmony. 
If any other tribunal were to be given the anthority to make classification, it must, 
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if it would exercise its power wisely, proceed in much the same way; it must act de- 
liberately, give all interests an opportunity to be heard, take into account all the con- 
siderations which ought to bear upon it: cost of service, interest of sections, equity 
as between industries and between classes of persons, and so on indefinitely. 

Whether, therefore, the steady tendency in the direction of one uniform classifica- 
tion would be hastened by conferring the power to make one on a national commis- 
sion is not entirely certain. The work if taken up anew would be one requiring 
much time for its proper performance; it would involve a careful consideration of 
the interests peculiar to different sections of the country, and a close study of the 
conditions of railroad service as they bear upon such interests. But these conditions 
change from month to month; the classification can not be permanently the same, 
but must be subject to modification on the same grounds on which it was originally 
made; the appeals for modification would be as numerous as they would be perplex- 
ing, because of the diversity of reasons on which they would be grounded. Under 
the law as it now is the Commission has appellate powers to correct any unjust classi- 
fication, and it will keep in view the desirability of general uniformity and do what 
it properly can to bring about that result. 

* * 4 * * * * * 

And again in our second annual report we referred to this subject as 

follows: 


In the first annual report of the Commission attention was called to the fact that 
rates for railroad transportation are to some extent adjusted on principles analogous 
to those on which taxes are laid: the articles or the interests that can least afford to 
bear such burdens are given the benefit of low rates which the carriers can not afford 
to give to all, and higher proportional rates are levied upon the articles and interests 
which would feel the burdens less. This method of adjusting rates has been and is 
of very high value to the country; indeed, it may be said to be indispensable. 

The business of a railroad company as a carrier of freight is to exchange for the 
people the products of different sections and countries, and this exchange, as to many 
commodities in a country so large as ours, or indeed in any, considerable country, 
would be restricted to comparatively small sections if articles which are at once bulky 
and cheap and articles which in small compass comprise very great value were alike 
charged rates for transportation which disregarded the value as an element of esti- 
mation, or took it into account only so far as reasonable insurance against loss or in- 
jury might render prudent. Railroad managers very soon discovered that they could 
not measure their rates exclusively by the standard of cost of carriage of the several 
kinds of traffic, separately considered; but it was wise for themselves and best for 
the country that the cost of carriage be considered in the aggregate and that the 
rates which are to be the compensation for the service performed be then apportioned 
on special consideration of the value of the service to the kinds of traffic severally. 
Such an apportionment would seldom be burdensome to articles of high value, but it 
would relieve cheaper articles from burdens which, if apportioned strictly to the cost 
to the carriers of their transportation, would render carriage for considerable dis- 
tances out of the question. 

But a practice based upon any such general principle will almost inevitably in its 
application be subject to many exceptions. Every railroad serves a certain territory, 
and every part of the country has to some extent interests to be served which are 
special and peculiar to it, and these it will naturally desire to have specially consid- 
ered by local, official, and corporate authorities, whether the business in hand be the 
imposition of taxes or the adjustment of rates for transportation; and as many other 
circumstances besides cost of transportation and value must always be taken into ac- 
count, such as bulk or weight of articles, convenience of handling, special liability to 
injury and necessity for speedy delivery, and the field of production or of consumption, 
so that there can never be any fixed or definite rule for the measurement of the charge 
to be made upon any particular traffic, it is always possible for the railroad manager 
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in making rates to yield something to the special interests of his section, and still 
keep in view the general principles upon which he will professedly act. 

As rates are apportioned by means of classification of articles which are expected 
to be offered for carriage, a pressure from sectional and local interests has been con- 
tinuously brought to bear upon the authorities making the classifications to have 
them so made that those interests may be favored which the roads to use the classifi- 
cation will more particularly serve. For the most part the classifications have been 
made by the carriers themselves; in a few instances they have been made by State 
commissions, but under influences corresponding to those which have influenced the 
carriers in the same work. The carriers, it may be assumed, have primarily consulted 
their own interests, but they have also at the same time consulted ihe local feeling 
and the local interests, and have commonly found that their own interests were best 
subserved in doing so. 

The consequence has been that a great number of classifications have been in force 
in different parts of the country, some of them covering large and some small sections, 
some made for several but more made for single roads. In very many cases there 
were two or more classifications in force on aroad; one for the traffic in one direc- 
tion, another for that in the other, a third, perhaps, for the traffic coming from or go- 
ing to a particular section of the country, and so on. The existence of so many was 
a great public evil, and it necessarily resulted in constant embarrassment in the in- 
terchange of traffic between the roads. The owners of the freights were more an- 
noyed than the carriers themselves, for they were perpetually subject to the liability 
to be called upon to pay charges for transportation, which were greatly in excess of 
any which they had anticipated. Unexpected charges were likely to breed contro- 
versies and cause delays in transportation and delivery, and, in the minds of those 
unfamiliar with the subject of classification, there were often suspicions, based on 
appearances which afforded color for them, that the carriers were guilty of intentional 
wrong and unjustifiable exactions. 

The principal classifications now in force are the Official, the Western, and the 
Southern Railway and Steam-ship Association classifications. The territory embraced 
by them severally may be roughly, indicated as follows: The first, the terri- 
tory east of Chicago and north of the Ohio River; the second, the territory west, 
north, and southwest from Chicago; and the third, the territory south of the Ohio 
and east of the Mississippi. It must be understood, however, that neither of them is 
exclusively made use of in the territory indicated. Commodity rates are given to a 
considerable extent in Pacific coast territory,especially upon through transcontinental 
business, and individual roads in all sections use classifications of their own when cir- 
cumstances seem to require it. 

Efforts in the direction of uniformity have continuously been made during the last 
year. The most important of these was through a conference of representatives of 
roads east and west of Chicago, whose sessions began in September, 1887, and ex- 
tended to July 20, 1888. This conference it was hoped might result in merging the 
Official and Western classifications. That result was not accomplished, for reasons 
stated in a report adopted by the conference, and which is given in Appendix E. 

It has seemed to many persons that to unify classifications must be a very simple 
task. What is classification, it may be asked, but the arrangement of the several 
articles of commerce under different heads, as pupils in a school may be arranged in 
classes for recitations, or as a farmer may send his stock for pasturage to different 
fields? But those most familiar with the subject of classification will be least in- 
clined to look upon the making of a uniform classification as a very simple affair. It 
is very far from being a simple affair. It is,on the contrary, as difficult a task as 
under the ordinary operations of government is likely to be devolved on any person 
or any body of men. In its nature it corresponds closely to the making of the cus- 
toms tariff for the country, but the necessity for going into particulars may be 
greater, for classification must reach every article of ordinary commerce, and it must 
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be framed on the understanding that for every one some burden is to be provided, 
though among them all there may be apportionment of burdens on some principle ad- 
justed to the general good. And when it is understood that the classifications now in 
force have come into existence, to a very large extent, as an outgrowth of local and 
sectional feelings and interests, it will readily be perceived that the difficulty in pre- 
scribing uniformity is very much greater than it would bo if the work conld be taken 
up now unembarrassed by wnat has heretofore been done, and by the adjustment of 
business interests to classifications now in force. In fact, the difficulties are now so 
great that many intelligent persons in railroad service do not believe satisfactory 
unification is now possible. This is not, however, a universal belief; many practical 
railroad men hold a different view, and are now working to that end. 

- The Commission believes that all action taken on the subject should lead towards 
uniformity, but that to force it at once would be undesirable. In all consideration 
of the subject it must be borne in mind that the carriers are not the parties whom 
unification would most affect. Some carriers might gain and some, perhaps, at first 
lose thereby, but the most of them would be able so to adjust their rates that the 
losses would be inconsiderable, and would also be temporary. But the business in- 
terests of the country would have no similar power of self-protection. Unifying the 
classification means necessarily the placing of the same article in the same class for 
the purposes of rating in all sections of the country, with the effect as to some of them 
of lowering the rates greatly in some sections, while advancing them, in perhaps the 
like proportion, in others, so that, in the same business, while one dealer might be - 
greatly benefited, another might be ruined. And what would affect injuriously a 
single dealer would in like manner affect all in the same line of business in the same 
section of country, and to some degree the country at large as well. 

The carriers could not possibly protect against such a consequence; for while the 
rates would not necessarily be the same in different sections, the rates which any 
road imposed on one class would be identical, so that the power to adjust transporta- 
tion charges with a view to local or sectional interests which now exist and is sup- 
posed to be of value would be taken away. And the relative change which would 
be effected in making uniform classification operative as to any particular business 
would be far more injurious, because of its affecting individuals and sections differ- 
ently, than would any absolute increase in rates which affected alike and to the same 
extent all the traffic subjected to it. 

The very first step to be taken by any one who should attempt uniform classifica- 
tion would be to make a study of the reasons from which the existing classifications 
have sprung. Thisstudy would need to be made in the territory which the classifi- 
cation covers. All existing classifications have resulted from many compromises. 
Pacific coast and Texas interests have compromised with those of the interior in the 
recent extension of the Western classification, and they would probably be forced to 
compromise further if the Official and the Western classifications were merged. But 
no one intrusted with the task of merging them would be excusable for making the 
attempt without better information to act upon than could be obtainable from a few 
witnesses summoned to Washington to give it. 

Even in the territory whose interests may be supposed to be homogeneous, the 
Commission has encountered serious and earnest antagonism when classification was 
in question. One of the chief impediments to the merging of the Official and the 
Western classifications has had regard to car-load classes. The carriers east of Chi- 
cago and their patrons desire that there shall be very few; the carriers. west of Chi- 
cago and their patrons very generally think it for their interest that there shall be a 
considerably greater number. The feeling on the subject was very well illustrated 
at a session held by the Commission in one of the Western States last year. Hastern 
merchants were moving to have car-load classification materially restricted. Sev- 
eral State commissions by concerted arrangement came to the mecting to express 
their strong and very earnest opposition. It was their belief that the measure pro- 
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posed, if it should be adopted, would be greatly injurious to the interests of the 
States they represented. 

Without any previous knowledge on the subject an opposition of the sort could 
hardly have been anticipated, but such facts can not fail to impress the mind that to 
the proper performance of the task of unification it is indispensable that a somewhat 
extensive knowledge be first acquired not only of local interests, but also of the rela- 
tion of those interests to interests of similar nature elsewhere. Nobody can acquire 
this knowledge from the public press, or from the reports of a few persons, however 
intelligent, who may be summoned to give information. He will need to feel the 
pulse, so to speak, of the several sections of the country ; to make himself acquainted 
with their various interests, so that he may be able to judge how far any changes 
willaffect them severally. In studying the effect he will be very sure to find that 
even locally the interests of the farmer, the manufacturer, the jobber, and the retail 
dealer are not identical, and that what would benefit one might harm the other. 

The final adjustment of a uniform classification must necessarily be the arrange- 
ment ofa great number of compromises. It may happen, therefore, that those who 
are now most earnest in desiring one will be most opposed tu any that can be agreed 
upon. The Commission has received letters on the subject from intelligent busi- 
ness men, but who, having never investigated it, are evidently in error as to what 
can he expected as a result of what they ask for. Some of the writers appear to 
think that unification will be little more than extending the classification of their 
section, with which they are familiar, to the whole country, and will be surprised to 
learn that it can not be made without adopting features from other classifications 
which their sections have always objected to. But others desire uniform classifica- 
tion because they expect by means of it to get rid of the principle of considering the 
value of the service in making rates, and to’have the cost of the service to the carrier 
made the measure of charge, or to have some other practice done away with that does 
not in its application work to their advantage. A manufacturer of doors and blinds, 
perhaps, looks to have his product classified with undressed lumber, and the manu- 
facturer of patent medicines, who knows that his boxes can be carried as cheaply as 
the boxes containing merchandise selling for one-tenth or one-twentieth the sum- 
expects them to be so classified that they will be rated accordingly. But to any one 
familiar with the subject the impossibility of meeting such views will be obvious; it 
would not be for the general. public interest that they should be met. ‘This state- 
ment sufficiently suggests not the probability merely but the certainty that uniform 
classification will result in many disappointments. 

The reasons above given are reasons for approaching uniform classification with 
some caution, There are other reasons for urging the carriers in the lirection of 
unification, and not taking it out of their hands so long as they seem to be moving 
in that direction in good faith and with reasonable diligence. They have knowledge 
of the local interests which are represented in existing classifications, and their prac- 
tical experience gives them special fitness for the task. Moreover, this course will 
have the further advantage that if complaints are made of the classifications the 
Commission will come to their consideration with minds unembarrassed and uncom- 
mitted by previous action of their own. — 

But it should be further understood that a uniform classification once made can 
not immediately be put into effect. Considerable time to prepare for it is absolutely 
essential. ; 

First, it should be stated that the putting it into effect involves the sweeping out 
of existence of every rate sheet in the country and the making of new rate sheets by 
every railr-ad company. This requires an enormous expenditure in printing, which 
of course must in some manner be made up from the rates imposed. But the cost of 
preparing the rate sheets would be vastly greater than this. To determine what the 
rates ought to be on the several classes would be a labor of infinite difficulty. 

Suppose a railroad manager, with the new classification put into his hands, were 
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to address himself to the task of determining what rates he ought now to charge in 
order that his company may collect the same revenue it has been accustomed to receive. 
First, he will perceive that the class rates should not be the same as formerly ; the 
number of classes is probably different, but whether different or not, the position of 
articles in the classes is so different that the imposition of the same rates as formerly 
may either increase the revenue: very greatly or may largely diminish it. In order to 
determine how this is likely to be it would be necessary to make careful study of the 
classification in the light of the past and probable future traffic of the road; not the 
tratfic in bulk, but the traffic in each particular article, bringing together for further 
study the aggregate of articles now ranged in one class, and so going through with 
the classes successively. And when it is remembered that at the conclusion of his 
task very many of the patrons of the road will find their rates increased—on some 
perhaps largely increased—and that very many complaints are to be expected under 
any circumstances, the importance of avoiding the giving of just grounds for com- 
plaint will be so obvious and so great as to demand special care in that direction. 
All these are reasons rendering it almost imperative that considerable time be allowed 
for the making of this adjustment of rates after the classification shall have been 
completed. 

But, second, the allowance of time for the adjustment is even less important to the 
rate maker than to the patrons of the road. If the rate maker errsin making the 
rates under such circumstances, the error is likely to be one which favors his road at 
the expense of its patrons; and when thatis the case, though it may be corrected 
after some delay, business interests, which under any circumstances would suffer 
somewhat in the change, must then, for a time, be exposed to injury that with 
greater care and more deliberation aah have been avoided. But any sudden 
change in railroad rates means a like change in values. A prospective change, pub- 
liely notified, the business man may prepare for with perhaps little or no injury to 
his business, a those whom a sudden change affects have no means of warding off 
injurious consequences. 

The Commission sums up its conclusions on this subject by saying : 

(1) Uniformity in classification, as fast and as far as it can be accomplished with- 
out serious mischiefs, is desirable. 

(2) There is gratifying progress in the direction of unification, and it has been 
very marked within the last year. 

(3) So long as the carriers appear to be laboring towards unification with reasona- 
ble diligence and in good faith, it is better that they should be encouraged and stim- 
ulated to continue their efforts than that the work should be taken out of their hands. 

(4) In view of the mischiefs that would flow from sudden changes, ample time 
should be given for the purpose. Uniform classification can only be wisely and 
safely made by careful study and deliberate action, and the adjustment of rates to it 
needs corresponding caution and deliberation. 


The views expressed by the Commission as to the importance of uni- 
form classification, the difficulties connected with it, and the time and 
labor necessary to reach it and to put it into effect with safety, have 
undergone no change or modification as expressed in our previous re- 
ports. Since our second annual report, however, considerable progress 
has been made practically on the line of uniform classification by the 
absorption of special and exceptional classifications into those of the 
three chief classifications of the country, namely, the Official, the West- 
ern, and the Southern Railway and Steamship Association, as will ap- 
pear by Appendix 7, made part of this report. 
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COMPETITION BY CANADIAN CARRIERS. 


The competition of Canadian common carriers is a factor of influence 
and increasing force in the transportation interests of the United States, 
and is not casual or temporary, but permanent. It was deliberately 
planned in the past, and has been advanced to its present state with 
persevering energy. Its agencies are natural and artificial water-ways, 
and great railroad systems constructed at large expense and materially 
aided by Government subsidies. Our Government policy authorizing 
American goods to be transported in bond over Canadian lines and to 
re-enter our country free of duty, thus putting the transportation upon 
an equality with that over our own lines, has assisted these agencies to 
business. Valuable assistance has also been afforded by our own citi- 
zens by direct investments in the construction of Canadian railroads 
and.in building connections within our own territory with those roads, 
and leasing or otherwise surrendering control of these connections to 
Canadian companies. Concessions of rights of way over our soil have 
also been made. 

The existence and character of Canadian competition are therefore 
largely due to friendly co-operation on the part of our own country, 
inspired as it would seem by a policy of business independent of national 
boundary lines, and regardless of rivalry by the subjects of a foreign 
jurisdiction. What is called Canadian competition, therefore, is the 
common use by our own citizens of Canadian carriers for business that 
might be done by our own carriers, and induced solely by commercial 
considerations. 

The Dominion of Canada stretches from ocean to ocean like our own 
domain, and its great lines, located safely within its own border, have 
auxiliary lines and feeders at numerous points along the whole distance 
of nearly 4,000 miles, over which our products, moving from one part of 
our country to another, are transported in uninterrupted and increasing 
volume. Our whole northern border is penetrated by these connec- 
tions. They exist in Maine and Vermont, and reach the whole of 
New England ; they come into New York at several points; they trav- 
erse Michigan in many directions, reaching Wisconsin, and go through 
Indiana and Illinois; they are very effective in Minnesota, both on its 
eastern side and its northern frontier, and in the new State of North Da. 
kota. On the Pacific side, they reach by water the States of Washing- 
ton, Oregon, and California. 

The main line of the Grand Trunk Railway, f for American business, 
extends from Chicago, IIl., to Portland, Me. The Canadian Pacific road, 
with its connections, both in Canada and the United States, stretches 
across the continent from Halifax to Vancouver. It has, or soon will 
have, a direct line from Portland, Me., through New Hampshire and 
Vermont, to the Pacific coast, by connection with its main line at New- 
port and with other connections at intermediate points. It also has a 
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direct line to Minnesota south of Lake Superior over its connection with 
the Minneapolis, St. Paul and Sault Ste. Marie, usually called the 
“Soo Line,” by which St.Paul, Minneapolis, and the country tribu- 
tary to those cities are reached, and over the Duluth, South Shore and 
Atlantic Railway to Duluth, reaching the traffic of that city and its 
tributary region. The connection from Winnipeg to the Minnesota 
line, and then over the St. Paul, Minneapolis and Manitoba Railroad, 
gives it a through line for all east and west bound business between 
the Northwest and the Pacific coast; and freight and passengers be- 
tween San Francisco, Portland, Port Townsend, Seattle, Tacoma, and 
points in the Northwest and interior of the United States, and all 
points in the eastern portions of the United States, are transported over 
these lines. 

The Canadian Pacific Railway, by the recent extension of its line 
across and nearly through the center of the State of Maine to its 
terminus at Mattawamkeag, and thence by trackage rights from the 
Maine Central to Vanceboro, on the New Brunswick boundary, where 
it connects with the railway system of the maritime provinces of Canada, 
has a direct route to St. John and Halifax. 

These are the general physical conditions of the competition in ques- 
tion. A detailed and more precise statement of the connections of 
Canadian carriers with the United States and the methods by which 
the transportation is carried on, together with the present American 
and Canadian competitive rates over these connections in force, is set 
forth in Appendix 8. 

-The reports of the Canadian Pacific Railway Company on file in this 
office do not show separately from its aggregate business the earnings 
and tonnage of its business with the United States. Its report for the 
year ending June 30, 1888—the last filed—shows a mileage of 4,661 
miles besides the Southeastern Railway, its connection from Montreal 
to Newport, Vt., which has a mileage of 109 miles; a total capital 
of $110,392,563 ; gross earnings, $12,711,010; total freight tonnage, 
2,321,957. 

The connections controlled by the Grand Trunk Railway Company 
within the United States, as appears by the reports for the year ending 
June 30, 1889, embrace a mileage of 977.23; capital stock, $42,371,807 ; 
gross earnings, $6,193,781 ; and total freight tonnage, 3,773,831. 

These statistics, however, are general, and do not show the kinds of 
traffic carried, nor its place of origin or destination. The freight from 
the Northwest, consisting of grainand grain products, beef and livestock, 
annually taken intotheState of Maine alone for consumption and mainly 
brought over Canadian roads, exceeds 200,000 tons, and the exports 
through Portland of American products, carried by these roads, are 
considerable. The reported tonnage of the Atlantic and St. Lawrence 
Railroad, the Portland branch of the Grand Trunk, was 957,735 tons. 
What quantities were taken over Canadian lines and their connections 
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to Boston and other New England points, and to New York and Phila. 
delphia, there are no statistics at hand to show, but the Boston traffic 
is probably 50 per cent. or more of the transportation for that city. 

It is estimated that fully one-third of the through business of the 
Canadian Pacific to and from the Pacifie coast consists of traffic fur- 
nished from the United States. The west-bound business going over 
the Canadian lines originates at various places in the New England 
and Middie States, and at the Northwest. These lines therefore com- 
pete for traffic moving in both directions across the continent, or across 
sections of it. The competition is consequently with all our east and 
west bound lines, both the transcontinental and trunk“lines, and in 
nearly all the varieties of traffic. 

The explanation for the diversion of such a considerable amount -of 
traffic from our lines to the Canadian carriers is found in the rates 
charged. Our own lines, it may be assumed, make their competitive 
rates as low as they can afford to do the business at any fair profit, and, 
not having unrestricted liberty to charge less for a longer than for a 
shorter distance over the same line and in the same direction, to make 
good, if necessary, any loss on long-haul traffic by higher charges on 
local traffic, their rates must be adjusted to make some profit on all 
traffic, and be graduated to comply with the law. 

On the Canadian roads, although the distances are almost invariably 
longer, and in many instances very much longer, the rates on all United 
States traffic are materially lower. By traffic arrangements between 
American companies and the Canadian companies differentials are al- 
lowed to the latter, which furnish an inducement to shippers to patron- 
ize those lines for freight for which the quickest transit is not urgent. 
These differentials are conceded to avoid rate wars, and they involve a 
diversion of whatever business the reduced rates may invite. 

The concession to the Canadian Pacific on business between San 
Francisco and St. Paul, Minneapolis, and common points, ranges 
from 15 cents per hundred pounds on first-class traffic to 5 cents on 
the lowest-commodity class. Between San Francisco and more eastern 
points the concessions are progressively greater at Chicago, Oincin- 
nati, Pittsburgh, New York, and the points common to them, reaching 
at New York, Boston, and Philadelphia, and their common points, 28 
cents on first class, 14 cents on fifth class, and 5 cents on the lowest- 
commodity class. A differential of 28 cents per hundred pounds is 
$5.60 a ton, or $67.20 a car-load of 12 tons. Under adjustments at present 
in force the United States roads from New York, via Chicago, to St. 
Paul, Minneapolis, and common points allow differentials via the Ca- 
nadian Pacific, on different classes of merchandise of 10, 8, 6, 4, and 3 
cents per hundred pounds. Itis to be remarked that the differentials. 
are not permanent, but change from time to time, and that the Cana- 
dian connections with lines in the United States and the transportation 
arrangements also frequently change, and are constantly becoming 
more numerous. 
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A natural inquiry arising on these facts is how the Canadian roads 
can afford to carry at so much lower rates than American lines, and 
why the rates for both are not uniform. There are various answers to 
this inquiry. In the first place, they must in general carry at lower 
rates in order to participate in the carriage of American traffic. The 
differentials consented to by traffic arrangements to preserve amicable 
relations and to maintain steadiness of rates have been mentioned. 
The lower rates are therefore, first of all, a necessity of the situation. 

Again, the American roads are many in number, keenly competing 
among themselves, and dividing the business which, particularly west 
of Chicago, might be reasonably remunerative for one-half or one-third 
the number; and therefore, in order to maintain their existence, are 
compelled to charge rates that might be lower and yield a profit to the 
earrier if the volume of business were greater, or equal to the capacity 
of the road. The American roads are also under many different, inde- 
pendent, and sometimes hostile managements, increasing the expense 
of general control, creating a necessity, or at least occasion, for numer- 
ous auxiliary associations with governing or regulating powers, main- 
tained at heavy cost, and requiring, for continuous carriages over long 
distances traffic arrangements between several different carriers for in- 
terchanges, divisions of earnings, joint tariffs, payments for use of cars, 
and other things. The exceptionally heavy grades of the transconti- 
nental lines to overcome mountain summits, large expense for fuel, for 
maintenance of snow-sheds and snow service, and other incidental mat- 
ters, add greatly to the cost of operation. 

On the other hand, very different conditions exist with respect to 
Canadian carriers. On the Canadian Pacific, the only through trans- 
continental line, the grades are much easier, and, it is claimed, less in- 
terruptions occur from snow biockades and similar causes. There are 
practically only two great systems in Canada, the Grand Trunk system 
and the Canadian Pacific. There is, therefore, unity of control and 
management, and no occasion for auxiliary associations nor for divisions 
of earnings, except with adjuncts in the United States. Besides, they 
are heavily subsidized by direct government granis and favored by 
liberal allowances for transportation. They are practically under no 
restrictions imposed by their own statutes in respect to long and short- 
haul traffic, but are at liberty to charge high rates on local business to 
indemnify for losses on through or international business. Their man- 
agers deny with more or less emphasis that their local traffic is sub- 
jected to higher rates, but when the liberty to make such charges and 
the necessity for it co-exist, the inducement at least is strong. The 
provisions of the Canadian statute on this subject are as follows: 

Src. 226. The company, in fixing or regulating the tolls to be demanded and taken 
for the transportation of goods, shall, except in respect to through trafic to or from the 


United States, adopt and conform to any uniform classification of freight which the 
governor in council on the report of the minister, from time to time, prescribes. 
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Sic, 232. No company, in fixing any toll or rate, shall, under like conditions and 
circumstances, make any unjust or partial discrimination between different locali- 
ties; but no discrimination between localities, which by reason of competition by water 
or railway, it is necessary to make to secure trafic, shall be deemed to be unjust or 
partial. 

These enactments give all traffic carried in competition with our car- 
riers unlimited freedom. 

Some or all of these conditions may furnish an explanation. In a 
word, their lower rates are necessary to get the business atall, and, as is 
seen, the conditions under which they are made are favorable. 

There is no doubt that considerable portions of ourcountry are bene- 
fited by the transportation over Canadian lines, by reason of the cheaper 
service, especially northern and central New England and large portions 
of the Northwest, as far south as Chicago and including Michigan, and, 
in fact, generally along the whole border, and even beyond it. Many 
of our citizens feel a deep interest in the subject, and would consider 
themselves aggrieved by any measures resulting in an advance of rates 
over those roads. High cost of staple articles of consumption forming 
part of the necessaries of life is to be deprecated, and is an argument of 
great force against higher rates. It is possible, however, that these 
apprehensions are mistaken, and that a greater volume of business over 
our own lines would so cheapen rates as to result in no advance in cost 
to ultimate consumers. At least that has been the uniform lesson of 
experience in railroad transportation. 

What, if any, method of regulation shall be applied to the competition 
by Canadian common carriers in our traffic is a question for the wisdom 
of Congress to determine. There are considerations on both sides of 
this question. On one side, it is generally urged, is the fair protection 
against foreign rivalry of our own carriers, with the immense sums in- 
vested in their construction, the multitudes of our people engaged in 
their operation, and their inestimable importance to the country, com- 
mercially and as agencies for its development and settlement, and for 
all governmental purposes. 

And on the other side are urged the interests of such portions of our 
citizens as are not so well or so cheaply served by our own carriers, 
and who claim the right to make use of any agencies that will best sub- 
serve their own interests and give them an equality of advantages with 
others. : 

Besides, it is said, and perhaps with force, that the competition of 
Canadian carriers exerts an in fluence not unlike that of the Erie Canal 
in preventing unreasonably high rates by our own carriers, and that the 
competition is therefore in the public interest. It is also claimed that 
investments made by our citizens, either directly in Canadian roads or 
in the construction of their connections in the United States, are en- 
titled to consideration. 

Another important fact is the reciprocal privilege of conveyance, by 
some of our carriers, of goods and passengers by land through portions 
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of Canada, or through Canadian canals, under the following provision 
of Canadian law: 


The governor in council may, from time to time, and as occasion requires, make 
such regulations as to him seem meet, with respect to goods conveyed directly through 
the Canadian canals or otherwise by Jand or inland navigation, from one part of the 
frontier line between Canada and the United States to another, without any inten- 
tion of unlading such goods in Canada, and with respect to travelers in like manner. 
* * * (Revised Statutes of Canada, 1886, Vol. I, sec. 246.) 


The bonding of merchandise in transit through Canada was author- 
ized by act of Congress of July 28, 1866, and embodied in section 3006 
of the Revised Statutes of the United States, which is as follows: 


Imported merchandise in bond, or duty paid, and products or manufactures of the 
United States, may, with the consent of the proper authorities of the British Provinces 
or Republic of Mexico, be transported from one port in the United States to another 

port therein, over the territory of such provinces or republic, by such routes, and 
- under such rules, regulations, and conditions as the Secretary of the Treasury may 
prescribe; and the merchandise so transported shall, upon arrival in the United 
States from such provinces or republic, be treated in regard to the lability to or ex- 
emption from duty or tax asif the transportation had taken place entirely within 
the limits of the United States. 


The term “ port” is defined by section 2767 of the Revised Statutes 
as follows: 


The word ‘‘ port,” as used in this title, may include any place from which merehan- 
dise can be shipped for importation, or at which merchandise can be imported. 


The regulations of the Treasury Department in relation to this pro- 
vision are as follows: 

Article 836. Merchandise of domestic origin, duty paid or free of duty, may be 
transported from one port to another of the United States, over the territory of the 
Dominion of Canada, with the consent of the proper authorities, by routes duly 
designated and bonded for such purpose. Cars, compartments of cars, or safes must 
be specially appropriated for such transportation, placed under customs seal by an 
officer of the customs at the port of departure in the United States, and remain thus 
sealed until they shall have passed through such foreign territory and again arrived 
in the United States. (S. 3041.) 

It is understood that, under the regulations of the Treasury Depart- 
ment, a license is issued by the Secretary to Canadian carriers under 
the privilege provided for by law to transport goods in bond through 
Canadian territory. 

The sixth section of the act to regulate commerce contains this pro- 
vision: 

And any freight shipped from the United States through a foreign country into 
the United States, the through rate on which shall not have been made public as re- 
quired by this act, shall, before it is admitted into the United States from said foreign 
country, be subject to customs duties as if said freight were of foreign production ; 
and any law in conflict with this section is hereby repealed. 

This only relates to the making public of the through rates, and leaves 
open for controversy the question of the amount of the through rate 
and its relations to the contemporaneous rates of our carriers. 
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-In view of the fact that this whole subject has undergone thorough 
investigation by an honorable committee of one of the Houses of Con- 
gress, this Commission offers no recommendation, aud only sets forth 
some of the leading facts and circumstances brought to its attention in 
the performance of its duties. ° 


PROPERTY TRANSPORTED BY CARRIERS SUBJECT TO THE ACT 
TO REGULATE COMMERCE TO PORTS OF TRANSSHIPMENT FOR 
PURPOSES OF EXPORT. 


Among the subjects of regulation provided for by the act to regulate 
commerce is property transported to sea-ports for the purposes of ex- 
port. The first mstance arising in the exercise of this jurisdiction on 
the part of the Commission occurred in the month of April, 1887, and 
was upon an application made by three railroad companies having 
terminal lines at the city of Boston to be allowed to continue a method 
theretofore practiced and then existing of making their rates from inte- 
rior western points on grain and provisions to Boston for export through 
that port the same as the rates from such western points to New York, 
although the distance was somewhat greater, and the rates upon the 
same articles to Boston for local consumption were higher. A person 
interested in the local grain and provision trade of Boston, though not 
a party to the proceeding, was heard in favor of the contention that 
any concessions made in favor of the export trade of Boston ought, in 
fairness, to be extended to all other persons to whom grain and pro- 
visions might be consigned to that city from interior western markets. 

In that proceeding the Commission held that, as explained by the peti- 
tions and the evidence adduced in their support, the rebate or difference 
made in favor of the export traffic had for its purpose the correc- 
tion of an inequality that would otherwise exist, and which inequality, 
by making the cost of foreign shipments by way of Boston greater than 
by way of New York, would practically exclude shippers from the ad- 
vantages of the Boston route, though the distance from the interior 
points to the foreign market would, practically, be no greater by that 
route than by the other; and if such purpose was only to do indirectly 
what might directly be done by a bill of lading issued at the interior 
point of shipment for delivery of goods at the foreign destination, and 
no discrimination was made between persons engaged in foreign traffic, 
but the rebate or difference was made impartially and only as ameans 
of protecting the Boston route for the export trade against an excess in 
charge that would be ruinous to it, then it was obvious that there was no 
occasion for calling upon the Commission to give sanction to a practice 
that would be legal without it; that any legal ground for affirmative 
action on the part of the Commission was precluded in a proceeding of 
this character when those who brought the practice to its attention did 
so with explanations of its propriety and insisting upon its lawfulness, 

It was further held by the Commission in that proceeding that, it 
what was paid under the name of a rebate was a rebate in fact, as un- 
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derstood by the second section of the interstate commerce law, and if 
the effect of allowing it was to impose upon some classes of persons a 
greater charge for the service rendered than was imposed upon others 
for a like and contemporaneous service under similar circumstances and 
conditions, and so effected what is described in the law as an unjust 
discrimination, it would be neither legal in itself nor could it be made 
legal by any order, assent, or permission given by the Commission. 
And the Commission further held that if the exactions from Boston on 
local traffic were excessive, that fact could only be adjudicated when 
some one questions them in a proceeding instituted for the purpose of 
a regular investigation. Leave was given to the petitioners to with- 
draw their petitions, and they did so. No complaint to the Commission 
has ever been made against this method of dealing with the export 
rates at Boston on the part of those interested or engaged in local trade 
there, and it has continued to exist to this time. 

On the 8th day of March, 1888, the Commission issued a general 
order on this subject as follows: 


Every tariff of rates and charges which a common carrier subject to the provision, 
of the act to regulate commerce, by itself or jointly with: one-or more other carriers 
whether such carriers are or are not subject to such act, shall establish for the trans- 
portation of grain, flour, meal, meats, provisions, lard, tallow, canned goods, cotton, 
tobacco, live stock, or other articles of customary export, from any point within the 
United States to a seaport thereof, or to any point in or on the boundary of an adja- 
cent country, or to any foreign port or place, is required to be filed with the Commis- 
sion and shall be made public. 

In all cases where a tariff is established for such merchandise billed or intended for 
export by sea, and ocean rates are not specified, either because of their fluctuation or 
for any other reason, so that only the charge for inland transpurtation is definitely 
fixed, the tariff as filed and made public shall show the rate charged by the inlend 
earrier or carriers to the point of export, including all terminal charges or expenses, 
and shall also show in what manner the through rate to the point of ultimate destina- 
tion is to be determined, whether by the addition of the ocean rate from time to time 
prevailing, or how otherwise. When the rate is a gross sum for the transportation 
of freight from a point within the United States to a port or place in a foreign coun- 
try, the tariff as filed and made public shall in every case show what part of the 
whole is allowed to the carrier or carriers for inland transportation to the point of 
export by sea, including all terminal expenses or charges; and if such part is subject 
to be increased or diminished, contingently or otherwise, or if in any other case the 
charge for inland transportation is subject to any change or modification in case the 
property carried is exported, the fact, and the manner in which the increase, dimi- 
nution or change is to be determined, and the extent thereof, shall be stated. 

Every such tariff of rates and charges shall be published by plainly printing the 
same in large type of at least the size of ordinary pica, and copies thereof shall be kept 
for the use of the public in such places and in such form that they can be conveniently 
inspected, at every depot or station of any carrier making or issuing the same at 
which any traffic to which it relates is received or delivered. 

This order shall become operative on March 20, 1888. 


Shortly after this a complaint was made to the Commission averring, 
in substance, among other things, that the trunk lines, so called, under 
resolutions of their association, had been and were making export 
rates of which the inland proportion accepted by them was, at the port 
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of New York, often 10 cents or more per hundred pounds less on like 
traffic than the published tariff rates charged at the same time to the 
same port from the interior points consigned to New York as its final 
destination, and charging that this was an unjust discrimination 
against the trade and business of New York. In this and other respects 
this contention involved the rules that ought to govern in making ex- 
port rates through the port of New York. After a fullinvestigation of 
the evidence and questions involved, the Commission decided that the 
difference made by the carriers between the proportion of the through 
rate from the interior points to New York on export traffic destined to 
foreign countries, and the rate charged contemporaneously on the like 
kind of traffic from the same interior points destined to New York, was 
not justified by any circumstances tending to show that it was just and 
proper, and further decided that it was an unjust and unlawful discrimi- 
nation against the transportation terminating at that port. 

The Commission further held that, under the amendments of March 
2, 1889, to the statute requiring ten days’ previous notice of advances 
and three days’ previous notice of reductions in rates, they can not be 
varied from day to day, or oftener, to meet fluctuations in ocean rates. 
It was further decided by the Commission in that proceeding that the 
only practicable mode yet devised for making through export rates on 
shipments from the interior through that port, as has appeared by past 
experience, is to add to the established inland rates from the interior to 
the sea-board, the current ocean rates, and that the published tariffs of 
the carrier should show the rate charged by the inland carrier or car- 
riers to New York on freight billed or intended to be billed for export, 
including all terminal charges and expenses, and should also show in 
what manner the through rate to the point of ultimate destination is 
to be determined, whether by the addition of the ocean rate, from time 
to time prevailing, or how otherwise. 

On the 8th of March, 1889, the Commission summoned each of the 
railway carriers composing what is known as the Trunk Line Associa- 
tion, to appear before the Commission on the i6th of that month, for 
the purpose of showing what their export rates were, and how these 
export rates were made by each of them, and also to give these carriers 
an opportunity to be heard concerning the manner of making and pub- 
lishing said rates in order to comply with the provisions of the act to 
regulate commerce, as amended March 2, 1889. At the time appointed 
these carriers appeared before the Commission, and after an elaborate 
investigation it appeared that all of them, except a few, found no diffi- 
culty in publishing their joint tariffs as required by the amended statute. 

Subsequently, on the 23d of March, 1889, the Commission made a 
general order in reference to the publication, under the amendment of 
March 2, 1889, of the act to regulate commerce, of advances and reduc- 
tions in joint rates, fares, and charges, in which, among other things, it 
was stated that the Commission understands that tariffs now on file in 
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its office, established by carriers accepting merchandise billed or in- 
tended for export by sea, are made in eOmpliance with its order of the 
date of March 8, 1888, and whether they be individual or joint tariffs 
the requirement of notice of any change therein is the same as in the 
case of other tariffs, and that imported traffic transported to any place 
in the United States from a port of entry or place of reception, whether 
in this country or in an adjacent foreign country, is required to be taken 
on the inland tariff governing other freight. 

After the publication of this last order a large number of interstate 
carriers in the States south of the Potomac and Ohio Rivers requested 
an opportunity to be heard before the Commission in regard to the 
application of this general order to their export traffic. Accordingly 
notice was given to them to appear, and they appeared before the Com- 
mission in a general conference in regard to this matter. 

In this conference it appeared that the principal article of export to 
the various Southern ports reached by these carriers is cotton, though 
there were exports of tobacco and some other commodities, and that 
the circumstances and conditions that had most influence in affecting 
rates and producing frequent fluctuations that interfered with the sta- 
bility of the inland tariffs was the vessel service at the Southern ports. 
It was claimed by these carriers that the vessel service at the trunk 
line ports being more ample, no material difficulty was found in the 
transportation of exports to the sea-board at the established tariffs, 
but that the vessel service at the Southern ports being more limited, it 
had been necessary to apply various methods to secure ocean carriage 
for export business. On account of the scarcity of sea-going vessels at 
these Southern ports, it was claimed that this gave rise to irregularity 
in rates, from the faet that in the absence of competition vessels were 
largely able to exact terms to suit themselves, and the fluctuations in 
ocean rates affected the stability of the railroad proportions of the 
through rates; and ocean service in such cases, it was claimed, must 
in general be procured by charter at a round sum by contract for their 
tonnage capacity with guaranty of a cargo, or by some form of subsidy. 

The real difficulties in the way of maintaining fixed inland rates on 
export traffic under such conditions, it was claimed, were very great if 
not insuperable, and that the inland rates became subject to the vary- 
ing conditions of the ocean carriage. When a ship is procured at such 
a port by charter or any of the other methods named, it becomes neces- 
sary to furnish a cargo as speedily as possible in order to save charges 
for demurrage, and the consignment of this freight is hastened to the 
port to fill the vessel quickly, and even taken at a reduced through rate, 
in some instances shrinking considerably the inland proportion, and the 
same vessel frequently carries the same kind of goods at many different 
rates. : 

In consequence of these conditions, a method came into use, and has 
prevailed over a large number of the Southern States, of an export rate 
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made every day to be in force as to export rates for the succeeding 
twenty-four hours, based on the vessel facilities in the Southern poris 
and their ocean rates, and on the lowest combination of the inland and 
ocean rates from the interior point of shipment to the foreign market 
on a through rate made upin this manner. The through rate thus made 
has no reference to the established inland rate for consignment at the 
sea-board, and this method, it was claimed, had worked satisfactorily, 
had produced no friction or competitive contentions, among the rail 
lines, and was maintained by all of them. 

The ports at which the conditions described were claimed to exist are 
all Atlantic and Gulf ports from the Chesapeake Bay to those in Texas, 
sand the property upon which the rates are affected by these conditions 
is chiefly cotton, although they apply to some extent to tobacco. Cot- 
ton formerly had its chief outlets for export through New Orleans and 
Mobile; it also went to a considerable extent through Savannah and 
Charleston. The enlargement of the territory in which cotton is pro- 
duced and the greatly-increased rail facilities over which it is trans- 
ported at low rates have materially changed former conditions, and 
cities and towns in the interior, like Memphis and others, have become 
points of shipment on through bills to foreign countries, and a large 
proportion of the product is shipped in that manner, 

There was evidence tending to show the existence of the claims thus 
insisted upon by these carriers, while on the other hand some of the 
roads in Arkansas and Texas found no difficulty in maintaining rates 
for ten days, and that the law requiring notice of ten days for advances 
and three days for reductions could be complied with without detri- 
ment to their business. But the investigation was not completed for 
causes hereinafter stated. 

On this account, and in view of the fact that the Commission had ree- 
ognized that there might be substantially different conditions and cir- 
cumstances affecting export traffic in different parts of the country, as 
was indicated by the decision of the Commission in the case of the 
port of Boston above mentioned, the Commission has not yet made 
any decision in regard to the Southern export traffic, but has waited 
until there could be further investigation and consideration of that 
subject. The local consignments of cotton to these Southern ports were 
small as compared with the through export traffic, and no complaint 
whatever had been made against the difference in these rates. Further 
investigation of it was a matter therefore of far less importance than 
many others which were pending, and which since then have continually 
engrossed the attention of the Commission, and for want of time orig- 
inating from these causes this investigation has not been completed. 
It is not apprehended that this adjustment will be attended by the dif- 
ficulties that many of the carriers imagine. No opinion in regard to 
it is now expressed by the Commission for obvious reasons plainly in- 
dicated by the facts stated. At the same time, it is deemed proper to 
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lay the substance of the evidence thus taken before Congress in this 
annual report. 

Questions arising in regard to export rates are and must continue to 
be of very great importance, and often extremely embarrassing until 
this subject is finally determined and settled at ports upon the differ- 
ent coast lines of the country. Thus far no question of this kind has 
come before us as to export traffic going through the ports on the Pacific 
slope, in which there is indeed a large and growing commerce. 

If the statute should expressly provide that the published tariff rate 
from interior points to sea-ports must be the same whether the property 
transported is for local delivery at such sea-port or for the purposes of 
export from such sea-port, leaving the rates from such port to the for- 
eign destination to be such as the unrestrained competition of vessels 
might settle, then there would be no more difficulty in regulating inland 
transportation of property to a sea-port for the purposes of export than 
there would be in the case of domestic traffic. The difficulty in its reg- 
ulation under the statute at present arises in cases where a through 
rate is charged from the interior point of shipment through the port of 
transshipment to the foreign market, made sometimes as a gross through 
rate, but most usually as a through rate in which the inland rate is 
added to the prevailing ocean rate. 

In either event, as the ocean rates daily and often hourly fluctuate in 
the competitive strife of vessels, and are subject to no regulation what- 
ever, the inland or rail proportion of the through rate has no fixed sta- 
bility, but fluctuates with the ocean rates, and by manipulation of the 
vessel rates a margin may be created for preferential rates and secret 
arrangements for the benefit of individuals or of traffic by which the 
law can easily be violated without detection. Atthe port of New York 
the Commission met this, as far as possible, by requiring that inland 
rates of rail carriers to that port should be the same on traffic for ex- 
port as on that intended for local consignment there; and at New 
York, as well as other ports, the Commission met this, as far as possible, 
by requiring the published tariffs of the rail carriers to show the pro- 
portion of the through rate from the interior points of shipment to the 
port of transshipment. But as remedies these are not sufficient to ad- 
equately check the evils we have enumerated. Whatever the rule of 
the statute is to be upon a subject like this should be indicated in plain 
and unmistakable terms. Whether that rule as above made at the port 
of New York shall be the same for all the ports of the country, namely, 
that the proportion of the inland rate on export traffic shall not be less 
than the inland tariff rate to the port of transshipment on traffic not 
for export, or whether the law shall be held flexible as to the modes of 
business of carriers at some of these ports under the conditions by which 
they are surrounded, or what the rule shall be upon the entire subject, is 
respectfully submitted to the wisdom of Congress, to determine now or 
after further investigation and report of the Commission in the future. 
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THE RELATIONS OF LAKE AND RAIL TRANSPORTATION. 


When the Congress was given power to regulate commerce among the 
States, railroads had no existence. To whatever extent the regulation 
so provided for was intended to include transportation or transporta- 
tion charges, it must have had special reference to the then existing 
transportation methods, which were mainly by lake, river, or coastwise 
carriers. 

The regulation for which provision is made in the act to regulate 
commerce does not apply to commerce as it was conducted when the 
power to regulate was conferred. The act applies to water transporta- 
tiononly when “ used under a common control, management, or arrange- 
ment for a continuous carriage or shipment ” in connection with arailroad 
and as part of a line or route of which another part is a railroad, and 
leaves carriers engaged in transportation wholly by water independent 
of regulation. 

The exemption of so considerable a part of transportation from the 
operations of the law is aserious hindrance to the regulation of that 
which the act includes. 

The construction and maintenance of the way or track is a principal 
item in the cost of railway transportation, while the permanent way 
over navigable waters is free from expense or is maintained at public 
cost. In water transportation, carriers provide only the vessel or ve- 
hicle of carriage. There is therefore a wide difference in the cost of 
rail and boat service, and water transportation charges can be very 
much the lower and be renumerative. 

Carriers by water are not required to publish rates, and are under 
no restrictions as to rebates, discriminations, or as to charges propor- 
tioned to distance. No stability is required in their charges, which 
may fluctuate as often as the exigencies of business rivalries dictate or 
the necessities for traffic render expedient. Whenever rail and water 
transportation are in direct competition, a reduction of rail rates to meet 
the water charges is regarded as essential to secure any part of the 
traffic. Independent or unregulated water transportation in parts of 
the country is so influential in many ways as to be the cause of demor- 
alization in rail rates as well as to afford the basis of inequalities be- 
tween localities having the appearance of unjust preference. 

These are some of the effects of unregulated water transportation. 
Its usefulness must not bein the least impaired, but it is both expedient 
and just that it should be so far regulated as to prevent its demoraliza- 
tion of other transportation. This requires carriers by lake, river, and 
coastwise to publish and maintain tariffs as do carriers by rail, and be 
alike subject to the general provisions of the act. 

Only one of the five great lakes on our northern border is wholly 
within our territorial limits, but upon all the fluctuations of unregulated 
rates and charges are so frequent as to create confusion and uncertainty 
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in charges on railroad traffic. The “trunk lines,” or railroad carriers 
from the lakes to the Atlantic coast, own and control eighty or more 
boats, with an estimated tonnage capacity for the season approximat- 
ing 200,000,000 tons. These boats are used in connection with the roads 
and under a common control or management for continuous carriage 
or shipment from Chicago, Duluth, and other western lake ports to 
tidewater at New York, Philadelphia, and other eastern cities. These 
continuous carriers, lake and rail, are thus made subject to the act and 
required. to publish their rates and charges, together with proposed in- 
creases or reductions. Some of the roads west of the lakes are oper- 
ated in connection with boats under a common control for continuous 
shipments to Buffalo, Erie, and eastern lake ports, thus forming a line, 
part rail and part water, subject to the act. 

In addition to the boats used in through transportation in connection 
with the roads and subject to the act, a large part of the lake transpor- 
tation is by independent transit companies or individual and separate 
vessels not subject to the act. Twoor more of the roads which carry 
between lake ports and tide-water cities are each wholly within one 
State, and when carrying locally between points in the same State from 
lake to sea are not subject to the act. 

The carriage of products is large from lake ports in Minnesota, Wis- 
consin, and [linois to sea-going vessels at Montreal by lake, canal, and 
river, all independent of regulation. Transportation part rail and part 
water, not subject to regulation, is conducted by lake boats, in connec- 
tion with Canadian roads or roads partly in Canada, from western lake 
ports to eastern lake ports in the United States and in Canada. 

Boats cross the lake in three or four days. They carry package and 
general freights, but the tonnage is largely grain, flour, and provisions -- 
very largely bulk grain. Ina recent investigation it was claimed on 
the authority of the Chicago Board of Trade reports that of 47,000,000 
bushels of corn shipped east from Chicago last year 7 of every 10 were 
by lake. 

The customary lake and rail rates from Chicago and western lake 
ports to New York and other eastern sea-port cities are about one-fifth 
lower than the all-rail rates. While that relation is maintained the 
rates are considered regular. When agreements to maintain rates have 
been made between all-rail and part rail and water carriers, it has been 
usually on something like that basis. This conceded difference in rates 
indicates the estimate of the advantages of rail shipments and of the 
lower cost of lake transportation. 

Under the present state of the law, products may be carried from 
States west of the lakes to Montreal and other Canadian ports, as also 
to New York and Philadelphia, for consumption, distribution, or export, 
by routes so free from all regulation, that carriers over regulated routes 
may not know the rates with which they must compete. Grain can be 
shipped from western Minnesota over a road wholly within that State 
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to the lake, over the lakes to Buffalo, and from thence over a road 
wholly within one State to the sea-board. It can be shipped in the same 
way to and across the lakes to Erie, Pa., thence to tide-water at Phila- 
delphia, the carriage in both cases, when not under a common arrange- 
ment, being free from regulation. The all-rail carrier of freight be- 
tween the same places must conform to the provisions of the act on 
every one of the 1,500 miles over which the freight must pass. 

A very small reduction in regular rates by lake or rail carriers not 
subject to regulation is sufficient to divert traffic from the lines of rival 
carriers by lake or rail, or both combined. Such reductions need not 
be published, but may be, and are, made without notice to competing 
carriers required by the act to publish their rates and any intended re- 
ductions. To carriers finding their business so diverted the temptation 
is strong to recover a share of the business, frequently stronger than 
the restraining provisions of the law, which does not apply to their 
competitors and rivals. The result is disturbance and disorder in rail- 
road service, with uncertainty, instability, and inequality in rates and 
charges. 


RAIL TRANSPORTATION NOT SUBJECT TO THE LAW. 


In former reports the Commission has called attention to the fact that 
not all transportation by rail is made subject to the act to regulate com- 
merce. The act carefully limits its operation to certain specified car- 
riers, and the terms are such as are believed not to include the express 
companies regarded as common ¢carriers. Carriers exclusively by water 
are also omitted. These omissions extend to a considerable part of the 
internal commerce of the country, and must therefore prove to some ex- 
tent anembarrassment in the enforcement of the act. This subject, hav- 
ing been sufficiently covered by what has been said heretofore, is alluded 
to in this place only for its bearings upon what will be said in this con- 
nection regarding transportation by rail by those carriers not made sub- 
ject to the act. Independent water transportation is treated elsewhere 
in this report. 

As regards transportation by rail by carriers not subject to the act, 
it is proper, in the opinion of the Commission, that a free and full ex- 
pression of the embarrassments attending their exclusion should be 
placed before Congress. This is not done for the purpose of asking any 
additional or different legislation from what now exists, but only that 
the subject may be fully understood in relations not hitherto explained. 
The Constitution of the United States, in Section VIII of Article I, pro- 
vides that the Congress shall have power ‘to regulate commerce with 
foreign nations, and among the several States, and with the Indian 
tribes.” No question, therefore, can arise of the authority of Congress 
to make its legislation as broad as the power itself. In undertaking 
the regulation of commerce by rail, legislators, both State and National, 
have been dealing with a subject that in many respects was so different 
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from any other with which they have occasion to deal, that the ordi- 
nary rules and analogies could not possibly be applied to the full extent; 
every step taken has been persistently opposed by the interests to be 
affected ; and it has been universally felt that the legislation hitherto 
adopted could not in all respects be final, but has been rather initial, 
and, though important and in the right direction, constitutes only steps 
towards an ultimate solution of what is commonly spoken of as the 
“railroad problem.” Noone who has given proper thought to the sub- 
ject now deems that problem fully solved; every one who has studied 
it candidly sees that further action in the line of the existing statute is 
necessary for the purposes of a complete solution. 

When the act to regulate commerce was adopted, there were in 
many of the States and Territories laws for the regulation of State and 
Territorial commerce by rail. These laws preceded any action by the 
General Government on the subject, and in many respects, unquestion- 
ably, there has been useful State and Territorial regulation. There is 
no doubt in the minds of the Commission that very valuable service 
has been performed by these State and Territorial boards under the 
laws conferring powers upon them. In some cases the benefits have 
been universally acknowledged, and in others, where complaints have 
been made against them, it is probable that these have been exagger- 
ated and sometimes unfounded. When the act was passed Congress 
was very careful not to interfere with the working of these commis- 
sions, and shaped its legislation so as to leave a clear field for action to 
the State and Territorial authorities. No doubt this was in part from 
a recognition of the valuable work these authorities had performed. 
It may also in part have come from a well-founded belief, in which this 
Jommission fully shares, that uo single body of men, acting as a na- 
tional commission, could, with any strong probability of success, un- 
dertake the regulation of commerce by rail for the whole country with- 
out the assistance of State or other local commissions or boards. There 
may likewise have been constitutional considerations. But whatever 
the motives were, it is plain that the act to regulate commerce falls 
short of completely covering the field of regulation. 

The railroads of the country do not constitute one separate national 
system and separate State and Territorial systems operating indepénd- 
ently of each other. There are a great many railroads in the country 
that do not extend beyond the limits of a single State, but there are 
very few of them that are not by affiliation and at least partial control 
connected with roads that are interstate. It is doubtful if there is a 
single railroad in the country that does not to some extent participate 
in interstate traffic, and which, if left to be a law to itself, or subjected 
to laws which differ from the act to regulate commerce, may not be a 
disturbing element in the enforcement of that act. There is no such 
thing as a complete and harmonious regulation of interstate commerce 
by rail when a part of the carriers by rail are governed by one set of 
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laws and other parts are left to the regulation of laws which are mate- 
rially different. Still less can there be complete and harmonious regu- 
lation when even upon interstate roads there is regulation of a part of the 
traffic by one set of laws and another part by another materially differ- 
ent. An interstate road takes little or no notice of State lines in the 
management of its business. State traffic and interstate traffic are 
taken upon thesame trains, under thesame management; the freight and 
passage moneys are received into the same treasury; the expenses of 
transportation are paid by the same officers, from the same fund; and 
it would be impossible for the officers of the road to determine with ac- 
curacy the cost or the profit of the State business as distinguished from 
the interstate. ; 

The State regulation, unless the State law should be substantially 
identical with the Federal law to regulate commerce in all essential 
points, would, of necessity, if enforced, constitute to some extent a reg- 
ulation of the interstate traffic. State rates must often necessarily 
affect interstate rates. The State rate from Hast St. Louis, for exam- 
ple, to Chicago might affect the interstate rate to Chicago and to Mil- 
waukee as well; and it might affect the interstate rates to all towns 
that to any extent are the competitors of Chicago in the traffic to which 
they relate. Indeed, to some extent it might often affect rates from 
the Missouri River to the Atlantic sea-board. State regulation in re- 
gard to safety appliances might, if enforced, constitute a regulation of 
interstate traffic to some extent, unless the railroads were required to 
separate in their trains all State from interstate traffic; but this could 
not be done without greatly increasing the present cost of rail trans- 
portation. We shall not take the space to multiply instances here, 
though we might give them in great number, to show how State regu- 
lations might enter and occupy the sphere of Congressional power. 
One illustration in this connection, however, we deem it proper to 
mention. 

The act to regulate commerce was intended to bring to an end the 
gross abuses attending the free transportation of persons. Toa consider- 
able extent it has done so. But very largely the carriers, and especially 
the strong systems, where the abuse has been greatest, have endeay- 
ored to avoid the law by falling back upon State protection, and shield- 
ing themselves under an unrestricted authority to issue passes as they 
pleased within the limits of a single State. Three of the large railroad 
systems of the country, when called upon by the Commission to make 
an exhibit of the passes issued by them, declined to do so, on the ground 
_ that the passes issued were limited in their operation to the bounds of 
a single State, and therefore, as was claimed, this Commission could 
take no cognizance of them. The Commission believes that if this po- 
sition can be maintained it greatly impairs the efficiency of the law, and 
the abuses, the discriminations, and the corruptions, which before were 
so flagrant, will, to some extent at least, continue. If the New York 
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Central or the Pennsylvania Railroad Companies can thus issue passes 
at discretion, it is impracticable to enforce the law as against their com- 
petitors. It is idle to say the passes do not affect interstate traffic. 
There is generally some purpose of indirect profit or advantage in issu- 
ing them, aud the managers of the roads who make the issue do not at- 
tempt to limit the benefit to any one class of the traffic, and could not 
if they would. And if they in this manner avoid the law, it can not be 
effectively enforced against their competitors, even if the Jatter did not 
dispute their obligation to comply with it strictly. 

What is said as to free transportation may be said as to rebates also. 
Sometimes in cases which come before the Commission, a carrier admits 
that if gives rebates on the traffic taken up and laid down within a 
State, but insists upon its right to do so, because there is no law of the 
State prohibiting it. Nevertheless, this rebate affects the rates upon 
interstate traffic, and a competing road whose traffic is taken a little 
further, and over the State line, may be compelled to give rebates 
accordingly, or to surrender important business. It certainly can not 
be expected to surrender the business willingly, and, while the State 
law permits the rebate, the interstate carrier will see no moral wrong 
in giving one also. Indeed it may be said that in all particulars where 
the act to regulate commerce contains prohibitions, or establishes pen- 
alties which do not exist under State laws for corresponding conduct, 
the interstate carrier is tempted to find excuses for violations and 
evasions under shelter of the less stringent State laws. 

By reference to the brief notice of the meeting with State railway 
commissioners, which will be found in another part of this report, it 
will be seen that the State commissions have felt the great difficulties 
attending the want of entire harmony between State and national laws, 
and a committee of five State railroad commissioners was then ap- 
pointed to consider the subject and report to the next conference upon 
the best plan to obtain harmony in railroad legislation. The time has 
not yet been fixed for the meeting of the conference to which that com- 
mittee will report, but it will probably be held next spring. The bring- 
ing about of that harmony by a substantial re-enactment of the act to 
regulate commerce by all the States and Territories would to a large 
extent relieve the whole subject of the difficulties at present attending 
it, and would go very far towards a solution of the railroad problem. 
Possibly such a re-enactment may in time occur, but we have deemed 
it our duty at this time, and, as accounting in great part for any imper- 
fect execution of the law, to bring to the notice of Congress some of the 
difficulties necessarily encountered by reason of the fact that the act to 
regulate commerce does not cover the whole transportation business of 
the country. A statement showing State roads that claim they are not 
subject to the act and therefore not required to report to the Commis- 
sion, is given in Appendix 9. 


76 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


CONSOLIDATION—ABSORPTION OF WEAKER LINES BY THE 
STRONGER. 


The tendency in recent years towards the aggregation and combina- 
tion of capital invested in various of the larger business pursuits has 
been so marked—such aggregations are so subject to misuse, and when 
misused are so potent for mischief—that every new indication of the 
growth of this tendency leaves the public less free from apprehension. 
This is so true as to all transactions between railroad corporations that 
any working arrangement or agreement for the establishment of through 
lines, by which expense may be avoided and the public served, is sub- 
ject to more or less distrust. 

Whether because of some abuses in railroad management when in 
conducting interstate commerce the carriers were a law unto them- 
selves, or whether for some other reason, the fact seems to be that every 
railroad combination in the direction of unity of interest or unity of 
control provokes such suspicion as to warrant, if it does not require, 
explanation. 

The tendency to consolidation of railroads and to the absorption of 
the weaker by the stronger lines has been sometimes ascribed to the 
act to regulate commerce or some of its provisions. Jt has been so as- 
cribed by those of such experience as to entitle their opinions to consid- 
eration. 

The tendency to the combination and concentration of other great in- 
terests is scarcely older than the act to regulate commerce, to which 
such interests are not subject. 

Combinations and unifications of railroad properties had their origin 
as early as railroad investment was of sufficient magnitude to invite 
them. They had so advanced when the act was passed that the rail- 
roads outnumbered the companies operating them two to one. Both 
before and since the act was in force the tendency to such combination 
and unity has kept well up with the increasing ability of the proprie- 
tors and managers of one road to buy or control another. 

With an average annual railroad investment approximating $400,- 
000,000, and a corresponding increased railroad mileage, there are each 
year more roads for consolidation, increased opportunities for absorp- 
tion, new and greater inducements for combination. Yet the propor- 
tion of combinations effected was greater before than after the act. 
Considered separately for the period of nine years since the last census, 
the number of roads merged annually in the seven years before the act 
was nearly double the number annually merged in the two years there- 
after. The combinations for these nine years, and how effected, appear 
in the following statement, which, with the subsequent statements, is 
taken from the best obtainable data: 
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CONSOLIDATIONS, ETC., TO DECEMBER 31, 1888, oF ROADS THAT WERE OPERATING 
COMPANIES ON JUNE 30, 1880. 


How acquired. 1880. | 1881. | 1882. | 1883. | 1884. | 1885. | 1886, | 1887. | 1888. 
Consolidated, absorbed, and merged ...--.-.- 33 53 11 9 | 7 (5 9 9 7 
Controlled, leased, and operated...-...-.--.. 69 28 40 | 22 12 23 12 15 21 
UWE OLAS @ Ol eras rates ate ielsalulale) <iataic\=1s]=\e [oie (alelelei='s 13 8 3 5 1 2 2 2 4 
71 Ei eiGd Ge es See ere 115| 89| 54| 36| 20| 80) 23| 26] 32 
Reorganizations and changes in name....... 7 i TRE 5 5 12 iil 3 

| 

RECAPITULATION. 

LUO UGUL OE TLS AIOE oo osu b op acccagedagandueuas ce scoug St ecnaba =s90 000000000 000000 8oCO0S DOSIEACOCIBaD 425 
ANNIGIRURE: TEL WCEP 0605-0 casana so866> sosaod7a06 deeb boon gobo lagadcuNnNoU pScSuTeeadss sean obaNODeCES 47 
ARVIN TRO Ne SVGIEL FREES) | REUbT NEN SA cogSoeccondb oo so CC oECs oI so50—ad 49 dessus SSO Sao SSC SbUGEsEee 367 
Average per year.-....---- ge Be ono S SOOO ROS SOUBSO Sais pou eon QoKONsOgOnNNC Ocne Sea seoacaccHessssede 52 
Total for two years (1887 and 1888)........-..--.----.-- otaleieiatbsioreuin tele ie soins eYaecisectnss celeron. 58 
ACV ERAS POL yeas soci isk esceaccle sa sesas we iveee als eiuielciaia selesiseeceieee cies diss ni e(iswaeasislesiosece 29 
Motaltorithree:yeansi(1Ss0y 188 lea dud S82) ire oe ileere = cinieisiolelsisje\s/ele lel=ie/s.el esis o sieip tele la eel: ieyarelaeiels Seelettele 258 
ASTOBUSS JOSIE OM coacas dndops oona so cgoQasSpGoGUOUAD BC OLOOGSe DOOOUd COOUBE DOES coveencHeDedecs 86 
Total for three years (1883, 1884, and 1885) .........-...- miatareva forelele einrels siete croleieleleyareleislaiwias siete eielete reste voraye 86 
JN ORAEB) [DEP WCE soc 6b bbeeue 6onse0 503506 OsOSCOe8cb Ns D6S8ey BoangD SaTSboadeCESnEcebosUaonSsscces 28 
Total for three years (1886, 1887, and 1888) ....... Scan ah soso oS none Sa ueopEO nDEOad Coser eneedacconconds 81 
JMVETRES) OEP FIER s ooo do noc oonaosea895oc00 sondes pesuosdcuocansEDsHodae sanded sooendSancgdocnenat 27 


The latest union of railroad interests which has attracted public at- 
tention, and of which this Commission has been advised, is that of the 
Union Pacific with the Chicago and Northwestern. This alliance isan 
agreement for the in terchange of through business, the establishment 
ot through lines by which the interests of the companies may be pro- 
moted and the public convenience served. It provides for the inter- 
change and continuous carriage of freights from the place of shipment 
to the place of destination over 5,000 miles and more of the Union Pacific 
system and more than 4,000 miles—all—of the Chicago and Northwestern 
system. The arrangement as to through carriage and interchanges for 
that purpose does little, if any, more than give effect to one purpose of 
the law. Such acontinuons carriage is favored by the third and seventh 
sections of the interstate-commerce act. Except as to interchange of 
business and continuous carriage the two companies and systems seem 
as free from the control of each other as before such union. 

Substantially all the consolidations and absorptions made by the two 
companies or systems preceded the act, or resulted from contracts which 
preceded it. 

The authorized mileage of the Union Pacific proper, as constructed. 
was less than 2,000 miles, which was increased to more than 6,000 miles 
through its affiliated and controlled lines. 

The Chicago and Northwestern acquired and commenced operating 
119 miles of road at the date of its organization in 1859, and had less 
than 500 miles in 1866. By absorption, purchase, or otherwise, it had 
acquired control of more than 3,500 miles in 1886. 
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The Pennsylvania Railroad Company, a corporation of that State, au- 
thorized at first to construct a road less than 250 miles long between 
two of its principal cities, grew into a vast system, extending into and 
across several States of the Union. Its entire mileage, including main 
and branch, owned and leased lines, was less than 500 miles in 1861. 
In 1880 it included nearly 4,000 miles. In every year since then it has 
added to its mileage not more annually after than before the Act. By 
extension, purchase, absorption, or other arrangement, its control, di- 
rectly or through affiliated companies, embraces more than 7,000 miles. 

The progress made by the two companies or systems last named, in 
acquiring control of roads of other companies and increased mileage, is 
indicated in the following statement : 


SUMMARY OF NUMBER AND MILEAGE OF ROADS OF PENNSYLVANIA SYSTEM AC- 
QUIRED, IN YEARS INDICATED, TO JUNE 30, 1889. 


(Roads omitted for which proper data are lacking.] 


Pennestvania | Peumsstvania | ota 
‘Year. 
No.| Miles. |No.| Miles. | No.| Miles. 
PAgeicoiatan ere ere. fel Oe Cerone tee eee §26 | §1,158.87 |j]18 | [12,614.30 | 44) 3,773.17 
1880... 22.200 Rik Sey coi ance Meee oh eet TE 2 111.54 | 2 243.15| 4| 354.69 
ss atic Sano RR OR Raa aloe UR a, encod 1 £7, BD) sol a et ee 1 47. 82 
:fov O eelin ans a ie telat SA UY Taen ne SAE aoa de 3 (etagultinl| ete 3| 181.48 
1868.5. 754.205: AnMNTN Oboes boar ee AA Ny Pate: 1 Give |e Ne gece I 675 
De iy Me Cpa Pee oe Geert ed ee 3 | ee See ee 3 99. 40 
Fade Ae precet eaere Wier Coane eee me «a 2 128.36 | 1 28.15| 3| 156.51 
ah ih pA EE Re SE Res ata SIE Cine Ny 3 6026 |e nee ee 3 60.26 
LET a ween cy. teeiaee eae eee Poe 2 14.94] 1 122.08] 3| 136.32 
TRBOupt seals Zod tS Salen 2) ca 2 ee ae | 2 115.57 | 2 67.53| 4| 183.10 
USS Aas NDS (aa at tres aes: 4 Baler en Siero oe 4 7.95 
Ce at ee CERES ee RRS Stes oe | 49} 1,982.24] 24 9,075.21 “73 | 45, 007. 45 


*The charter (1846) authorized the construction of a road from Harrisburg, Pa., to Pittsburgh, Pa., 
the length jof which, when completed, was 248.2 miles; the first section, from Harrisburg, Pa., to 
Lewistown, Pa., 60.6 miles, was opened September 1, 1849. Mileage owned and controlled June 30 
1889, approximately, 4,113.75. 

t Mileage in 1871, the year of organization, 796.20. Mileage June 30, 1889, approximately, 3,38) .27. 

+ Total mileage owned and controlled by Pennsylvania system June 30, 1889, approximately, 7,495.02. 

§ Subsequent to 1860. 

|| Subsequent to 1868. Includes ten roads, 1,556.25 miles, controlled through ownership of stock; 
no information as to date acquired. 
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SUMMARY OF NUMBER AND MILEAGE OF Roaps oF CHICAGO AND NORTHWESTERN 
RaILway COMPANY ACQUIRED, IN YEARS INDICATED, TO JUNE 30, 1889. 


. 


[Roads omitted for which proper data are lacking.] 


Year. No.| Miles. Year. No.| Miles. 


NSCS eee eect easier oaeaawcenes Sass 3 486. 70 | SS dor eeiciswiete sles ssie/aie vieja = sfaisielainatoere's 11 | 2, 083, 02 
ASU bctscrerseia= icc caonisicisaiicatcciseciieisicats 1 MOS WON SSO v tare Seicetssaeleicieie< celeste inact mellietotevewa eerie 
US il var cheiate lslajeleratay-intale e(oieaterctoisisiaclersiciais 1 ABPSO NW ASSGiee raters otiereicis ec sicis = ieisiais visisis seiee Ballantecances 
Mi eermc.ce wists isicie sale oaie cielo e se eee aree 1 QO sOO | eGo rate ciate a 'alelaloln ae sac nasa is acim 5 109. 49 
PUSS Okie etatetetateisielsiecsteiocteie aise sieisisielsni= ate 2 ZT Cull \pLOSS) em lwiaterele wisielctele slaleiclsioveic(e ee mrsictoleeie 2 79. 64 
LED 665 Sebbodeacenuadasconouuoouaees neu lpsonD ance WS SQ) coe eric ieisis aie Sac iste= ee c= sisreieree 2 41.16 
Ss prance Ponta: oo el wh rare ey 
ie W555 0aHe Fou eB aob sass somrnasere 4 190. 03 


*Tn addition to what appears in table, it should be stated that this company owns stock of the Chi- 
cago, St. Paul, Minneapolis and Omaha Railway Company, 1,310.52 miles, to the amount of $14,700,000 
in total stock of $34,050,126.66, over $10,000,000 of said owned stock having been acquired in 1882. 
Mileage of Chicago and Northwestern Railway Company at date of organization, June 7, 1859, 119.80; 
mileage owned and controlled June 30, 1889, 4,250.38. 


What is said of the Chicago and Northwestern and of the Pennsyl- 
vania may be said of the Louisville and Nashville, the Lake Shore 
and Michigan Southern, the New York Central, and is substantially 
true of the railroad system of this country as well as of other countries. 
Railroad consolidations and combinations first challenged public atten- 
tion in other countries where they were the cause of great apprehen- 
sion. Twenty years ago they were made the subject of investigation 
by a royal commission in England. 

In view of the facts, it would seem that the cause for railroad consol- 
idations must be looked for elsewhere than in the restrictive provisions 
of the interstate commerce act, while it is suggested with much rea- 
son that these restrictive provisions are themselves the result of be- 
havior in railroad management. 

The act in its main provisions declares in substance that— 

To be lawful, charges-for railroad services must be reasonable and 
just. 

To take a greater or less compensation from one person than from 
another for a like service is unjust discrimination and unlawful. 

To give unreasonable preference to persons, localities, or kinds of 
traffic to the disadvantage of other persons, localities, or kinds of traffic 
is unlawful. 

To make the greater charge for a shorter distance transportation 
service lawful there must be exceptional circumstances which make it 
just. 

Combinations, contracts, and agreements between different and com- 
peting roads for pooling their freights or dividing any part of their 
earnings is unlawful. 

To be lawful, schedules of fares and charges, as well as of increases 
and reductions in fares and charges, must be posted and kept open to 
public inspection. 
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Combinations, contracts, agreements, or devices to prevent the car- 
riage of freights being continuous from place of shipment to place of 
destination are unlawful. 

A provision of the third section of the act declares : 

Every common carrier subject to the provisions of this act shall, according to their 
respective powers, afford all reasonable, proper, and equal facilities for the inter- 
change of traffic between their respective lines, and for the receiving, forwarding, 
and delivering of passengers and property to and from their several lines and those 
connecting therewith, and shall not discriminate in their rates and charges between 
such connecting lines. 

Of the restrictive and chief provision of the act given above, that 
which makes the pooling of freights and the division of earnings of 
competing lines unlawful is usually credited with being the efficient 
cause as well of objectionable railroad consolidations and absorptions 
as of hurtful instability of fares and charges. It is so credited on the 
assumption that hurtful competition, especially between stronger and 
weaker lines, can only be prevented by the pooling of freights, the di- 
vision of earnings, and the guaranties to be secured through such pool- 
ings and divisions. Weaker lines are indirect lines, longer lines, and 
lines requiring more time and affording inferior facilities and accom- 
modations. Previous to the enactment of these restrictive measures 
prohibiting pooling and the division of freights and earnings of com- 
peting lines it was, inconsideration of the maintenance of agreed fares 
and charges between the stronger and weaker lines, the practice of the 
stronger to guaranty to the weaker an agreed division, share, or pro- 
portion of business. When shippers patronized the stronger lines at 
the agreed rates to such extent that the weaker lines failed to obtain 
their conceded share of the business and earnings, the stronger lines 
accounted for and made good the deficiency from their own receipts. 
On the assumption that the agreed rates were no more than reasona- 
ble, the amount realized by the stronger lines was less than reasonable 
compensation for their services to the extent of such deficiency. But 
it being assumed that reasonable compensation for the transportation 
services they rendered remained to the stronger lines after making good 
the guaranty to the weaker, the amount necessary to make good such 
deficiency was necessarily derived from charges in excess of such rea- 
sonable compensation. In this view, the practice was interpreted as 
resulting in excessive charges on shipments made by the public as a 
means of paying weaker lines for joining the stronger in maintaining 
exorbitant rates. So interpreted, the practice, or guaranty based on 
agreed divisions of business, was condemned and prohibited by the act 
to regulate commerce. 

This provision of the act making it unlawful to divide business or 
earnings deprived the stronger lines as well of the ability as of the 
legal right to guaranty to the weaker lines a conceded share of busi- 
ness when the guaranty could no longer be made good from charges re- 
garded as excessive. 
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CONSOLIDATION—INTERCHANGE OF TRAFFIC. 


For any advantage of which the roads were deprived by these re- 
strictive provisions it is believed an equivalent was intended to be given 
in the equal facilities for the interchange of traffic and for receiving and 
forwarding persons and property under the above-cited provision of sec- 
tion 3 of the act. \ 

Since its last annual report to the Congress the Commission has made 
investigation of a complaint under this provision of section 3 of the 
act, made by the Little Rock and Memphis Railroad Company against 
the East Tennessee, Virginia and Georgia Railroad Company, and the 
Iron Mountain and Southern Railway Company. 

The western terminus of one line of the East Tennessee, Virginia and 
Georgia Railroad Company is Memphis, Tenn. From Memphis the road 
of the Little Rock and Memphis Railroad Company extends to Little 
Rock, Ark. From Little Rock a division of the road of the St. Louis, 
Tron Mountain and Southern Railway Company runs to Texarkana and 
’ other points in Texas and the Southwest. 

These companies had, previous to June, 1888, established and until 
then maintained, a through line over their several roads or lines for the 
transportation of persons and property from and to points on the 
lines of said companies, or any of them, and connections in the States 
west of the Mississippi River to and from points on said companies’ 
lines and connections east of the Mississippi. When, in June, 1888, said 
iron Mountain Company had constructed and completed a line of its 
own from Little Rock to Memphis, it would no longer maintain the 
through line over the road of the Little Rock Company; but claiming 
that the public could be well served over a through line from Texas 
and points west to Tennessee and points east, of which through line its 
own line from Little Rock to Memphis, should be part, the Iron Mount- 
ain Company insisted on the substitution of the Little Rock and Mem- 
phis section of its own line for the line of the Little Rock Company. 

The East Tenuessee, Virginia, and Georgia joined the Iron Mountain 
Company in establishing such a through line, and thereafter both re- 
fused to interchange with the Little Rock Company traffic passing over 
it and destined to points on the through line they had maintained with 
it previous to June, 1888. 

The Little Rock Company complained of this as a refusal to afford it 
the equal facilities for the interchange of traffic which it alleged to be 
its lawful right under said provision of section 3 of the act, and insisted 
that the other companies should afford it facilities equal to the facili- 
ties they afford each other and for the same equal rates and charges. 

On investigation, the Commission found the through line or route of 
which the Little Rock and Memphis Company’s line had been a part to 
be more direct and shorter than that substituted for it, that it was a 
reasonable and convenient route, and its re-establishment would be in 

H, Mis, 50-—6 
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the public interest. Its discontinuance by the other companies sub- 
jected the public to increased cost and greater delays in transportation. 
Their refusal to continue or re-establish it, while they maintained an- 
other through line from and to the same points, was a denial of proper 
and equal facilities for the interchange of traftic, for receiving, forward- 
ing, and delivering passengers and property, and a discrimination in 
rates and charges between connecting lines. The opinion of the com- 
mission expressed the belief that under such conditions it was theinten- 
tion of the Congress in the third section of the act to secure to the Little 
Rock and Memphis Company, or other companies under like conditions, 
the proper and equal facilities so denied by providing for the establish- 
ment and maintenance of through lines over connecting lines without 
discrimination in rates and charges as between such connecting lines; 
but the Commission held that when, as in this case, the companies hav- 
ing connecting lines objected to forming through lines with another 
company some method of procedure was necessary to establish such 
through line and fix the terms upon which it was to be maintained, and 
the act provided no procedure to fix such terms or by which sucb 
through line could be established. 

The omission to make legal provision for through lines limits trans- 
portation over the line of the Little Rock and Memphis Company to 
local traffic. This results primarily from the construction of a line be- 
tween Memphis and Little Rock by the Iron Mountain Company, when 
the line of the Little Rock Company was ample for the traffic, through 
as well as local. The Iron Mountain Company now has substantially 
all the through business. The business of the Little Rock Company had 
been largely threugh traffic, without which the local business was, and 
still is, insufficient for the successful operation of its road. To obtain 
through business under the present state of the law, the company must 
extend its line from Little Rock to Texas and southwestern territory 
already reached and adequately served by the Iron Mountain line. A 
necessary result would be the support and maintenance of two roads 
where one is ample for the traffic, and can render the service with more 
profit to the carrier and lower cost to the public. A result not unheard 
of would be a hostile and possible disastrous competition between the 
companies to be followed by an alliance hostile to the public. 

Should the Little Rock Company, in view of necessary or possible 
results, find itself unable or unwilling to so extend its line, it must 
await the development of a traffic merely local and yet inadequate to 
the suitable and proper maintenance of its road, or submit to the ab- 
sorption of its line as an affiliated line or feeder to a stronger line. 

The status of the Little Rock and Memphis Railroad Company in its 
relations to connecting lines and the results of such relations is suffi- 
ciently explanatory of the status and relations of all other independent 
roads, or roads of a local character, in respect of their relations with 
connecting lines, which are the same as they were before the act to 
regulate commerce. 
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COMPLAINTS AGAINST THE WORKINGS OF THE LAW, 


In some cases within the year complaint has been publicly made by 
manufacturers or other large dealers whose business has not been satis- 
factorily profitable, that the fact was due wholly orin part to the Inter- 
state Commerce Law, which was wrong in theory, because it took from 
the carriers the power to sell their services at pleasure. Such a com- 
plaint is aimed at the vital principle of the law; it does unquestionably 
take away from the carriers the power to sell their services at pleasure 
and require them to perform service for all persons, trades, occupations, 
localities, and communities with entire impartiality. It was chiefly be- 
cause they formerly, in selling their services at pleasure, discriminated 
grossly, generally in favor of large dealers, that the Government inter- 
fered. Common justice required the interference. The discriminations 
were sometimes so great that the difference in the rates paid by two 
dealers sharply competing in the same line of business were sufficient 
to make the one prosperous and send the other to bankruptcy ; and, as 
in the bargain for services the larger dealer always had the most to offer, 
it was the smaller dealer that was commonly pushed to the wall; so 
that the sale of their services at pleasure by the carriers was continu- 
ally adding to the force of other circumstances which, without regard to 
merit or ability, were assisting to make the rich richer and the poor 
poorer. It was the beliefof Congress that, in so far as the requirement 
of impartiality in the service of carriers by rail would have that effect, 
this tendency should be checked ; and, the law being just in itself, the 
complaint ofa dealer that it takes away his ability to build up a pros- 
perity on the special bargains he could make with carriers is a compli- 
ment to the law, not a reproach. 

Other complaints have occasionally been made, traceable to a dis- 
continuance of methods or practices intended to be corrected by the 
law. Quite naturally the law will be complained of by any interest 
that has profited either by sharing the earnings of the railroads or by 
any special advantages. Such interests have much at stake, and are 
therefore desirous to be let alone. The law is looked upon unfavora- 
bly when it interferes to protect the public directly by its prohibitions, 
or indirectly by liberating carriers from injurious methods. The pri- 
mary purpose of the law doubtless is that the service of the public by 
the carriers shall be just and impartial. But that is not all. It con- 
templates that carriers shall free themselves from burdens that dimin- 
ish their capacity for cheaper and better service to the public. An 
“enumeration of these includes ticket brokers, commissions to ticket 
agents and to freight solicitors, special cars owned by shippers or by 
private car companies, with payment of excessive car mileage, adjunct 
properties of doubtful value owned or invested in by managers, service 
for express companies, free transportation of persons, and others that 
might be named. ; 
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Complaints that have their origin in a misuse of corporate powers, or 
practices injurious to carriers or to the public, are not arguments 
against the propriety of the law. Railroads are public instrumentali- 
ties, and the public is concerned in the manner in which their affairs 
are managed, as well as the service they render. As common carriers 
they are expected to supply suitable and adequate accommodations for 
the business on their lines, and to so perform their service as not to 
afford preference to some nor cause prejudice to others. They are ex- 
pected to do their business with their own corporate agencies, and not 
to delegate their duties to independent and often irresponsible parties 
acting as middle-men between the carriers and the public. For con- 
tinuous carriage by connecting routes all reasonable facilities are ex- 
pected to be afforded. In short, railroads, as the necessary highways 
of the country, are expected to keep in view the purpose for which 
their franchises were granted, and, while guarding their revenues with 
fidelity to their corporate interests, to make the public service their 
constant aim, and to so manage their affairs that the service shall be 
impartial and reasonable. 


FEDERAL REGULATION OF SAFETY APPLIANCES, 


Personally concerned as every man is in the safety of travel the sub- 
ject of railroad accidents has always had the greatest popular interest. 
That the facts are quite sufficient to warrant this interest may be seen 
from the following figures taken from the annual reports of the railroads 
of the country to the Commission for the year ending June 30, 1888. 
There were reported for that year deaths and injuries to persons as fol- 
lows: 


Passenvers Killed eammeccereseatiee ance ss tteseeneint ee eeceaet 315 
Hassen gers ured Soemmyceersese east nee areas see eteenia sats 2,138 
Emp loyés tulle ditecmrsrerse serene pere atege een state teneraele sista eee 2, 070 
Loin glen eisbofNNel ene encooe coSone cacasos Jessen sane ce 20, 148 
Other persons: killedeye a. saceees cee eee Jateiee aysiraheeeeels 2,897 
Ojihen perso mem Wve dete erste eretelerete ree stele terete telesales ere 3, 602 
Total persous: killeda ec toes caer se ceer eee esce es 5, 282 
Motalipersonsimyjured sae cece esse nee sete setae ete ee 25, 888 


But the reports do not cover the total mileage of the country; only 
92.792 per cent. of it. If the accident rate was the same on the roads 
not reporting, the total number killed was 5,693 and the total injured 
27,898. These are the returns made by the railroad companies them- 
selves, and they can not well be suspected of exaggeration. Neither is 
there, on the other hand, any reason to suppose that they are not, in 
most cases, complete and prepared with perfect good faith. 

A thought strikingly suggested by these figures is that accidents to 
passengers take up an undue proportion of the public attention. Not 
only are casualties to employés several times more numerous, but they 
are concentrated upon a comparatively small class, each individual of 
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which undergoes considerable hazard. Some estimate of how great 
this hazard is in the ease of one class of employés may be made from 
the records of the Brotherhood of Railroad Brakemen, an organization 
_ that has for one of its objects the insurance of its members against 
death or total disability. During the year 1888 the average member- 
Ship of this brotherhood was 10,052.5. Insurance has been paid upon 
114 deaths and 53 total disabilities, the result of injuries received from 
railroad cars during that year. In the same time there were only 31 
deaths and 6 total disabilities from natural causes. These data are 
taken from the printed assessment notices of the order. Thus one in 
every 88 of the members of this organization is killed yearly, and one in 
60 suffers either death or total disability. It appears, also, that a brake- 
man has only 31 chances in 145, or 1 in 4.7, of being allowed to die a 
natural death. Exception may perhaps be taken to this conclusion on 
the ground that brakemen are mostly young and vigorous men not likely 
to die from natural causes, but surely this view of the case is not more 
satisfactory than the other. No record is kept showing the number of 
lesser injuries received, but if the ratio of killed to wounded is taken as 
the same as that which, according to the figures quoted above, holds 
good in accidents to railroad employés over the country at large, namely, 
1 to 9.73, the number of those receiving injuries serious enough to be 
reported to the Commission would be, exclusive of the killed, 1,109, or 
1 in 9 of the members of the order. It would appear from this result 
that, besides running great danger of death, a brakeman will, on the 
average, be injured once for every nine years of service. It should 
be said that this brotherhood includes quite a number of conductors 
and others whose occupation is less dangerous than that of brake- 
men, so that the hazard to brakemen is presumably somewhat greater 
than here shown. It is probable that no occupation followed in this 
country by any large class surpasses in danger that of the railway 
brakemen. 

It having been urged upon the Commission from several quarters, 
but more particularly by the State railroad commissioners at the con- 
vention in March, that there was a necessity for some sort of national 
action in matters relating to safety on railroads, an investigation of the 
subject was begun in the spring of the present year. Although infor- 
mation has been obtained principally from miscellaneous sources, two 
circulars have been issued making inquiry concerning matters of spe- 
cial importance. The first, dated April 1, dealt especially with auto- 
matic freight-car couplers, and called not only for facts but for tech- 
- nical opinion. It was addressed to the heads of the car-building de- 
partments of all the leading roads. The second, issued May 17, con- 
cerned the general subject of Federal regulation of the mechanical 
features of railroad working, and was intended to call out from those 
best informed and most interested the fullest discussion of that subject 
and of the facts bearing upon it. It was addressed to all State railroad 


p 


386 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


commissioners, to the grand masters of the chief organizations of rail- 
road employés, and to a number of railroad experts and others who 
were known to have made special study of the matters in question. A 
number of the replies to this circular were prepared with much care 
and have great value, being in fact thoughtful discussions of the mat- 
ters suggested by the circular, written from various points of view by 
men of ability and special knowledge. Both of these circulars, to- 
gether with most of the matter elicited by them, will be found in 
Appendix 10. 

The question of the prevention of loss of life and limb on railways 
has received study of late years from various quarters. It has been 
carefully investigated by the various State commissions whose reports 
have served as a guide to legislatures, to public sentiment, and often to 
the railroads themselves. In no direction has inventive and executive 
mechanical genius been more active or, on the whole, more successful. 
Some of the American inventors are not unworthy to be classed with 
Stephenson himself for what they have done to aid and perfect railway 
transportation. But perhaps the most important work of all, as far as 
mechanical appliances are concerned, has been done by the Master Car- 
Builders’ Association, an organization little known to the general pub- 
lic, developed by the railway corporations themselves to meet certain 
requirements of modern railroading. This association meets annually, 
and, as regards one of its most important purposes, may be not inap- 
propriately described as a federal assembly of car-shops, in which each 
railroad corporation has a voice, proportioned to the number of cars it 
owns, in determining upon those standards of uniform construction 
which extensive interchange of cars makes necessary. The conclusions 
of this body are recommendatory aud not binding upon its members, its 
careful methods of procedure, likely to assure the best results, and the 
economies dependent upon uniform construction being relied upon to 
support its recommendations. Any improvement in safety appliances, 
then, which depends for its success upon uniform action by railroads all 
over the country, and the most important do so depend, must first se- 
cure the approval of the Master Car-Builders’ Association. 

The importance of this association will further appear in the course 
of a brief sketch of some of the problems relating to public safety which 
apparently call for solution through national legislation. 


AUTOMATIC FREIGHT-CAR COUPLERS. 


The subject of automatic freight-car couplers deserves first mention 
because of the large number of lives lost and limbs maimed in coup- 
ling cars, because these accidents are not of a sort to attract the pub- - 
lic attention they deserve, and because there seems to be a practicable 
remedy. No satisfactory statistics exist of the number killed and in- 
jured in this kind of accident. For the year ending June 30, 1888, 
326 deaths and 6,827 injuries were reported to the Commission as due 
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to this cause, but these numbers are somewhat less than the true ones, 
for the reason that part of the roads reporting keep no record which 
distinguishes coupling accidents from the total number. The danger 
of stepping in front of a moving car to guide a link into a pocket is 
sufficiently plain, and such a method of coupling has been con- 
sidered for many years a reproach upon railroad construction. Nor is 
the danger of it the only objection to the link-and-pin system. It is 
both expensive and mechanically defective. The pins being loose and © 
of some value, are constantly being lost and stolen. The coupling pro- 
cess is cumbrous and slow. If the.cars coupled are not of the same 
height, one tends to hang, as it were, upon the other, often to the dam- 
age of both cars. The play or “loose slack” which each link permits 
causes every car to be started with a jerk, sometimes violent and in- 
jurious to both cars and freight. 

It isa mistake, however, to imagine that these difficulties are easily 
remedied or that there have been, until very recently, automatic devices 
against which serious or fatal objections could not be brought. 
Although some thousands of couplers have been patented, the difficulty 
has been not to choose among good ones, but to find any good one. 
Nor can any mechanic, however great his experience, judge by looking 
at a coupling device or by merely mechanical tests, what defects it may 
have. The conditions are so complex that only various and extended 
trial in actual service will determine the merits of a coupler, and many 
which gave the greatest promise have failed in such a trial. Nor is it 
possible, consistently with public safety or with railroad interest, to neg- 
lect the non-mechanical consideration, most diffienlt of all to satisfy, 
namely, that automatic couplers to be successful must be of a uniform 
type throughout the country. It is not at all necessary that they be of 
the same patent, but they must couple automatically with one another. 
That this uniformity is essential, follows directly from the fact that 
freight trains are made up of a mixture of cars from many railroads, 
and that it is more dangerous to couple two automatic couplers of dis- 
tinct types than to couple with the link and pin. In fact, it is the diffi- 
culty of obtaining this uniformity that now offers the most serious ob- 
stacle to the progress of automatic couplers and supports the demand 
of railway employés for some authoritative action. 

Although the deaths and mutilations occurring in coupling cars had 
been repeatedly discussed in the reports of State commissions and rail- 
roads had been urged to move more vigorously towards adopting auto- 
matic couplers, the first legislative action was taken by Connecticut in 
1882. The statute provided that automatic couplers, approved by the 
railrvad commission, must be placed on all new cars, under a penalty. 
A statute nearly identical in its provisions was enacted by Massachu- 
setts in 1884. In that year also the legislature of New York passed a 
law that after July 1, 1886, no couplers other than automatic should be 
placed upon any new freight car to be built or purchased for use in the 
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State. In 1885 a statute quite similar, naming the same date, July 1, 
1886, was enacted in Michigan. Besides these of some years ago we 
have quite recently a New York statute, approved June 16, 1889, which 
provides that after November 1, 1892, it shall be unlawful for railroads 
to run any of their own cars in that Gae unless equipped with auto- 
matic couplers. 

It may be said of the earlier statutes that their greatest aeeraliete 
was probably in showing the railroad companies that public sentiment 
was earnest on thesubject and required that something beaccomplished. 
Uniformity was not furthered since different commissions approved 
different couplers. The laws could not well be enforced upon roads only 
partly in the State. Many persons, including the present Counecticut 
commissioners, believe that the mixture of link couplings with a number 
of different automatic types tended to increase rather than diminish 
coupling accidents. 

Attention, however, had been directed to the matter, and in 1884 it 
was the subject of earnest and thorough discussion by the Master Car 
Builders’ Association, and definite progress was then made in the adop- 
tion of a resolution that ‘¢the vertical plane type of coupler was mechani- 
cally the best.” 

A “vertical plane” coupler, it may be explained, is one that permits 
an up and down sliding motion between the two parts, making it impos- 
sible for one car to hang or drag down upon another, as may happen 
with a link coupling. From this time the activity of the association, 
chiefly through its executive committee, was continuous and careful. 
A competitive test held by the committee in September, 1885, one of 
the conditions of which was that each coupler tested must be fitted as 
for actual service to at least two cars, resulted in the selection of twelve 
couplers for further trial. The principal points determined by the test 
were facility of coupling and uncoupling under difficult conditions, as 
on sharp curves, and strength to resist concussion. 

In 1886 and in the spring of 1887 tests of continuous brakes for freight 
trains were carried on at Burlington, Iowa, under the direction of a 
committee of the Master Car Builders’ Association, and on a very large 
scale. These tests had incidentally a great influence on determining 
the value of different types of couplers, since it was shown in the course 
of the experiments that, contrary to the previous belief, the same engine 
could start as many cars provided with the ‘vertical plane” couplers, 
which are a kind of hooks fitting close together and permitting no play 
between the cars except by compression of the draw-springs (“spring 
slack”), as it could of cars coupled with links, which have several 
inches play or “loose slack” between every two cars. It had before 
been urged, and generally believed, that the “loose slack,” causing the 
cars to be started successively and permitting the engine to move sev- 
eral feet before starting all the cars, was a necessity in the handling of 
the heaviest trains. 
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The breaking down of this objection was, when added to other con- 
siderations, regarded by the committee as decisive, and at the Master 
Car Builders’ convention in 1887 they submitted an elaborate report ree- 
ommending one of the types of vertical plane hook couplers as the 
standard of the association. To determine what patent couplers came 
within the type it was suggested that an approved coupler be obtained 
from one of the manufacturers, and all others coupling with it in a sat- 
isfactory manner be regarded as belonging to the type. The next step 
was for the association to take a formal vote upon the standard thus 
recommended. Such votes are taken by letter ballot, a two-thirds ma- 
jority being necessary to adoption. Each member representing a rail- 
road is entitled to one vote and to an additional vote for each one thou- 
sand cars owned by the railroad. Upon a ballot of this sort the 
proposed coupler became a standard by a vote of 474 to 194. The pre- 
cise form of the hook was left to a committee, and was published in 
April, 1888. 

The standard of automatic freight-car couplers thus adopted by the 
Master Car Builders’ Association is not strictly a single coupler, but a 
type or genus under which there may be an indefinite variety of patent 
couplers, differing materially in some respects, yet each capable of 
coupling automatically with every other. There are now perhaps a 
dozen patents under the type, and there will no doubt be more, so that 
jt can not be said that its general acceptance would involve giving a 
monopoly to any patentee. 

The activity of railroads in fitting their ears with these couplers has 
not, however, been satisfactory or as great as was generally expected. 
The natural way of introducing such an appliance is to have it placed 
upon all new cars and upon all old cars needing new draught rigging. 
A few roads only are doing this, though the Pennsylvania and other 
large systems are of the number. ‘The first cost of the standard coup- 
lers is considerable, from $20 to $25 a car, asagainst $10 to $15 for the 
link-and-pin form, and is alone sufficient to deter many roads from 
adopting them. The movement for their introduction, too, is actively 
opposed by all interested in patent couplers which they would super- 
sede. Some look upon the action of the association as premature and 
doubt its wisdom. Many are experimenting upon a small scale to de- 
termine which to choose of the patent couplers belonging to the type. 
The principal obstacle, however, is quite generally stated to be the need 
of uniform action. Automatic couplers serve no good purpose unless 
their use is so general that cars fitted with them come together in act- 
ual service, and are not lost among the multitude of cars fitted with 
link and pin. The automatic coupler is automatic only with another 
automatic coupler, and not with a link. When it meets the link a coup- 
ling must be made by hand, and is quite as dangerous, or more so, as 
that between two cars both rigged for the link and pin. At present only 
a very small fraction of the couplers in use are automatic. Obviously, 
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then, there is a strong motive for each road to put off spending its 
money in making the change until assured of general co-operation. 

The case may be summarized somewhat as follows: A few large roads 
have actually adopted some form of the Master Car_Builders’ coupler, 
and are bringing it into use as fast as could reasonably be expected. 
Many others are experimenting with various forms. A few, principally 
in New England, are actively opposed to the standard. A very large 
number mildly favor it but are waiting for general action. The smaller, 
poorer, and less progressive roads are generally indifferent to the whole 
question. 

Meanwhile coupling accidents are as numerous and distressing as 
ever, and the question is raised whether the action of the Master Car 
Builders should not be seconded by national legislation. That it should 
is the view that seems to prevail among the employés whose lives are 
endangered and is held by many others. It derives support from what 
appears to be the impossibility of securing the necessary uniformity in 
any other way. On the other hand, there are grave objections to such 
radical action. Those railroads who are moving slowly in the matter 
may urge with plausibility that the question is comparatively new and 
one of great importance and that not only pecuniary interests but 
those of public safety also will be, in the end, best served if they act 
cautiously and only after sufficient experiment. The standard was not 
finally settled and drawings of it published until April of 1888, and 
some particulars, not, however, essential, were determined only in the 
present year. However unfortunate the present condition may be it is 
not likely that any good will result from acting with undue haste. 
The requirements of a general law, which might be entirely reasonable 
for some roads, would work serious hardship to others and probably 
result in forcing into use the cheapest and least desirable forms of the 
standard type. 

Closely connected with the question of automatic couplers is that of 
a standard height above the rail for the coupling head or draw-bar and 
standard proportions and position for the dead-blocks or buffers which 
take the shock of violent concussions. The danger of coupling by hand 
is greatly increased if the parts connected are not of the same height. 
A standard height was adopted by the master car-builders in 1872, and 
the fact that itis not closely maintained by car-builders shows the 
difficulty of securing uniformity even in a very simple matter. If the 
dead-blocks are not similarly placed on two colliding cars they fail in 
their office altogether, and if they are badly placed they imperil the 
brakeman. In this, asin other matters, uniformity is in itself a prin- 
cipal means of safety, since 2 man is much less likely to be injured when 
familiar with the apparatus he is dealing with than when it is strange 
to him. | 
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CONTINUOUS BRAKES FOR FREIGHT TRAINS. 


In this country the use of automatic air-brakes, continuous through 
the train and operated principally from the engine, is almost universal 
upon passenger cars. The control of freight trains in the same way, 
searcely thought of ten years ago, has of late made considerable prog- 
ress and, questions of safety aside, is looked upon as promising one of 
the greatest advances in railroading that have ever been brought about. 
As a means of saving life it does not yield in importance to the use of 
automatic couplers. This saving is effected chieflyin three ways. 

First. By diminishing the number of collisions and train accidents of 
all kinds. A freight train running at high speed can be stopped, if 
fully equipped with continuous brakes, in a distance less than its own 
length. If hand-brakes are relied upon it will usually run half a mile 
or more. It is thus, in the first case, subject to the immediate and effi- 
cient control of the engineer, who can stop it in a few seconds on the 
appearance of danger. Collisions are also frequently prevented by: the 
automatic action of continuous brakes which, in case a train parts by 
the failure of a coupling, immediately brings both sections to a stand. 
With hand-brakes, and especially on a steep grade, such accidents, 
which are quite common, often result in a collision between the parts 
of the broken train. 

Second. The destructive effects of derailment are greatly decreased, 
since any displacement of cars sufficient to break the air-hose connect- 
ing two of them at once sets the brakes throughout the train and 
brings it to a stop, perhaps when as yet only a few cars have had time 
to leave the track. 

Third. Continuous brakes do away for the most part with the neces- 
sity for traversing the tops of moving trains. Under the old system, 
which is still the general one, the men are out on the darkest nights 
and in the coldest weather, sometimes when the roofs are covered with 
ice, making their way from car to car, setting or loosing the brakes. 
The returns to the Commission do not show the number of men killed 
and injured in falling from cars, but an estimate may be made by taking 
that proportion of the totals which is usually found to be due to this 
cause. Such a process gives: Killed, 613; injured, 4,025. 

Besides preventing and mitigating accidents continuous brakes make 
it possible to run heavier trains, a greater number of them, and at a 
higher rate of speed than would otherwise be safe. 

In their development they afford an interesting exemplification of 
the high degree of organization attained by the mechanical branch of 
the railroad interest and of the magnitude of the experiments it is in 
a position to undertake to determine the value of appliances. At the 
tests held in July, 1886, and May, 1887, near Burlington, Iowa, upon 
the Chicago, Burlington and Quiney road, and under the direction of 
the Master Car Builders’ Association, each competing brake company 
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was required to furnish a complete train of fifty cars fitted with the ap- 
pliances to be tested. The test upon each of the two occasions lasted 
three weeks; the trains were put through the most various and trying 
evolutions, every significant fact capable of measurement being recorded 
by carefully prepared apparatus. Since then long trains fitted out by 
brake manufacturers have on several occasions traversed the country 
merely for the purpose of testing and advertising some form of con- 
tinuous brakes. 

The outcome of these experiments and of the improvements resulting 
from them has been a high degree of efficiency. 

The obstacles to the introduction of continuous brakes are much the 
same as those in the case of automatic couplers; first cost, about $50 
per car, and the need of simultaneous action by many railroads. The 
continuous brake apparatus on any one car depends for its usefulness 
upon other cars being equipped in the same way. Any car not so 
equipped cuts off ail behind it from communication with the air-pump 
on the engine and without this communication the brakes are worthless. 
The apparatus begins to be effective only when a number of cars pro- 
vided with it are brought together at the head ofthe train. Conse- 
quently the capital invested before the movement becomes somewhat 
general must in large part lie idle. . 

Wherever freight trains are run for long distances without being 
broken up upon roads which do not employ a large proportion of foreign 
cars, the conditions are favorable for continuous brakes. The greater 
part now in use are found west of the Missouri River. On the other 
hand, short lines doing most of their business in the cars of other roads 
can not well adopt them. 

The subject of automatic couplers and continuous brakes for freight 
trains is of especial importance, because the fact that these improve- 
ments are but slowly and cautiously introduced makes the principal 
ground for the feeling that the lives and limbs of railroad employés do 
not receive such consideration in the conduct of railroads as justice re- 
quires they should receive. There are forcible papers on this subject in 
the appendix. 

It is perhaps to be assumed that expensive changes in equipment are 
and will be made by railroads only as they are expected to be profitable, 
and that life-saving is not always given sufficient weight. But it is by 
no means a fact that railroad officers as a class are indifferent to humane 
considerations, and much of this sort that is said is wholly unjust. 
Among them are not infrequently found men by whom the safety of 
their employés is held of the first importance and who are willing to 
make disinterested efforts to secure it. But such feeling is not, perhaps, 
most commonly found among those who have power to appropriate sums 
of money to carry out their wishes. With the higher officers and with 
the board of directors the safety of trainmen is likely to be a somewhat 
vague consideration, not forced upon the attention by personal observa- 


REPORT OF THE INTERSTATE COMMERCE COMMISSION. 93 


tion and not so distinctly brought to their attention as are the facts 
pertaining to their pecuniary interest. 

Nor should much weight be given to the statement sometimes made 
that employés can not be protected; that they are usually themselves 
responsible for accidents, being reckless and unwilling to take the pre- 
cautions that would save them It need not be claimed for them that 
they are more cautious than other men, but only that their duties 
should, when possible, be made such that a reasonable degree of cau- 
tion will protect them. It is not easy to see that a man whose foot 
catches in a frog while his attention is concentrated upon effecting a 
coupling, or who slips from a car on an icy night, is necessarily reck- 
less. There is no reason for supposing that trainmen value their lives 
less than other people or are less careful of them. A brakeman is as 
cautious as a general manager would be with the same duties, the same 
haste, exhaustion, and exposure. It is surprising that such arguments 
should have weight with any one. 


HEATING OF PASSENGER CARS. 


Early in the year 1887 the pbrase “the deadly car stove” began to 
be familiar. Its deadly nature was not then a new discovery. Often 
before, as at Ashtabula, in December, 1876, it had added the horror of 
fire 10 the others which attend a railroad accident. But as yet no per- 
sistent public demand had been made for its abolition, possibly because 
the public had not realized that a substitute was practicable. But the 
winter of 1886~87 brought a series of accidents, which, being detailed 
in the press, made the public familiar with the picture of living men 
and women held beneath the timbers of a wrecked car and slowly 
burned. The Rio disaster on the St. Paul road, October 28, 1886, 
when seventeen persons were burned to death, was followed January 
4, 1887, by the burning of thirteen in a wreck at Republic, Ohio, and 
February 5 by the crushing and burning to death of thirty more at 
White River, Vermont. Lesser horrors of the same kind were not 
wanting. At that time systems of heating which do not require a fire 
in the cars were little in use except upon the New York Elevated Rail- 
road, where cars were heated by steam from the engine. 

As soon, however, as the traveling public began to believe that stoves 
were dangerous and could be dispensed with it became the aim of every 
enterprising road, solicitous for its popularity, to do away with them as 
fast as possible. Nor was the public in all cases content until its pro- 
tests had taken an authoritative form. in Massachusetts, New York, 
and Michigan statutes were passed in 1887, the aim of which was to 
make the use of common stoves in passenger cars illegal after the win- 
ter of 1887-’88. The result of this agitation was great activity on the 
part of railroads and inventors in originating and improving heating 
devices and in experimenting with them. Safety heaters, which, 
though requiring a fire in each car, were constructed with special ref- 
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erence to preventing its spread in case of wreck, were already in con- 
siderable use. These, however, though not forbidden by the statutes of 
Michigan and Massachusetts, were looked upon with some suspicion 
and thought was for the most part directed to devising plans for heat- 
ing cars by steam from the engine. 

The problem whose solution was thus undertakeniis_a difficult and 
complex one, and is, after two winters’ experience, though greatly ad- 
vanced, still in an experimental stage. The legislators of 1887 over- 
estimated in some cases what it was practicable for the railroads to do. 
The statute of New York required that after November 1, 1888, cars 
must not be heated by any form of stove or furnace kept in the car. In 
1888, however, it was amended so as to give the railroad commissioners 
power to extend the time, in special cases, for a year longer. In Con- 
necticut the commissioners, empowered by the legislature, issued in 
December, 1887, an order that all new passenger cars built-or purchased 
for use in the State must be equipped for continuous heating. This 
order was generally disobeyed, and the commission, after further in- 
vestigation, condones, in its last report, this disobedience on the part 
of the roads, and intimates that it was justified by the unsatisfactory 
working of continuous-heating appliances. 

A mere mention of some of the more obvious difficulties of contin- 
uous heating may serve to show that the problem is not an easy one. 
It has been claimed that in case of wreck the steam escaping from the 
broken pipe would scald to death imprisoned passengers. There is 
doubt if this danger be a serious one, but to diminish it steam is usually 
carried at low pressure. It is often necessary to heat cars which are 
not connected with an engine. This is the case with sleeping cars 
standing at stations and may be the case with a train on the road and 
in the coldest weather, as when the track is blocked by snow and the 
engine is sent for help. A stove and fuel, as a provision against the 
latter emergency, should be carried in every car. The maintenance of 
a uniform temperature throughout long trains offers also considerable 
difficulties. Probably the most serious difficulty, however, concerns, 
just as in the case of automatic couplers and of continuous brakes, a 
question of uniformity. Through cars, especially sleepers, traverse 
several roads and can use no system of continuous heating which is not 
the same, in certain important respects, as that of each of the roads 
over which they pass. In these respects, where uniformity is impor- 
tant, there is at present the greatest diversity. There have been various 
attempts by those interested to bring about an agreement upon the 
form of steam hose coupling to be used between the cars, but so far 
without any promise of success. 

There are now a dozen or more couplers upon the market and a com- 
mittee of the Master Car Builders, appointed in 1888 to recommend 
one asa standard, found the difficulties so great that in their report 
this year they refused to do so. Some systems of heating use two 
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pipes throughout the train, making a complete circuit from the engine 
to the rear car and back. Some have only one pipe. Some make the 
connections between cars below the platforms, some above, some at 
the roof of the car. It is plain that cars differently fitted in these 
respects can not be connected for continuous heating. 

Upon the whole it appears that the more progressive railroad man- 
agers have shown energy in this matter and a sincere purpose to extend 
the use of continuous heating as fast as practicable. The present condi- 
tion, however, is far from satisfactory, and towards the essential point 
of uniformity it is not apparent that any real progress has been made. 

The problems of light and ventilation are naturally suggested by that 
of heating, but to cover, even in the most cursory manner, the whole 
subject of safety and comfort on railroads would be a tedious task and 
aside from the present purpose, whichis to give such brief exposition 
of some of the more important matters as may help to show why Fed- 
eral regulation has been thought desirable and perhaps to suggest 
something of the difficulties it would have to meet. 

Brief mention may here be made of the block system and of inter- 
locking, to encourage wider use of which would undoubtedly be a part 
of the duty of any Federal agency taking cognizance of such matters. 
Under the block system the line of railroad is divided into sectionsa few 
miles long called block sections or blocks, so guarded by signals as to 
prevent two trains being in the same block at tbe same time. As soon 
as a train passes into a block at one end the signals for the block are set 
at danger and rema‘n so until it passes out at the other end. Interlock- 
ing is a mechanical device by which the levers actuating a number of 
signals and switches are brought together and interlocked; that is, made 
interdependent in their movements so that the fact that a switch is open 
will make it impossible for the signal which indicates that the track is 
all right to be displayed. A draw-bridge and a signal may be inter- 
locked so that when the bridge is open the signal is necessarily at 
‘‘ danger,” and the signal’nan can not put it at “safety ” even if he tries. 
Or a complicated system of switches and signals, such as is always nec- 
essary at freight or passenger stations where much traffic is handled, 
may be so controlled that it is mechanically impossible that they should 
occupy dangerous or inconsistent positiors. 


VIEWS OF STATE COMMISSIONS. 


In view of the extensive interchange of cars, both freight and pas- 
senger, making it necessary that regulation in such matters as couplers, 
train-brakes, and heating appliances should be general and uniform in 
order to be effective, itis not surprising to learn that State regulation 
has been found unsatisfactory. In its report for 1886 the New York 
‘ railroad commission says : 

To attain the main object of an automatic coupler, ¢. e., to save the lives and limbs 
of trainmen, itis most desirable that but one device should be in universal use. If 
there is diversity it will increase rather than diminish the present dangers. 


96 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


There appears to be but two ways for this to be brought about, one by the opera- 
tion of the law of the ‘survival of the fittest,” the other by the creation by Congress 
of a commission to determine upon one coupler and compel its adoption by all com- 
panies engaged in interstate commerce, 

The first method it would seem will be slow beyond all computation from the 
present indications. There appears to be no good reason, however, why the second 
could not be done. 

Under its power to ‘“‘regulate commerce among the several States” Congress has 
already prescribed rules for the inspection of hulls and boilers of steam-ships, for the 
examination of engineers as to their competency, for vessels being provided with 
boats, life-preservers, and for many similar things to insure the safety of travel by 
water. 

Tt would seem that the same power could and should be exercised to insure safety 
in the operation of railroads. 


In 1887 the Massachusetts commission says: 


The tendency of opinion among railroad men is toward the selection of some verti- 
cal plane coupler. But it seems doubtful whether any one will be universally 
adopted, unless its use for interstate commerce shall be compelled by Congressional 
action. It would seem, however, that all compulsory State legislation, prescribing 
the use of any one coupler, must be unconstitutional and void so far as it relates to 
interstate commerce, for no State can direct the manner in which interstate com- 
merce shall be conducted, and so much of our commerce is interstate that only an in- 
significant fraction will remain subject to the restrictions of local legislation in this 
respect. If this be so, it is probable that efforts will be made to provide mechanical 
safeguards to the great volume of traffic which is subject to interstate and interna- 
tional law. 


In the report of the commissioners of New Hampshire for 1888, we 
read : 


No commission whose authority is bounded by State lines can go fast or far in com- 
pelling the roads within its jurisdiction to adopt safety devices and appliances nec- 
essary for the protection of employés and passengers, such as steam heaters, electric 
lights, and automatic couplers. Hven if we assume that a State may delegate to a 
commission the power to prohibit upon its territory any but approved equipment 
upon cars used in interstate traffic, it is absolutely necessary that such equipment 
should be uniform upon all roads constituting a through line, and the obstacles in 
securing uniformity by the action of the several States through which such roads 
pass are apparent. 

The regulation of these matters may properly be, and indeed must be, left to Con- 
gress or the Interstate Commission, which can prescribe rules applicable to the entire 
country, and make orders that can be enforced upon entire railway systems. With 
this in view the board has this year joined the commissions of other States in ad- 
dressing to Congress a petition asking that the Interstate Commission be required to 
investigate the subject and propose some plan by which the desired results can be 
secured. 


The same feeling was expressed in the resolution passed by the con. 
vention of railroad commissioners held at Washington in March of the 
present year: 

Whereas thousands of railroad employés every year are killed or injured in coup- 
ling or uncoupling freight cars used in interstate traffic and in handling the brakes 


of such cars, and most of these accidents can be avoided by the use of uniform coup- 
lers and train-brakes; and 


REPORT OF THE INTERSTATE COMMERCE COMMISSION. 97 


Whereas the success and growth of the system of heating cars by steam from the 
locomotive or other single source largely depends on the adoption in interstate traffic 
of a uniform steam coupler; and 

Whereas these subjects are believed to be of pressing importance and within the 
proper scope of the powers of the Congress of the United States, while attempts on 
the part of the individual States to deal with them have resulted and must continue 
to result in conflicting regulations: 

Resolved, That we do respectfully and earnestly urge the Interstate Commerce 
Commission to consider what can be done to prevent tiie loss of life and limb in coup- 
ling and uncoupling freight cars used in interstate commerce, and in handling the 
brakes of such cars, and in what way the growth of the system of heating passenger 
cars from the locomotive or other single source can be promoted, to the end that said 
commission may make recommendations in the premises to the various railroads 
within its jurisdiction and make such suggestions as to legislation on said subjects as 
may seem to it necessary and expedient. 


PROBLEM OF FEDERAL REGULATION. 


If it is assumed that the condition of things thus briefly outlined calls 
for some Federal action in the interest of safety, particularly of the safety 
of workmen in railroad employ, it remains to consider what that action 
should be. 

Two distinct ways of proceeding are naturally suggested. Congress 
may, should it see fit, pass definite statutes requiring that certain ap- 
plianees be brought into use upon all the railroads of the country within 
a certain time; or, having in view the difficulty and importance of the 
question, it may prefer to make some provision for its further investiga- 
tion, trusting that the mere fact that such an investigation is in progress 
will not be without immediate results. 

This Commission is not prepared to recommend a national law pre- 
scribing appliances. It does not assume to say that such legislation 
will never be advisable, but it is not prepared to say that it is advisable 
at present. The difficulties of formulating a law from which good re- 
sults could be expected are certainly very great, if not insurmountable, 
and, although pains have been taken to secure the views of all inter- 
ea no legislation of this sort has been suggested that seems plainly 
to be wise and safe. A statute requiring that all freight cars be fitted 
with automatic couplers by a certain date--a requirement against which 
it is probable that less could be urged than against any others sug- 
gested—has already been shown to be open to seriougobjections. It is 
impossible to say what the results of such a law would be, but there is 
no certainty that they would be good. If it did not bring about uni- 
formity—and there is no assurance that it would—it would be most 
injurious to all interests involved, including those of public safety. 

While it is no doubt highly desirable that results be reached as soon 
as possible, it is still more desirable that no mistakes be made. Noth- 
ing could be more unfortunate than a repetition, on an enormous scale, 
of the unsatisfactory results of State legislation. Ifthe State statutes 
of afew years ago regarding couplers had been national statutes, itseems 
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plain that the question would be in less hopeful condition than it is at 
present. The effect of that legislation was to hasten the adoption of a 
variety of automatic couplers, most of which must of course be set aside 
if uniformity is to be attained. In fact, the strongest opposition to the 
Master Car Builders’ type of coupler—the one that, so far as can be seen, 
has most chance of uniform adoption —is found in New England, where, 
as a result of State legislation, automatic couplers not of that type have 
secured a strong hold. A reasonable prudence and regard for the les- 
sons of previous experience require that action involving the compulsory 
use of particular appliances should be undertaken only with the great- 
est caution and upon more thorough investigation than has as yet been 
practicable. It has been suggested that for the present, at least, the 
interests of safety would be better served by providing for a board of 
specialists, so constituted as tocommand respect from both the the rail- 
roads and the public, whose business it would be to make investigations 
and recommendations relating to railroad casualties. 

To determine in detail precisely how such a board or bureau should 
be organized, just how much it should be expected to accomplish, and 
what powers should be given it, is a matter of much delicacy, in the 
study of which careful attention should be given to bodies of a similar 
sort now in existence. 

Although we have had in ‘this country no national inspection of rail- 
ways, we have had for nearly fifty years something closely analogous to 
it in the steam-boat inspection service. And to find a nation which 
undertakes the inspection of railways with a view to the protection of 
human life we need go no farther than England, a country where the 
relations between railways and the government are in many respects 
similar to what we have at home. Such inspection is also undertaken 
in‘the countries of the Continent of Europe, but as the conditions in 
those countries are much less like our own than those in England, their 
methods are not so instructive. These two examples of effort on the 
part of Government to increase the security of human life, the steam- 
boat inspection service of the United States and the English system of 
railway inspection, may profitably be regarded as representative of two 
distinct principles, both of which may be usefully studied in dealing 
with the subject now under consideration. In the former we have an 
example of an in8pecting agency which not only investigates safety 
appliances and makes recommendations and reports, but also has con- 
siderable powers of actual interference and control. In the English 
statute under which inspectors are appointed it is expressly provided 
that ‘no person so appointed shall exercise any powers of interference 
in the affairs of any company.” Both systems are successful, but it is 
clear that this success must be achieved in somewhat different manners. 
It is clear also that the inspecting agency, which has the more power, will 
require the more elaborate organization and incur the greater responsi- 
bilities. The system of steam-boat inspection under our own laws is 
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assumed to be familiar; a brief statement of the systein of railway in- 
spection in England is here given. 

Although the English system of inspection of railways by officers 
acting under the direction of the Board of Trade dates back to 1810, the 
statute determining the powers and duties of the present inspectors 
was passed, like our act to regulate steam-vessels, in 1871. That. stat- 
ute, after authorizing the appointment of inspectors, ‘‘ provided that 
no person so appointed shall exercise any powers of interference in the 
affairs of any company,” gives each inspector power to inspect any 
railway, and all its stations, works, buildings, rolling stock, ete.; to re- 
quire the attendance before him of any person in the management or 
employ of a company; to require such person to answer his inquiries, 
and to enforce the production of any papers he considers important for 
his purpose. Provision is also made for a more formal investigation 
in very serious cases to be conducted by a court, consisting of an in- 
_ spector and persons designated by the board of trade to assist him. 
Such a court has no power beyond what is necessary for investigation. 
Its function ends when it submits a report of its findings to the Board 
of Trade. ; 

Under this act the Board of Trade appoints as inspectors three officers 
detailed from the Royal Engineers. 

Their position is practically a permanent one, and they are of course 
men whose character and abilities command respect from all quarters. 
_ Whenever an accident occurs in the United Kingdom of which the 
Board of Trade desire to make investigation (there need not necessarily 
have been any loss of life) one of these officers is selected to make it. 
He proceeds to the scene of the accident, conducts his investigation, and 
makes his report. As soon as this is printed a copy is sent to the man- 
agement of the company on whose line the accident occurred. A blue 
book containing these special reports together with complete accident 
statistics, is published quarterly. The number of reports for each quar- 
ter, of course, varies greatly, but the average is about twenty-five. 
They enter into minute detail and yet are clear and vigorous. A short 
account of the accident. and the damage done in it comes first; then 
follows a careful description of the surroundings; then the evidence ina 
concise form; and finally the concluding portion, in which the accident 
is discussed, responsibility fixed, and recommendations made. 

The only power in the nature of actual interference which inspecting 
officers exercise is in the case of a new line. Such a line can not be 
opened till the Board of Trade gives its sanction, and the inspecting of.- 
ficers can and do require that everything that they think necessary for 
safety be provided before they recommend that this sanction be given. 
But when sanction is once given, the Board has no further power. 
After the line is open the company may even remove works which it 
has erected to obtain the Board’s sanction; and there is no remedy. 

Besides the quarterly publication of returns of accidents already 
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mentioned, two other documents, relating te safety appliances, are 
regularly issued by the Board of Trade. One is issued half-yearly, and 
relates to continuous brakes on passenger trains. It is made up chiefly 
of returns which the companies are by act of Parliament required to 
make, showing in the most complete manner the number and propor- 
tion of passenger cars fitted with continuous brakes, the kind of brakes 
used, every case of failure of continuous brakes to act, giving cause of 
failure in detail, and in general the progress in the use of continuous 
brakes from year to year. The second document is published yearly 
and contains similar returns relative to the interlocking of switch and 
signal levers and the block system. The purpose of these publications 
seems to be to assure complete publicity, to keep the people and the 
railroads themselves alive to what the latter are or are not doing, and 
at the same time to furnish data from which the efficiency of various 
appliances may be studied. In addition to these regular publications 
the Board from time to time issues circulars pertaining to matters in 
which especial pressure seems to be necessary. 

Although the success of this unpretentious system of regulation has 
been very decided, there has frequently, at times when accidents ap- 
peared especially numerous, been considerable agitation to have the 
supervisory authority of the Board of Trade extended. After investi- 
gation, however, the proposition to give the Board powers of direct 
control has invariably been rejected, and none have opposed it more 
strongly than the Board itself and its inspecting officers. During the 
past thirty years the prevention of accidents has several times been the 
subject of parliamentary inquiries, the most thorough of which was 
made by a royalcommission appointed in 1874. Their report, presented 
three years later, is accompanied by a quarto volume of evidence, con- 
taining 1,150 pages. Regarding an extension of the powers of the Board 
of Trade, they speak as follows: 

Large as are the powers now possessed by the Board of Trade and the railway com- 
mission, in respect of railways, they are so adjusted and so limited as to leave with 
the companies the undivided responsibility of working their lines. The first and most 
important question, therefore, which we have had to consider, as affecting the entire 
character of our report, is whether our investigation leads us to advise a departure. 
from this policy which has heretofore characterized railway legislation. 

With this point in view we have given a wide scope to our inquiry. We have not 
only examined the responsible officers of the Board of Trade and of railway companies, 
but we have also received the statements of railway servants of every grade. We 
have, moreover, personally inspected railway premises and works in various places 
throughout the kingdom, and investigated on our own behalf certain typical cases of 
railway accidents, And, in conducting these inquiries, we have given the full- 
est consideration to the system of railway management, especially with respect to 
the condition and dangers of railway servants. But upon full consideration we are 
not prepared to recommend any legislation authorizing such an interference with 
railways as would impair in any way the responsibility of the companies -for injury 
or loss of life caused by accident on their lines. To impose on any public department 
the duty and to intrust it with the necessary powers to exercise a general control 
over the practical administration of railways would not, in our opinion, be either 
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prudent or desirable. A Government authority placed in such a position would be 
exposed to the danger either of appearing indirectly to guaranty works, appliances, 
and arrangements which might practically prove faulty or insufficient, or else of in- 
terfering with railway management to an extent which would soon alienate from it 


public sympathy and confidence, and thus destroy its moral influence, and with it its 
capacity for usefulness. 


Even the powers now expressed by the Board of Trade in respect of new lines of 
railway are not wholly free from these objections. Here, however, the practical 
evils are so slight and the benefits are so considerabie and definite that we think the 
only question is whether these powers might not be still further increased. Butonce 
a railway is opened the State now holds the company responsible to maintain it and 
work the traffic in a manner compatible with the public safety. The Government 
inspecting officers have powers of inspection, and their reports are exceedingly valu- 
able; but to go further and clothe a government department with unlimited powers 
to interfere in the interests of public safety with the detailed working of traffic upon 
railways must necessarily create a concurrent responsibility, and in whatever meas- 
ure this responsibility be cast upon a government board the responsibility now rest- 
ing upon railway companies will be diminished. 

This reasoning seems to be amply supported by the evidence, and, 
together with the other objections noticed, is believed to be conclusive 
against the institution of an administrative agency with power to en- 
force upon railroads the useof particular appliances. 

In the consideration of the general subject. of railroad inspection and 
supervision it should not be overlooked that there are in many of the 
States, if not all, statutory provisions of more or less vigor for the in- 
spection of railroads in the respective States by State officials. The 
reports of some of the State railroad commissions show that their in- 
spection of the railroad as a structure is very thorough. Some of the 
reports are also very full and complete as to accidents, showing their 
cause, nature, and extent, and in establishing the individual responsi- 
bility therefor when negligence or want of care was the cause. Twenty- 
six States have already provided for State commissions with powers 
and duties varying somewhat in degree, but of the same general char- 
acter. The tendency is in the direction of increased power and duties 
in these boards. Judging from their rapid growth in the past both in 
numbers and scope, probably every State will soon have a commission 
upon which will be imposed, among other things, the duty of thorough 
annual inspection of the roads in each State, respectively, and of inves- 
tigation of all matters pertaining to accidents and injuries in railroad 
operations. The necessity for Federal inspection and regulation will 
exist, as already shown, more especially wher@uniformity is required in 
safety appliances in the train equipment 

With these general statements the whole subject is submitted to the 
wisdom of Congress. It will be perfectly obvious, on what is stated, 
that if any system of Federal inspection or supervision in respect to 
railroad appliances is provided for it must be impossible for the mem- 
bers of this Commission in person to perform the duties of such inspec: 
tion and supervision. 
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INSURANCE FUNDS, AND THE RELATIONS OF CORPORATIONS AND 
THEIR EMPLOYES. 


Though questions relating to the well-being of men in railroa1 employ 
and of their families are not by the act to regulate commerce expressly 
referred to this Commission, they are not so far foreign to it as to pre- 
elude their receiving some attention at our hands. Indeed, the pros- 
perity of railway corporations and the safety and usefuiness of the 
service performed by them is largely connected with the condition of 
their employés, and is therefore not only natural that public interest in 
such condition should be largely enlisted on humanitarian grounds, but 
that also it should receive the attention of public authorities because 
of its being a matter of general concern. The number of these em- 
ployés is very large. Their work is of peculiar importance to the pub- 
lic, and is performed under circumstances of great responsibility and 
danger. All these circumstances not only give them special claims 
upon public consideration, but enlist the public attention because of 
the large interests that all classes of the community have in the safe 
and judicious performance of their duties, which must always depend 
in some degree upon their ability to make proper provision for them- 
selves and their families. 

A comprehensive view of the relations which exist between them and 
the corporations by which they are’employed is therefore no less inter- 
esting than important; and it seems desirable to the Commission that 
facts should be gathered showing not only what provisions were made 
in the nature of insurance for the persons and families of employés 
by organization among themselves, but also to what extent their 
employers have made provisions for funds to accomplish alike purpose. 
For this purpose circulars were addressed to the heads of the most im- 
portant orders now in existence composed of railroad employés, and also 
to officials of eighty-five of the leading railway companies. The result 
of the information gathered by these circulars will appear in an ap- 
pendix to this report. 

The main poiuts upon which information was sought from the organ- 
izations of employés were: Whether the order or organization provided 
any sort of insurance or benefit fund for the relief of the families of 
members in the event of injury, sickness, or death of the member; 
whether any rules of apprenticeship prevailed before admission to the 
organization ; whether grades of service among engineers and conduct- 
ors were recognized, either by the organization or by their employers, 
and, if so, what were the conditions of such grades, and whether pro- 
motions among shopmen were made from the men so employed or from 
outsiders. 

The principal questions asked of railroad managers were substan- 
tially the following: Whether an insurance or guaranty fund was 
provided for employés in case of their disability by accident or illness, 
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or to relieve their families in either event, or in case of death. If so, 
all facts relating to the mode of accumulating such fund, its mainte- 
nance, disbursement, and conditions were called for; also, whether 
eating or lodging houses have been provided for trainmen when from 
home, or reading-rooms or other resorts; whether the company addressed 
had an established system of technical training for its men; whether a 
regular plan of promotion existed as an inducement to the employés to 
attain a high degree of efficiency; and whether special rules were 
promulgated to make sure of obtaining competent locomotive engineers 
and other trainmen, 

An exhaustive analysis of the replies sent to the cireular will not be 
attempted here, but an examination of them will prove interesting and 
profitable. 

On the part of the labor organizations it is made to appear that there 
has been a very general adoption of something in the nature of a mut- 
ual insurance system on the assessment plan, whereby in case of in- 
jury or disability from sickness the beneficiary draws a stated weekly 
allowance, or, if death ensues, his family is made sure of a sum that 
will at least suffice to remove immediate want. There is every evidence 
that this insurance feature has the hearty support of the several broth- 
erhoods or orders, and is greatly to the advantage of the members. 
The only questions made related to the methods to be employed and 
the persons to whom control should be given. Funds devoted to this 
purpose seem, so far as may be judged from the reports, to have been 
well managed, and the success that is claimed to have attended all ef.- 
forts in this direction may be expected to continue with the spread of 
the system. An expression adverse to the relief associations organized 
by certain of the railroads is set forth by the grand secretary and 
treasurer of the Brotherhood of Railroad Brakemen, whose reasons 
will be found given in detail in Appendix 11. 

In the matter of rules governing apprenticeships no fixed system 
seems to prevail, nor any desire to interfere with company regulation. 

As to promotions, the prevailing sentiment favors making length of 
service the determining factor where other things are equal, and the 
bringing of men from the outside to fill positions is spoken of asa cause 
of dissatisfaction in one of the brotherhoods. Those who speak for the 
principal orders are unanimous in expressing their belief in the good 
results attending such associations, not only to those who are thus 
banded together, but to the employing companies. It isinsisted that a 
more trustworthy and efficient class of men is secured thereby. One of 
the organizations, in particular, makes sobriety a condition of member- 
ship, and deviation therefrom a cause for expulsion. Harmonious rela- 
tions between employers and employés are noticed in several commu- 
nications. ; 

The inquiries addressed to the railroad companies are quite fully 
answered and embody much valuable information. All to whom the 
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circular was addressed have responded fully, and of the eighty-five 
answering, twelve appear to have instituted insurance funds in the in- 
terests of their men; five others have hospital funds; five have benefit 
associations, supported wholly by employés; one contributes annually 
$500 for a like purpose, and one contemplates starting an insurance 
department at an early day. Fifty per cent. of the lines heard from 
furnish eating or lodging houses to their employés needing them. 
Twenty of them provide technical education to a greater or less extent, 
but in all cases where no regular technical training is supplied as such 
training the apprenticeship system prevails or men are selected who 
have proved their competency by actual service. Itis plain from the 
responses obtained from both classes that with the growth of closer 
relations between employés and the corporations not only are the in- 
terests of both greatly promoted, but the public is assured of better 
and more efficient transportation service. 


RAILROADS IN FOREIGN COUNTRIES, 


In January, 1888, the Commission addressed a communication to the 
Secretary of State, expressing the desire that the Commission should 
be furnished with copies of such publications relating to railroads and 
internal commerce as are issued by foreign governments, and requesting 
his assistance in procuring the same. In compliance therewith the 
State Department transmitted to the Commission documents pertaining 
_ to railroads in China, Japan, Persia, Norway and Sweden, Netherlands, 
Dutch Colonial Possessions, Russia, Island of Trinidad, Uruguay and 
Paraguay, Argentine Republic, Chili, and Mexico. Extracts from some 
of these documents and abstracts of others are attached hereto (Appen- 
dix 12). The Commission is in possession of much information from 
other sources in respect of railroads in other foreign countries, which 
need not however be given at this time. 


HOW THE ACT HAS BEEN ADMINISTERED, 


The general course pursued by the Commission in the practical ad- 
ministration of the provisions of the statute, and the scope of its au- 
thority, are proper subjects of public interest. 

The paramount aim of the Commission has been the object for which 
the statute was enacted, namely to bring the transportation business o¢ 
the country under the eontrol of its provisions. Undoubtedly the first 
duty of an administrative officer is to give effect to the law under which he 
acts. Much depends, however,on the manner in which this is done, and 
misdirected energy may render a law nugatory. A fanatical or sensa- 
tional course rarely leads to good results, but, on the contrary, usually 
provokes antagonisms, and often tends to defiance of the law itself. 
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When a law relates to great business interests intended to be gov- 
erned by its provisions throughout the whole extent of a vast country 
with many diverse characteristics, great care is required to so adminis- 
ter the law that it shall be respected and obeyed. In a matter of such 
magnitude and importance as the transportation business of this coun- 
try many other things are required besides prosecutions for violations. 
Careful interpretations of the provisions of the law, correct knowleage 
of the subjects to which it applies, and of any distinctions in conditions 
that may modify its application, are necessary, in order that it may be 
intelligently applied. A reasonable time was also required to enable 
business interests generally to become familiarized with the changed 
methods under the law, and for carriers to adjust their classifications 
and schedules and their modes of business to the new requirements. 

It was deemed a matter of primary importance to bring the interests 
affected into harmonious relations to the law, and to understand that, 
while it revolutionizes certain methods, it is something more than a 
merely punitive statute, defining crimes and providing for their punish- 
ment, and that its ultimate purpose is the general good of the country, 
not less of the carriers themselves than of the public. This may involve 
what is sometimes called an educational process, but when many 
courses of long standing are to be unlearned, as well as right courses 
to be learned, it is an important process in dealing with intelligent 
men, not essentially bad nor engaged in criminal pursuits, but whose 
faults were in many respects wrong methods in the conduct of a legiti- 
mate business, in which they had too often been taught that success 
might be regarded as justifying the methods empioyed. <A standard of 
rightand wrong as well as of legal duty was to be set up, and conform- 
ity to this standard induced, if possible, by the conviction that their 
true interests would be better promoted. The numerous complaints 
from parties interested, calling for investigation and decision, and the 
opportunities they afforded for explaining the principles of the law and 
pointing out the rules to be observed, it was thought would for a time 
largely aid in producing this conviction, and perhaps suffice in the form 
of prosecutions. It was not doubted that, if the carriers of the country, 
managed in great part by well-informed and able men, could become 
convinced that compliance with the law would resultin better relations 
between themselves and between carriers as aclass and the public, and 
that their interests would be subserved in consequence, only exceptional 
instances would remain to be dealt with by punitive methods. 

Much attention, therefore, has been given to this aspect of adminis- 
tration, and the Commission believes that upon the whole good results 
have followed, and that the body of the carriers of the country are ip 
accord with its efforts in this direction and desirous in general to co- 
operate in the enforcement of the law. 

In consideration of the motives that usually influence human con: 
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duct in great business affairs in which the whole country is concerned, 
it was believed that at the outset at least, and until leading principles 
were fairly settled, it would be more profitable for the Commission for 
the most part to lay down rules of conduct for the present and future, 
and by frequent conference and intercourse with managers to have 
those rules observed, than to devote its time mainly to instituting and 
conducting penal and criminal prosecutions. There is also in the pub- 
lic mind a sense of incongruity between the prosecuting function, in- 
volving as it does detective methods and an attitude of hostility, and 
the judicial function, rightly expected to require impartial and.just in- 
vestigation and decision of controverted questions of law and fact. It 
is a fundamental principle, and generally provided for by statutes, that 
every man shall have a fair trial before a tribunal free from any pos- 
sible bias that might arise from relationship, interest in the result, or 
partisan connection as attorney or counsel, or who may become a pros- 
ecutor in the transaction. 

It ts not intended to be implied that official prosecutions should not 
be instituted directly by the Commission, The enforcement of the law 
by the methods provided for in the act is part, and a material part, of 
its duty, and prosecutions constitute one of those methods. It is only 
meant that prosecutions in the courts, inaugurated and carried on by 
the Commission, would necessarily have superseded other duties that 
were more useful and apparently more important. The preparation 
and conduct of prosecutions, if made the main duty, would inevitably 
occupy nearly the whole time of the Commission, and leave little oppor- 
tunity for other matters. Such prosecutions must take place in the 
United States courts. They are not cognizable before the Commission. 
The jurisdiction of the Commission does not cover suits for penalties 
or criminal indictments. The theory of the act is similar to that upon 
which several State commissions have been created, that the Commis- 
sion shall investigate and report its conclusions of fact aud law, and in 
certain instances award reparation for damages, but that its determina- 
tions are only enforcable in the courts, for which purpose its conclu- 
sions of fact are prima facie evidence. 

The publicity that ensues from the exposure of practices or acts that 
are wrong, or in contravention of the statute, brings the force of public 
opinion to bear upon them, an element of great importance in the ad- 
ministration of all laws, and the conclusions, or even suggestions, of 
the Commission are almost invariably acquiesced in by the carriers. 

Any person is at liberty to prosecute in the courts for penalties or 
crimes under the act, or for infractions of its provisions, and any party 
to a proceeding before the Commission may resort to the courts to have 
its conclusions or awards enforced in a summary way. One serious 
difficulty, however, that exists in penal and criminal prosecutions, is in 
procuring testimony to show violations of the statute. The more publi¢ 
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violations, such as failures to file and publish tariff schedules, or greater 
charges for shorter than for longer distances when not claimed to be 
justified under the law, are of rare occurrence, and no one is a party to 
them except the carrier, but violations of a more private character, such 
. as rebates or discriminations in rates for freight or passengers, or 
underbilling or false billing of traffic, can not exist without complicity 
between the shippers and the carriers. These are never open or public, 
but secret. The interest of both parties to the transaction requires 
concealment, as well to escape the penalties of the law as for other rea- 
sons. Proof of such cases is obviously difficult to obtain. Instances 
oceur in which the inference is strong that some feature of the law has 
been violated or evaded, but inferences to warrant convictions must be 
drawn from facts and circumstances proved, and when boti parties to 
such transactions are interested in keeping them secret, or liable to sim- 
ilar punishment, the necessary evidence of the facts tending to show cul- 
pability ofa carrier, or of some officer or agent, is not easily procured. 
And the settled principle of our jurisprudence that protects aman from 
giving compulsory evidence criminating himself is a shield SUE! which 
offenses may frequently hide. 

The provision in the act that the claim that testimony may tend to 
criminate the witness shall not excuse him from testifying, but that his 
evidence shall not be used against him on the trial of any criminal pro- 
ceeding, does not entirely meet this difficulty. 

These observations indicate, in a general way, the considerations 
that for a time have governed the action of the Commission. The time 
has come, however, when more aggressive steps can properly be taken. 
No excuse can longer be made that the law is not understood or that 
sufficient time has not elapsed to give the carriers opportunity to con- 
form their methods to its requirements. 


AMENDMENTS TO THE ACT. 


The twenty-first section of the statute requires the Commission to re- 
port to Congress such recommendations as to additional legislation relat- 
ing to the regulation of commerce as it may deem necessary. Pursuant 
to this requirement, the Commission reports that, in the practical ad- 
ministration of the law, ithas become convinced that certain additional 
legislation, some in the form of amendments to existing sections, and 
others in the form of additional sections, is important and necessary. 

These may be briefly summarized as follows: 

(1) An amendment to the first section correcting some ambiguities of 
language, and making more definite and certain the transportation, both 
interstate and international, intended to be subject to the provisions of 
the act. 

(2) An amendment to the third section relating to the routing and the 
interchanges of traffic between carriers, so as to better provide for 
through traffic at through rates over connecting lines. This amend- 
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ment was recommended in the report for the year 1888, and is now re 
peated. 

(3) An amendment to the twelfth section, relating to the attendance 
of witnesses, and to the taking of testimony by deposition. Objection 
has been made that the attendance of witnesses can not be required 
outside of the judicial district in which they reside. The Commission 
believes the objection is not well founded, and that the law could not 
be effectually administered under such a rule. As the fact that the 
objection has been made indicates that obstructions and delays may 
occur, it is better that the language of the act should be open to no 
misconstruction. 

Depositions are authorized by law to be en for use in the Federal 
courts, but there is now no provision for taking testimony by deposi- 
tion to be used before the Commission, and it can only be done by the 
consent of parties. This practice has been followed in many instances, 
but itis obvious that it ought not to be merely voluntary. As the tak- 
ing of testimony in that manner is a great convenience and lessens 
expense as well as facilitates business, it should manifestly be anthor- 
ized. 

(4) An amendment to the twenty-second section, providing that the 
provisions of the act shall not prevent the free carriage of persons 
injured in railroad accidents and the physicians and nurses for attend. 
ance upon and care of persons so injured, nor prevent the transporta. 
tion free or at reduced rates of the actual resident members of the fam- 
ilies of employés of railroad companies. 

Some other matters deemed necessary to be provided for by addi- 
tional legislation would perhaps be more appropriate for new or supple- 
mental sections to the act than as amendments to existing sections. 
These are: 

First. The prohibition of the payment of commissions by one rail- 
road company to ticket. agents of another railroad company for passen- 
ger transportation, and the like prohibition of commissions for soliciting 
or procuring traffic to outside organizations or persons. 

Second. The abolition of ticket brokerage by requiring, as elsewhere 
suggested in this report, that every person who sells passenger tickets 
shall be duly authorized by the company for which he sells, and exhibit 
his authority, and that the company shall be responsible for his acts. 
if deemed practicable, the price at which the ticket may be sola might 
also be required to be stamped upon the ticket. And further, requiring 
companies that sell excursion tickets to redeem unused coupons. 

Third. The regulation of the payment of car mileage for the use of 
cars of private companies or individuals. 

Fourth. An extension of the law to make it apply to common ear- 
riers by water. 

Other subjects upon which legislation may be deemed eeedian? are 
discussed in this report without recommendation, and submitted to the 
consideration of Congress. 
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Other documents published in the appendix are the amended act to 
regulate commerce and the amended rules of practice adopted by the 
Commission. (Appendix 13 and 14.) 

All of which is respectfully submitted. ° 

THomas M. Coo.ry, 
WILLIAM R. MORRISON, 
AUGUSTUS SCHOONMAKER, 
WALTER L.. BRAGG, 
WHEELOCK G. VEAZEY, 
Interstate Commerce Commissioners. 


PEN DLCHS. 
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APPENDIX 1. Ps 


APPROPRIATION, STATEMENT OF EXPENDITURES AND PERSONS 
EMPLOYED BY THE COMMISSION. 


STATEMENT OF APPROPRIATIONS AND AGGREGATE EXPENDITURES FOR THE INTER- 
STATE COMMERCE COMMISSION FOR THE FISCAL YEAR ENDING JUNE 30, 1889. 


‘Sundry civil act October 2, 1888.—For salaries of Commission- 


ers, as provided by the “‘ Act to regulate commerce” -.--_-.- $37, 500. 00 
For salary of Secretary, as provided by the ‘‘Act to regulate 
COMMMOTC OL prem serrate aa leie {ate asia sictele ceil shale alee cio acetoieia seals 3, 500. 00 
——— $41, 000. 00 


For all other necessary expenditures to enable the Commis- 

sion to give effect to and execute the provisions of the said 

SNC HUO MO OMA be: COMMNELCE? 4. nei os ane scot ayeic eats te ce a olen yest Sis sions race's 109, 000. 00 
Deficiency act, October 19, 1888.—‘‘ That the unexpended bal- 

ance of the sum of twenty-five thousand dollars appropria- 

tion by the deficiency appropriation act approved March 

thirtieth, eighteen hundred and eighty-eight, to enable the 

Interstate Commerce Commission to properly carry out the 

objects of the act to regulate commerce, be, and the same is 

hereby, re-appropriated and made available for expenditure 

during the fiscal year eighteen hundred and eighty-nine” ............. 11,992.41 


161, 992. 41 
Amount paid as salaries to Commissioners and secretary (one 

Commissioner having resigued March 31, 1839)...---.-.--.-- 38, 666. 70 
Amount expended for all other purposes, (excluding $272.98 ex- 

pended in putting in additional window, afterwards re- 

funded by Robert O. Holtzman, agent for Sun building).... 110, 736. 75 


———-— 149, 453. 45 
Umexpended spalance dumers0s 1880) ces sascae 222s cose e se eeisee cma ale 12,538. 96 
Memo.--The unexpended balance given comprises the amount 
of—Appropriation for salaries of Commissioners unex- 
pended (due to vacancy above)... .----..----.---:2s2-2-0------- 2,300. 30 
And the amount of appropriation fon ‘all other nope 
favomapenmleder seine keer) aus pale poe wie see acciemie Se-quieie- erie aes 20, 209. 66 


12,538, 96 
113 
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DETAILED STATEMENT OF EXPENDITURES OF THE INTERSTATE COMMERCE COMMIS- 
SION FOR THE FISCAL YEAR ENDING JUNE 30, 1889. 


Salaries of Commissioners and secretary, (one Commissioner re- , 
signed March 31, 1889 ........... sbeccrccbiner ewe ccteee seeeeeeresiecas $38, 666.70 


Employés: 
One auditor, 12 months, at $225 per month.-.....-...----. $2, 700. 00 
One statistician, 8 months and 20 days, at $208.334 per 
HT OT Ga reaoyess ears Meer Seno on te Seen ett ln ere meee eee 2, 051. 06 
One assistant auditor, 12 months, at $150 per month...-.-. 1, £00. 00 
One assistant tatistician, 14 months and 24 days at $125 
per month, and 64 months at $150 per month. ..-...-.-. 1, 259. 24 
One clerk, 3 months at $100, and 9 months at $125 per 
Month esse. cessor wesc ae ese aes ee ee eee ane eee 1, 425. 00 
One clerk, 3 months and 9 days at $100, and 8 months and 
PP) CIE EPO ie Pn We) g eaKen aN Ae mec gsr aao RA ddae come oo ooee 1,417. 71 
One clerk, 3 months and 10 days at $100, and 8 months and 
CANCE WN FShE NG Ona) Oe) Sa SAA cess saab casone as5a cons 1, 416. 88 
One stenographer, 9} months, at $150 per Pacontl Pies Ree 1, 425. 00 
Four stenographers, 54 months at $100, and 63} months at 
Pl 2OPOlMOMUN cee se ser sees tes geters nee eiaeia See eee eee 5, 450. 00 
One stenographer, 34 months, at $125 per month-......_-- 437, 50 
One clerk, 10} months at $100, and 14 months at $125 per 
Mon theese cass cutee sence © os Seay Neste Bee oe eee nee 1, 237.50 
* Nine clerks, 12 months, at $100 Pers MOM ler den see ae eee 10, 800. 00 
One clerk, 10 months and 18 days, at $100 per month...... 1, 059. 68 
One clerk, 104 months, at $100 per month..--.. ........-. 1, 050. 00 
One clerk, 9 months and 13 days, at $100 per month.-.....- 943. 33 
One clerk, 9 months, at $100 per month .............---.- “900. 00 
One clerk, 8 months and 24 days, at $100 per month....... 877. 42 
Three clerks, 8 months and 23 days, at $100 per month.... 2, 622.57 
One clerk, 8 months and 16 days, at $100 per month ...... 853. 22 
One clerk, 8 months and 14 days, at $100 per month ...... 845. 16 
One clerk, 8 months and 8 days, at $100 per month........ 825. 80 
One elerk, 8 months, at $100 per month ..--.-.-.-../..... 800. 00 
One clerk, 74 months and 3 days, at $100 per month .-_--... 760. 00 
One clerk, 74 months and 1 day, at $100 per month ..-.... 753. 33 
One clerk, 74 months, at $100 per month .-_--............ 750. 00 
One clerk, 7 months and 12 days, at $100 per month..._.. 740. 00 
One clerk, 7 months and 8 days, at $100 per month -....... 726. 67 
One clerk, 6} months and 12 days, at $100 per month. .... 688. 71 
One clerk, 6 months and 17 days, at $100 per month ...... 654, 84 
One clerk, 6 months and 5 days, at $100 per month ....... 616. 13 
One clerk, 54 months and 7 days, at $100 per month.._-.. 572. 58 
One clerk, 54 months and 4 days, at $100 per month...-.. 562. 90 
One clerk, 5 months and 15 days, at $100 per month...-- - 548. 39 
One clerk, 5 months and 11 days, at $100 per month...... 530. 47 
One clerk, 5 months and 8 days, at $100 per month....... 529. 81 
One clerk, 5 months and 7 days, at $100 per month......- 522, 58 
One clerk, 5 months, at $100 per month .................- 500. 00 
One clerk, 4 months and 27 days, at $100 per month..--.. 490. 00 
One clerk, 44 months, at $100 per month.............-... 450. 00 
One clerk, 4 months, at $100 per month...-..._-.-......- 400. 00 
One clerk, 3 months and 14 days, at $100 per month.._--. 345. 16 


One clerk, 3 months, at $100 per month......_........... 300. 00 
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Employés—Continued. 


One clerk, 24 months and 8 days, at $100 per month...... $276. 67 
One clerk, 24 months and 7 days, at $100 per month..--.. 273. 33 
One clerk, 24 months and 4 days, at $100 per month...-.. 263. 33 
One clerk, 24 months and 1 day, at $100 per month...-.... 253. 33 
One clerk, 2 months and 13 days, at $100 per month.-.--.. 243. 33 
One clerk, 2 months and 4 days, at $100 per month. ..---. QB Aoe 
One clerk, 14 months and 6 days, at $100 per month..--.. 170. 00 
One clerk, 1 month and 48 days, at $100 per month--..... 113.90 
One clerk, $ month, at $100 per month................... 50. 00 
Two messengers, 12 months, at $60 per month......---... 1, 440. 00 
One messenger, 2 months, at $50, and 7 months, at $60 per 

MOM las Beare See ooo wen eens Cock ce Sei sle te hecae aces 520. 00 
One messenger, 74 months and 1 day, at $50 per month... 452. 00 
One messenger, 54 months and 19 days, at $60 per month- 366.77 
One messenger, 3 months, at $60 per month .....---....-- 180. 00 
One typewriter, 54 months and 12 days, at $5C, and 44 

MOMiMS TAL pOUmerMOMbMyesen see eaes care ce see aesrion ee 564. 35 
829 hours of work, at 60 cents, and 402 hours, at 40 cents 

{OOP INGWitas Seen occas JABS Aan Ge Cae NE aoe ue eae aee 513.70 $59, 533. 68 


Traveling expenses of Commission from Washington to New 
York, Chicago, and Baltimore, at divers times; Jefferson 
City, Mo.; Kansas City, Mo.; Dubuque, Iowa, and Titus- 
ville, Pa., to make investigation (including expenses of 
the secretary, auditor, and stenographer, when accompany- 
ing the Commissioners) : 

Railway fares and accommodations while traveling, trans- 


portation of baggage, and omnibus fares...-......-.--- 1, 967.74 
HMoteliubililstandsmeals' en Toutes. ss. s- ces soca eee oes 1, 223. 25 
Telegrams, stationery, and necessary messenger service. - 20. 70 
Rent of room at New York and Titusville to hold investi- 
CEO Se sade Pe aaa OOS Sore aeS aan Beers mes eeeaaciter 56. 25 
Marshal’s fees at Chicago and Baltimore (ineluding fees of 
WA bISSSES)) eysee wine tenes cami treG corsinas close wiseie'S siete 82. 55 
i : ——— 3, 390. 49 
Rent for offices (fifth, sixth, and seventh floors) Sun building......---- 10, 065. 00 
Desks, tables, chairs, stools, carpets, shades, awnings, book-cases, and 
fitting up offices of seventh floor for use... --- Seclece nme aa eeioe arses mere 4, 041.70 
Printing reports, decisions, circulars, orders, blanks, and stationery.... 29,378. 41 
Raney al Weinie NOOKGs saoo6 eoemaee sana eoncun Ss5urd Dsccad soSeere cece 1,313. 88 
Janitor, ice, carrying mail, stamps, eplber ams, expressage, and other in- ; 
@idlemiall GxGOeMGhWWNRES stso5 sossseesc a5 onan secon ceuccO usec osuaecece 3, 376. 57 
149, 726. 43 
Less amount refunded by R. O. Holtzman for putting in window....---- 272.98 


Total amount of expenditures from July 1, 1883, to June 30,1339.. 149, 453. 45 


Epw. A. MOSELEY, 
Secretary and Disbursing Agent. 
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CLERICAL FORCE OF THE COMMISSION FOR THE FIscAL YEAR ENDING JUNE 30, 


1889. 


Time employed. 


| Per 
month. 


Name. Office. Whence appointed. 
C. Curticeo McCain...... Auditor’ ~.....--| Minnesota 2-2-2 -- 
Henry C. Adams ........ Statistician .... | Michigan .-........ 
Jesse M. Smith...--.-..-. Assistant audi- | Kentucky --.....-- 
tor. 
James A. Case.-.......--. Assistant stat- | Indiana.-..-.......... 
istician. 
OO ireqaceccsaae casollé ese dOfns scence cia MLO fee neler sas ee 
Martin S. Decker.-....... Clericteaen= ssa New Vork.-.-5.525- 
Dogan cem-tes cece eeele asc dO eeeeeeceese Ree O menaerhe<ipiatr 
George S. Roberts. ...-..|. eedO cae acr cnc Vermont-:-=--5--55- 
TOO caceuccsgecosase ae |b mae LOM. setaiciats creer aja LOM: atercterar ts mrsreratel pe 
Edward L. Pugh -......-..|. Bratt Win asoaHonhe JQ DEY te Be segos sane 
IDO) se Se seeo nese sect Osc cnie tected lana Ome =e assesses 
John J. Linney*...-..-.- Stenographer ..-| Virginia ............ 
Frederick S. Hubbard..,|....d0 ..-.---.... Michigan’ co .cms a2. 
SS DO nana sepa tesco meres nie MOttass cestce: baad EO mochoacoraquece 
Brankovonjessscace-seek le Be (Rees ae arate WHESINIQ IE 2s aeeooce 
ED O)-c asteptee alee eiaets poet Oucrbaese pes | pent ssconosonoccese 
Daniel M. Wood........ See dOnsaseeenctep NeW MOE Ii. eee ees 
WO nmiek Fasacean eee ease Ol acetic cores Sendo pabwence secre 
Charles H. Burnett.....-..|- 2 10). ateeeees District of Colambia 
DOW S eioiae Acetate Searels eae On donee byes fier Jane hO: teeesss sess sees 
Louis C. Feirell*.....-..]- Ses (imecer Specs TAlinvOlsteeeeeceesese 
Stephen C. Mason ....... Clerke a seaccees VierniOnt oes eens 
) DD) Olesen cee sere BEEOIO) seopnopasealle HAEG OPSSnAcis SAS aee 
Russell MacCarthy..-... Sct Wrsacecnsases New York 
Harry G. Morison .......|- abot ceanencccaa| Soni) sogaccbes: Sose6 
Willie P. Mangum....... mevGO) Saensaceeen Arkansas 
Wilham’ H, Denlinger’.:).--.do.----. -.-.|| Llimbis/2.1 5-2 7..- 
Jd. Howard Mishback-.6.)|-.-s00 .--e-sceae. District of Columbia. 
Thomas Jackson, jr--.--.|- J. 00! oso. eesee New York. ss<.<- 
Harry Newcomb......... Mehta oe ceresee 
Nathan C. Munroe : Georgiats. 22. 23-4-e. 
Willoughby S. Chesley..}.---d0 ---...-...: Maryland... ....:2. 
James H. Leonard..-..... nod Gasaenesues MUSSOUTIS -mmeteryaee 
Louis Livauduis.........|- Bedi Seonicesnnc Louisiana......---.. 
Albert G. Henry......-..|- eed O cesar ce Pennsylvania. ...--. 
Henry Lee Hatch*....... or UO eee ssa cee SViGrin Olltraser es lacia 
William BR, Williatas....).-..do0 ........... North Carolina..-.-.. 
Solon T. Williams....... SCO smicmaiememen KANSAS ene ss sea se 
L. Fenn Fletcher........ Suet Oy scecebaoses JUMBO see ec ess 
PAU berieke Murmiss. sas eeice sd Olan an meaner Connecticut .-...--. 
Harry HeVan Der Vioort ||... s-2.se0<-=- Nebraska 
Arthur D, Marshall......}. aimid Oya siajesaiste nts Oregon 
Robert K. Lewis..-...--.]- 25 dOinws antec District of Columbia. 
Robert. G. Batten........|. 22300 dScacraenisie Georgia paeseme cis 
Walter E. Burleigh .-....|. SHAG sedos uso cae New Hampshire. -.-. 


Edwin B. Smith 
Charles A. Molloy* 
Jack F. Moss 
Martin A. Watson 
Tra M. Krutz* 


Aiko osee as Mississippi -.-.-.-- 
(Ut oseoe anode Michigan! s2<. ess. 
1d 0a, tees eee en CIaO veseeeee wale 


* Resigned, 


[UW NGERO An Snare ere e ses 
8 montlis and 20 days. ..- 

6s months~..--.----<2--- = 
‘14 months and 24 days --- 
OWS NOS: Sone oenicccssuese 
3 months 
8 months and 22 days. .- 
3 months and 9 days 
8 months and 21 days ..--. 
3 months and 10 days 
93 months 
64 months 
54 months 
64 months 
54 months 
64 months ------2-- 7s... 2 


Gy eanpeniiicy Mcosennooe socecs 
Ge Onnn See eeee eee 


54 months 
34 MONS -= == --==las = 
14 months 

103 months 


10 months and 18 days-... 


10} mpnths 
9 months and 13 


9 months 
8 months and 24 
8 months and 23 
8 months and 23 
8 months and 23 


dayseseee 
dayse---~ 


8 months and 16 
8 months and 14 


74 months and 3 days 
74 months and 1 day 
74 months 
7 months and 12 days..... 
7 months and8 days 

6$ months and 12 days.- Ee 


$225. 
218 
150. 


100. 
100. 00 
100. 00 
100, 00 
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Name. Office Whence appointed. Time employed. ee 
John B. Lybrook......--. Clerky.. ssc << ss Vainginian s-sse= sas: 6 months and 17 days....- $100. 00 
Emmet L. Woodward*...|....do ......----- Tennessee ..........| 6 months and 5 days...... 100. 00 
- Frederick O. Roman..... esee Oman ms senince District of Columbia.) 54 monthsand 7 days....- 100. 00 
Thomas O’Connor....... ROP TA eee icoe New Jersey..-.--... 53 months and 4 days....- 100. 00 
Edward B. Blizzard .....|.... Gowaesacoeeks West Virginia ...... 5 months and 15 days -.-.. 100. 00 
Peyton B. Kemp......... Bed ole ee vse sees Tennessee ....-----. 5 months and 11 days ..... 100. 00 
Dennis J. Canty ...-.-... PROV Sse ee ron cee Mlinoisis.... Shatseae 5 months and 8 days ..-.-. 100.00 
George M. Crossland --..||...:d0.-........-- South Carolina...... 5 months and 7 days....-. 100. 00 
Charles H. Cooley....... eee Orecaeiss Apso) uote) eer, Soreroo ene D MOUS: once ---i-le emilee 100. 00 
Julien D. Garrisont..... Se cGlse bene eee IG RAG LARA eae 4 months and 27 days. ....| 100.00 
James J. Willie ......--.|. 25201) BtiscoocEEes Plovida; “32.6 22--<5 2 | Se MMON TNS: =i cm iin ccna = ism 100. 00 
Andrew R. Goyant..-..- Seed Og ece cerca Mississippi .-..-.-.. ANIMODONS! <oeaeleser= = lsat 100, 00 
James A. Connor...--.-.|. DeRGOle aacince sinae MISSOURI = ee.qeice se 3 months and 14 days ..... 100. 00 
William M. Hatch..-..... BEN CLO ve teas aes Viermontisncs << scene BTN NN Epes sanaesaddcar 100. 00 
W. Wheaton Tillinghast.|:...do ...........| Rhode Island ....... 24 months and 8 days ..-.. 100, 00 
Rowan B. Tuley ...-..--. BECO eee so aat es Kentucky e-ce. 24 months and 7 days ....- 100. 00 
Frank V. Griffin........- eedOleiaaeismre cies Wisconsin. -3-5--.-« 23 months and 4 days ..--. 100. 00 
Ei tone: Mathews -.-<.-|522/d0 4 --cmce--2| Maine) -.de sees ceccs 24 months and 1 day ....-. 100. 00 
Edwin M. Clarke ........ Be eAO Pe eccce eee Mloridaiercceen-esees. 2 months and 13 days. ---- ~ 100. 00 
mirederick i. Russell. j-e\sack GO) a ncs. ni Massachusetts ...... 2 months and 4 days ...... 100. 00 
Lewis H. Finneyt-.-..--- PRO Omeee se esaee AVALT OLIN sete ores 14 months and 6 days....-.. 100. 00 
Robert F. McMillan ..-.. a0 Oroppoeeneaee District of Columbia.| | month and 4% days .....- 100. 00 
avid du Gith.. = 2-002. sse Sein AG We coda eaee MissouIpiisceses eater One-half month .....2..... 100. 00 
‘Baford A. Lyneh:.......: Messenger .-.--- Alabama.......s-.-. OmMmey yeaa evccenel smn ian o0100 
Ervin C. Bowen ......... cactl® setoctas sac District of Columbia-|...... Ose sonnegace weenie 60. 00 
Harry S. Milstead ....-..|.... Womens sees) Vaibeiniamoacssescosce WMONbhs ac cesosee esa cesice 60. 00 
MD Ojtiscecmmec cece ae MeO) yates accel end O pee ewe aces AHTMOMUS Bs areteie eee sie erates 50. 00 
William T. Brodhead ....|....do ........--- INe@waViOrkarsasce ae 74 months and | day ..---- 60. 00 
Duncan i. Riehmond..--.|-..2-d0)-:.2<--.--=- District of Columbia.| 54 months and 19 days ..-. 60.00 
Lewis H. Finney? -..-.-- Bey Opa taste sisters Virginia ..... Siebod-a SMMONENG ee seals Saar ars erctel= 60. 00 
William R. Mack.....-.. typewriter. --.| Michigam =... 22-2. #Y HOON Nel Gareocoeeoeosee 60. 00 
Dot caseeoseee eee Dn Omen aeriats cece) oe es Ota caeee ceca se: 53 months and 12 days.--.| 50.00 

* Deceased. | Resigned. + Promoted. 
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List or PERSONS EMPLOYED BY THE INTERSTATE COMMERCE COMMISSION DE- 


CEMBER 1, 1889. 


\ 

Name. Office. Whence appointed. | Per month. 
CrCurtice; McCain: 20. -fe7-0 sees seeeeee INNGSUWNE Solseonccareas Minnesotarssecsssoeeee $225. 00 
Henny: © A dams) gacmaaismaleeerscesinels ase Statisticianys...-----=- Michigan ..--- “Segoce: 208. 33 
essen Mit Sri (eee ae eee eae me Assistant auditor..... Kentucky, ea-vs-e-=ae 150. 00 
JAG Case: cnask ose tenececee Assistant statistician .| Indiana....-...--..--. 150. 00 
Martin 8. Decker Clerk? asxste secete ase News Workece-ceat se 125. 00 
Georreeh tRobertseeeecs 4 cae see eee see eel aeeas GO: 2edsece aacetece Viermonti sacs. -<.esse- 125. 00 
Md wardelss Up be. onyeee ones eee ee eecoael le secis COpecwsoeensse a cAllailyamnian see ere eerererls 125. 00 
StepuentCa Mag om eeese eee es eens eaten elmer dow eer eee ceee Wiermont sess n sa seee ee 125 00 
Frederick S, Hubbard -.......-.....-.-.. Stenographer .......-. Michiganizeces --=re=: 125 00 
SRAM Say OME otere aime ete e ole wate & aleereiaeins cae [atone doMexaccess ns aeee Virotatalscesteseees ae 125 00 
Daniel M.OW ood asacc veces esseescoscse caclsceeee Coieeraseeeacecece New Workgas.secaees=e 125. 00 
Charles; burnebtimees teense eecee aa leer CR eEaeice Sessece | aesaas (0/eseeeeerenere ee 125. 00 
Solon ky Williams ascseceece ese se cece seeheceeele doiAssuecstoceeee Kansas 22-2: ees tec 125. 00 
Ae ASTOR re IONE YG eon sem ooaccs soenaosd|jepocas Go! see eee seme District of Columbia... 100. 00 
RusselleMacCarthiys--ceseeseeee sere eee =e Gléricatese cece ee tess: New Workee=sese=ee ee 100. 0) 
Harry G. Morison 100. 00 
Willie P. Mangum : 100. 00 
William Holliday Denlinger.-.........--.|...--. dO: oasescieces eee aU Mn O1S ee eee eee 100. 00 
Rhomaselacksons jee ss: aie eens eaten New? Vorkt.4-o-coss 100. 00 
Harrys NewComD acess ace <lelelsceeels- aia Michican) 22. sen sesee 100. 00 
NathaniCs Munroe sccm. se\jscnseie einen sie ss Georgiaene-seeeese= ae 100 00 
Willoughby S. Chesley Mian sVani day es seeias eer 100. 00 
dames EVs eon arden. secs seme aae IMNISSOUTIC Semester 100.00 
Howls ivaudaisyc sec. sewees vce asses Honisianas.—-. << ese- 100. 00 
Wrlliamen. (WalliamSiee-s.e-see se ecee cae North Carolina -..--.. 100. 0) 
TeeeWonnehlet Chet macecersts\enersise=\mt Sei District of Columbia.-_ 100 00 
PANG beh OED SS Soe Were y= eine oth atarctele enh easrce Owe sesso 2 || Connecticut 100. 00 
Harry Hy Vian Der Vioorbesen nae mmese-cel|josee GoMmeesaestiecen ce Nebraska .....-.. 100. 00 
Athans Se Micrs hall wemsaseereee cae aser ee meee. do eedsdansts., | Oregonian. 2-ssas soee | 10¢. 00 
IHW OPN Beha concns capconsesseneradoe|tecses GOR seas cesthece-y District of Columbia ./ 100. 00 
Robert Grosvenor Batten...........-..-. See AdOhe ase. seaeeee Georgian 2a. seeaeecere 160. 00 
Walter. Burleigh .-!...--s<cs0-2- ------ SPN asx! ln aos esenercicrs New Hampshire ....-- 100. 00 
Edwin B. Smith Texas) csacasesasee ase 100. 00 
ACK BY MOSS) \aeisss- cae cos essc sees Mississippi ..-..-.----- 160.00 
A Olina he Phyl ROO) Sar acerccsse osha asoca ce War ginia see eee senate 100. 00 
Mrederick*OeRomawsse-<ecencnsescee see Bee District of Columbia. - 100, 00 
Edward B. Blizzard.....-.....-...--..--. West Virginia ......- 100. 00 
(Peyton beni pee ee Seem otee rice cee mee Tennessee .--..-....-- 100. 00 
Dennis. Cant yemonacce sores atas eee cic ION ers Ses ase cepaSe 100. 09 
George M. Crossland .| South Carolina ..-.-.. 100. 01 
HANES Sis, Willig. vetase aoy-eee sone see oe. Blonidaeze-ssasaeeee 100. 09 
William Moore Hatch Wermomts- =. ac-ssenee 100 00 
Wa heaton) Rillinghastescscaseeseseenecl senses GOV nenenecericascise Rhode disland 275 ...e<. 100. 00 
Owais. Lal oye ata sete aac <cisinemeeeie cece te (NG ae a ne Kentucky >...s. 0.222 100. 00 
Bram eoVin Grit © teste eas cciae ia soe eee ieee eee Ose asec ee eee WASCONSIN specs aster 100. 00 
Mal Goniie Miah ows eae eeseeiees encased eee donhoae eee Maine emer heccen enone 100. 00 
Erederiek sh Ussellocccs sscesaaseeeees eel| memes @Osetace cacisateet Massachusetts.---.-.. 100. 00 
Robert Me Millam! jen sas... .eececlacesmsaea-l wees (ec peRaee INGEN. seosoacsdekeos 100. 00 
Harold Remiumgtonas- cane. eecuea.sceesea|) sees (OD aoeanascemanocc ODIO se sees cease eae 100. 00 
Grassic Ga bulkloyiseencace et cose. esos sale (Gli eRe fe, eoenccne District of Columbia... 100. 00 
GeorzerAnO, ChnistianGy,sesen seen essen eee oti seaceenee Coloradomees .--- cannes 100 00 
IME Dish Milo eseced o- Jeeqbseee POOEOSSS 5 aaa CO seSeion PRs Massachusetts. --..... 100. 00 
John As Shearer. case scsacsecees ceceseasle oats O25 Faas Pennsylvania.....-... 100. 00 
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List or PERSONS EMPLOYED BY THE INTERSTATE COMMERCE COMMISSION DE- 
CEMBER 1, 18°9—Continued. 


Name. Office. | Whence appointed. | Per month. 
Vanveswehihips yes ciitome nse seeeerensee Clerk seen tisnee Spo sicine North Carolina .....-. $100. 00 
BuToOrdeAvwvMClin.cscteatseclecl-ce seme cece Junior clerk.....--2 || Alabama) see. sesso 75. 00 
PO Vi OBO WOM <2 seecos sa canes dsee|'es sete (Ov aeetsctrestcle tise District of Columbia. . 75. 00 
Dancanwi, Hvchimondecses-e eves eesti |encs ies (OO) ee ces apeesecs oe | soccer COs e waceuee ane 75.0) 
Marr yisnMilstoadie ca cisss cas cect eecenens llecise cs OM eet itsenscec NAtgal a byaacoueemeactee 75. 00 
Walliam, i Brodheads. 20... ces2 secnanes Messenger ......-.---. INO waVorlssss 2 cate 60. 00 
Johny ea Clip persscscse.cazeccucescet sess ee LOLa emt ies emetic Maryland: 22-2 sae 60. 00 
James EMO Wasi ars: cee sie sein disioee ccie ete yet (lOrmor sem tte slerdias ..-.| District of Columbia. . 60. 00 


PERSONS TEMPORARILY EMPLOYED, 


anes var CO OMNI ea qe se eae es sate ee (O) enter eich, sama noes MUSSOUIRIG Re semen 100, 00 
DON. MC Awe sss <acs. sce oe esse ecmocee Stenographer.......-. New Hampshire ..... 100.00 
William R. Mack .-....-.-- Tee eae Type-writer .......--. Michigan ...... sees ae 60. 00 
Henny AIRS WiOLbh=< ccm aot ea conse ne- BOC eeeseren ere er an Wamsagi escent neo +2150 
WViGbOTTA:, Lewis. cocs-cceserhacnes ace cee byes Os eisteie secs nial misecne Many landless sssceseet *2.00 
VamesiS. Kitzhwoh jae «sssocccmeceiecns =i. Messonger..-..- 2... ER@XONS ef: etate a, tee ee ese 60. 00 
arcene Tl Gaddess: ssc > ssacse<010'- Sec) AA DOs VARIG saasenasoo WALSINTAR acs esc nes 40. 00 


* Per day. 


Epw. A. MOosELrFy, 
Secretary. 


- APPENDIX 2. 


CIRCULAR. 


MARCH 12, 1889. 
To all carriers subject to the act to regulate commerce : 


The amendment to the act to regulate commerce, adopted March 2. 
1889. contains the following provision : 


Schedules shall be plainly printed in large type and copies for the use of the public 
shall be posted in two public and conspicuous places in every depot, station, or office 
of such carrier where passengers or freight, respectively, are received for transpoita- 
tion, in such form that they shall be accessible to the public and can be conveniently 


inspected. 
* * * * * # * 


The Commission may determine and prescribe the form in which the schedules re- 
quired by this section to be kept open to public inspection shall be prepared and ar- 
ranged, and may change the form from time to time as shall be found expedient. 

Much care will be required in deciding upon a general form of sched- 
ules; possibly various forms may be required in order to meet the dif- 
ferent conditions of business. No action under the clause last quoted 
can be immediately announced. 

The posting of schedules in two public and conspicuous places is now 
imperative, and is a substitution for the former provision which required 
such schedules to ‘“‘ be plainly printed in large type of at least the size 
of ordinary pica, and copies for the use of the public shall be kept in 
every depot and station upon any such railroad, in such places and in 
such form that they can be conveniently inspected.” 

This change in the law requires immediate attention on the part of 
the carriers. The Commission suggests that one at least of the places. 
to be provided in each depot, station or office should be a standing desk 
which may be attached to the wall, ata convenient height, at slight ex- 
pense, and upon which the tariffs and classifications can be laid in book 
form, between covers arranged for additions or removals from time to 
time; the agent in charge can easily keep the book ofrates abreast with 
all changes; he should add new tariffs as fast as issued, and also 
promptly remove such as are canceled or superseded. 

THOMAS M. CooLry, 
WILLIAM J}. Morrison, 
AUGUSTUS SCHOONMAKER, 
ALDACE FI. WALKER, 
WALTER L. BRAGG, 

a Interstate. Commerce Commissioners. 


APPENDIX 3. 


CIRCULAR. 
[Superseding that of March 7, 1889.] 


MARCH 23, 1889. 


The attention of carriers is called to the act of Congress approved 
March 2, 1889, entitled *‘An act to amend ‘An act to regulate com- 
meree.’” The Interstate Commerce Commission has caused the inter- 
state commerce law as thus amended to be printed for general distribu- 
tion, and will furnish copies on application by mail or otherwise. 

Section 6 of the act as it now stands contains the following provisions 
in respect to joint tariffs: 


No advance shall be made in joint rates, fares, and charges shown rpon joint tariffs, 
except after ten days’ notice tothe Commission, which skall plainly state the changes 
proposed to be made in the schedule then in force, and the time when the increased 
rates, fares, or charges will go into effect. No reduction shall be made in joint rates, 
fares, and charges, except after three days’ notice to be given to the Commission as is 
above provided in the ease of an advance of joint rates. The Commission may make 
public such proposed advances, or such reductions, in such manner as may, in its 
- judgment, be deemed practicable, and may prescribe from time to time the measure of 
publicity which common carriers shall give to advances or reductions in joint tariffs. 


It will be observed that an advance in rates shown upon joint tariffs 
is forbidden “except after ten days’ notice to the Commission,” and a 
reduction in such rates is also forbidden ‘ except after three days’ notice 
to be given to the Commission.” The time in each case is to be com- 
puted from the day when the notice of advance or reduction reaches the 
office of the Commission in Washington. 

All joint tariffs now filed in the office of the Commission will be under- 
stood as remaining in force until due notice of any change is given. 
When no other tariff is filed the rates on traffic carried over or upon 
more than one line will be tbe sum of the local rates of the individual 
roads, or of local and joint rates, as the case may be. 

The Commission has made order that— 

All advances and reductions in joint rates, fares, and charges shown upon joint 
tariff established by common carriers subject to the provisions of the act to regulate 
commerce shall be made public. 

Every such advance or reduction shall be so published by plainly printing the 
same in large type, two copies of which shall be posted for the use of the public in 
two public and conspicuons places in every depot, station or office of such carrier 
where passengers or freight, respectively, are received for transportation under such 
schedules, in such form that they shall be accessible to the public and can be con- 
veniently inspected. Such schedules shall be so posted ten days prior to the taking 
effect of any such advance and three days prior to the taking effect of any such re- 
duction in joint rates, fares, and charges. 
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The amendment to the act further provides as follows: 

It shall be unlawful for any common earrier, party to any joint tariff, to charge, 
demand, collect, or receive from any person or persons a greater or less compensation 
for the transportation of persons or property, or for any services in connection there- 
with, between any points as to which a joint rate, fare, or charge is named thereon 
than is specified in the schedule filed with the Commission in force at the time. 

It is therefore now a criminal offense for any carrier, party to a joint 
tariff, to participate in the reception of compensation above or below 
the established rate. 

Another provision of the act as amended requires the Cammission to 
execute and enforce the provisions of the act, and makes it the duty of 
any district attorney of the United States, upon the request of the 
Commission, to institute and prosecute all necessary proceedings for 
that purpose. 

The rule heretofore existing which requires ten days’ public notice of 
any advance in the rates established by individual carriers is enlarged 
by adding the following provision : 

Reductions in such published rates, fares, or charges shall only be made after three » 
days’ previous public notice, to be given in the same manner that notice of an ad- 
vance in rates must be given. 

It will be seen that joint tariffs and individual tariffs are now uider 
substantially the same rules. Neither can bo reduced without three 
days’ public notice, or advanced without ten days’ public notice; and 
the Commission must also be notified of all coutemplated changes 3 in- 
dividual and joint tariffs alike must be observed in their integrity. 

In reference to the application of these provisions of the law to export 
traffic, the Commission understands that tariffs now on file in its office, 
established by carriers accepting merchandise billed or intended for ex- 
port by sea, are madeip compliance with its order of the date of March 
8, 1888, and whether they be individual or joint tariffs the requirement - 
of notice of any change therein is the same as in the ease of other tariffs. 
Imported traffic transported to any place in the United States from a 
port of entry or place of reception, whether in this country or in an ad. 
jacent foreign country, is required to be taken on the inland tariff gov- 
erning other freights. 

By order of the Commission, 

Epw. A. MoSELEY, 
Secretary. 


APPENDIX 4. 


STATEMENT OF POINTS DECIDED BY THE COMMISSION DURING 
THE YEAR ENDING NOVEMBER 30, 1889. 


In the Matter of Passenger Tariffs and Rate Wars. 


Reduction of passenger rates without consent of connecting lines 
over which tickets are sold, and without filing schedules thereof 
with the Commission, held to be in violation of section 6 of the 
act to regulate commerce. 

A passenger rate war in which rates were repeatedly reduced by 
several competing lines to an exceedingly low basis on a particu. 
lar class of tratfic, without any filing of tariffs, was contrary to 
the requirements of law, as well as against the true interest of 
each party thereto. 

Reductions in competitive passenger rates can not legally be made 
without at the same time reducing intermediate rates, as required 
by the fourth section of the act. 

No necessity or compulsion is created by a war of rates which justi- 
fies disobedience of the statute. 

The employment of ticket brokers and scalpers for the sale of rail- 
road tickets placed in their hands, to be disposed of at reduced 
rates under the pretense of paying commissions thereon, held 
illegal. 

Rates lower than the established tariff are prohibited by law. 

Rates obtained from ticket brokers lower than those offered at the 
regular offices of the company effect unjust discrimination. 

The business of ticket brokers and scalpers investigated and de- 
scribed. 

Existing methods respecting excursion and mileage tickets considered 
and found to lead to various abuses. 

Recommendations made for amendment of the law. 


William P. Rend v. The Chicago and North- Western Railway Company. 


Group rates may be properly made from a large number of mines 
composing a coal mining district extending across the State of 
Illinois, to points in western Wisconsin, Minnesota and Dakota, 
the distance from each part of the group by some route being 
substantially a fair equivalent of the distance from other parts, 
and the commercial necessities being substantially the same for 
all. 
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The group rate so established is properly extended to coal shipped to 
the same territory locally from Chicago, no lower rate being pos- 
sible on account of the operation of the fourth section of the act, 
some of the lines passing through the mining district en route 
from Chicago to the points of distribution. 

Through rates by way of Chicago to the same territory from mines in 
the eastern part of the group are necessarily made the same with 
the group rates established on other routes from the same vicin- 
ity, and their discontinuance would simply leave the market open 
to the product of other Illinois mines at the same transportation 
charge. 

Under the exceptional circumstances requiring such through rates, 
shippers locally from Chicago of Ohio and Pennsylvania coal 
can not justly insist upon rates no higher than the division of such 
through rate which appertains to the lines running northwest 
from that city, the circumstances under which. the through rate 
is made being such that it can not be differently adjusted. 

The question of relative injustice must be viewed upon broader 
grounds than a mere balancing of one rate against another. A 
reduction which will throw into confusion an adjustment of rates 
over a large section of country which are not claimed to be un- 
reasonable of themselves, should not be required without a clear 
right thereto exists under some direct provision of the law. 

A reduction of the rates on local shipments from Chicago to the pro- 
portion received by the northwestern lines*upon the division of 
the through rates aforesaid -would involve either a general re- 
duction from the entire group under the short-haul clause of the 
law, or an abandonment by defendant of the through rates in 
question, neither of which would benefit complainant, while both 
would do great injury. to all other interests. Under such circum- 
stances the preference is not undue nor is the advantage com- 
plained of unreasonable. 


The Chamber of Commerce of the City of Milwaukee v. The Flint and 
Pere Marquette Railroad Company and the Detroit, Grand Haven & 
Milwaukee Railway Company. 

1. The rate of 303 cents per 100 pounds on wheat, flour, and mill stuffs 
from Minneapolis via Milwaukee to New York and common bill- 
ing points, established by the defendants and their connecting 
lines, February 1, 1888, was a through rate. 

2. The percentage amounting to 25 cents per 100 pounds received by 
the defendants and their connecting lines east of Milwaukee as 
their proportion of this through rate on shipments from Minne- 
apolis and points west of Milwaukee and between Milwaukee and 
Minneapolis, while the defendants charge 254 cents per 100 
pounds on the same class of freight originating at Milwaukee and 
transported over their lines and connecting lines to eastern 
points, was not an unjust discrimination against Milwaukee, nor 
did it injure the business of Milwaukee, nor was it a violation of 
the act to regulate commerce, approved February 4, 1887. 

3. A rate is none the less a through rate when freight is shipped upon 
a through bill of lading from the point of origin to destination, 
accompanied by a way-bill showing the route over which it is to 
pass, with the percentages of all the other lines set forth on the . 
way-bill, because the initial carrier charges its local rate as part / 
of the total rate and the remaining lines charge an agreed rate 
made by percentages. 
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4. When a combined rate, evidenced by a through bill of lading 

from the point of origin to destination, has every substantial con- 

- stituent of a through rate, it is not necessary that it should be 
formally *‘ quoted” by one of the carriers to another who is en- 
gaged in the making of it, in order to constitute it a through rate. 
Names are nothing in such a transaction; the law looks at the 
elements and substance of the transaction itself. 

5. Through rates, as such, discussed and defined. ; 

6. Through rates, like any other agreements that parties competent 
to contract may make, admit of very great variety in the forms 
theyassume; andsuch rates, when reasonable and fairly adjusted 
in their relations to local business, are greatly favored in the law 
because they furnish cheapened rates and greater facilities to the 
public, while at the same time they give increased employment 
and earnings to a larger number of carriers. 

4. The difference between proportions of through rates along. the 
same lines should ke fairly reasonable in amount and properly 
guarded in their application, and not such as to injure or suppress 
business in one locality in order that it may be stimulated and 
built up in another. 

8. Where a rate is in itself a through rate and made up of percent- 
ages to an intermediate point on a long haul, the circumstances 
and conditions of transportation must be rarely exceptional in- 
deed to be of such controlling force as to warrant any consider- 
able excess of such a rate in amount over a percentage of a 
through rate for an equal distance along the same line by way of 
the same point to a more distant point. 

9. Milling in transit rates as part of a through rate in this case dis- 
cussed. - 


Milton L. Myers, survivor of Hostetter & Company, v. The Pennsylvania 
Company, operating the Pittsburgh, Fort Wayne and Chicago Rail- 
way; the Baltimore and Ohio Railroad Company; the Lake Shore and 
Michigan Southern Railway Company; the Pittsburgh and Lake Hrie 
Railroad Company; the New York Central and Hudson River Rail- 
road Company; the Allegheny Valley Railroad Company; and the 
Pennsylvania Railroad Company. 


Hostetter’s Stomach Bitters, prior to the act to regulate commerce, 
were shipped under the Middle and Western States Classification 
in the third class in less than ear-loads, and in the fourth class 
in car-loads. ; 

Bitters generally in that classification were classed in first class in 
less than car-loads, but were also put in the third class, with the 
specification ‘ Manufacturer’s Account, released by shipper,” 
under which these bitters were shipped. No other article, ex- 
cept wine, was so classified and shipped. 

After the act to regulate commerce, the Official Trunk-Line Classifi- 
cation superseded the former classification, and bitters were 
classified in first class, with other liquids similar in character, 
marketable value and manner of shipment. The class rates 
under the Official Classification are lower than under the one pre- 

- viously used. 

In October, 1888, by a change in the Official Classification, bitters in 
car-loads were placed in third class. 

On complaint for unjust and unreasonable ratés, Held, that a former 
special and preferred rate is not a fair test of the reasonableness 
of a présent rate, 
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The proper classification of an article is to be judged relatively by the 
classification of other articles similar in character, quality, and 
conditions of transportation. 

The rate on bitters as at present classified, compared with analogous 
articles, is not so unreasonable as to demand a change of the classi- 
fication of that particular article. The propriety and extent of a 
change can more appropriately be acted upon in connection with 
other articles, in a general revision of the classification. 


L. Lippman & Co., v. The Illinois Central Railroad Company. 

A railroad company is under special obligation to gi e reasonable 
rates for its local business, but there are many influences which 
may affect through rates while not bearing upon local rates at all, 
or, if at all, in less degree. 

Through rates are not necessarily illegal which when divided between 
carriers give them less than their local rates, provided that the 
through rate itself is not less than some one of the locals, or un- 
justly discriminating against individuals or localities, or so low 
as to burden other business with part of the cost of the business 
upon which it is imposed. 


In the Matter of the Petition of the Produce Exchange of Toledo. 


‘1. After a complaint upon elaborate pleadings and proofs has been 
heard and determined by the Commission, and no party to the 
proceeding has applied for a rehearing, an application for a re- 
hearing nade by others who were not parties to the proceeding 
will not be granted. 

2. In such a ease, if upon a new or different complaint it should ap- 
.pear that any conclusion of the Commission in the case so de- 
cided has been erroneous, the Commission would feel it to be a 
duty to correct such conclusion. 

3. Where relative rates are the same at points not far distant from _ 
each other on the same system of railroads, it is the practice of 
the Cominission in determining the reasonableness of rates upon 
a complaint made at one of these points to consider the bearings 
and relative equality of rates at all ofthe points so situated, 
before ordering a change at any one of them in order to avoid 
preference to one and prejudice to another. 


The Michigan Congress-Water Company v. The Chicago and Grand 
Trunk Railway Company. 

1, Where a complaint is made against the reasonableness of through 
rates agreed upon by several connecting lines, it is necessary to 
make all such connecting lines parties defendant. Citing and 
affirming the rule laid down on this subject in 1 I. 0. C. Rep., 
199; 11.0. C. Rep.,, 237; 11. 0. C. Rep., 490. 

2. Unauthorized declarations of a depot agent, implying that a tank- 
car, which has just returned from one long journey, is in a safe 
condition to be loaded and started on another long run, are not 
binding upon the railway company. 

3. After a freight tank-car has just returned from one long journey itis 
the duty of the carrier, before permitting it to start out loaded on 
another distant run, in which the lives and safety of brakemen, 
trainmen, and the property of the shipper will be involved, to have 
such car carefully inspected by a competent inspector, in order to 
ascertain whether it is in a safe condition for such service. . 
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4. On all the facts in this case, Held— 


(1) That the tank-car of complainant when loaded was not ina 
Safe condition to be transported by the defendant in April, 1888, 
and that it was not the duty of defendant to transport it at that 
time; but it was the duty of complainant to have it repaired 
before insisting upon its being transported by the defendant. 

(2) That neither the defendant nor any of its officers and 
agents have been engaged, as complained, in combinations with 
connecting lines, or other parties, to prevent complainant from 
obtaining reasonable rates and facilities for the transportation 
of its mineral water, or to give other mineral waters a preference 
in rates and facilities over those accorded to complainant. 

(3) That defendant’s. officials and agents have not acted in a 
malevolent spirit toward complainant in throwing obstructions 
in the way of its transporting mineral water over defendant's 
line and its connecting lines. 


‘ 


T. M. C. Logan, F. D. Babcock, and E. M. Parsons, executive commit- 


4, 


5. 


6. 


tee of the Northwestern lowa Grain and Stock Shippers’ Associa- 
tion v. Chicago and North-Western Railway Company. 


The service may be rendered under such dissimilar circumstances as 
to make it lawful to charge more for the same distance on one iine 
or branch than on another line or branch of the same road. 

A departure from the rule of equal mileage rates as applied to the 
several branches of the road is not conclusive that such rates are 
unlawful, but the burden is on the company making such depart: 
ure to show its rates to be reasonable when disputed. 

A railroad company while long maintaining a rate without the 
presence of competition on other than equal terms is making 
evidence that such rate is not too low. 

The Chicago aud North-Western Railway Company has two routes 
or lines between Chicago and Sioux City, formed by its main line 
and different branch lines, and a greater charge for a shorter than 
for a longer distance in the same direction, the shorter being in- 
cluded in the longer (distance, on either of said routes or lines is 
unlawful under the fourth section of the act to regulate com- 
merce. 

Two of the south branch lines of said railway company are crossed 
by the main line of the Chicago, Milwaukee and St. Paul Rail- 
way Company. From points on these branch lines the North- 
Western Company comes in competition with the St. Paul Com- 
pany, from its main line points. Held, that the charges on these 
branches do not establish a standard of reasonable rates for like 
distances from points on a north branch of the same company, 
where no such competition exists. 

Said railway company had in force from Nebraska points to Turner, 
Ill., a tariff sheet directing corn destined to the sea-board to be 
billed from such Nebraska points to Turner at different rates 
when destined to different sea-board points. The corn was carried 
from Nebraska to Chicago, where the rebilling and transferring 
was done. No shipments could be made under this tariff from 
Towa points. Held, that, as billed, the shipment was to Turner; 
that by billing at different rates to Turner an illegal preference 
was given, and that Iowa grain-growers were subjected to un- 
reasonable disadvantage in marketing corn. 
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The Imperial Coal Company and Andrews, Hitcheock & Company v. 
The Pittsburgh and Lake Erie Railroad Company and the New York 
Lake Erie and Western Railroad Company, as lessee of the New York, 
Pennsylvania and Ohio Railroad. 


A group rate for a particular district upon a commodity for which a 
large demand exists, and intended to place producers in the dis- 
trict upon an equality among themselves and with producers of 
the same commodity from other districts, all competing in a com- 
mon market, is not unlawful merely on account of differences in 
the geographical location of different producers aud their respect- 
ive distances from the market. 3 

Actual undue prejudice or damage of which the rate is the ciuse 
must result to the more favorably situated producers to render a 
group rate unlawful. 

In determining the question of undue prejudice from a rate, distance 
is only one of the factors, and other material facts, such as char- 
acter and quality of the commodity, cost of production, extent 
and hature of the competition in the business itself and by other 
transportation lines, and the interests of the public in the use of 
the commodity and its market cost, are to be considered. 

A rate of 90 cents a ton oncoal shipped to Lake Erie for a district 
covering a radius of 40 miles around Pittsburgh, Pa., embrac- 
ing a large number of mines of substantially like cost of pro- 
duction and like character of caal, has prevailed since the act 

. toregulate commerce took effect. The coal from the different 
mines is in competition at Lake Erie, and is transported over 
several different and competing lines of railroad, all carrying at 
the same rate. The coal from the district is also in Competition 
with similar coal from the Hocking Valley district in Ohio, and 
from other districts. The complainant’s mines are near the cen- 
ter of the district and some mines in competition with them are 
at a greater distance from the lake, varying from 20 miles to 43 
miles. On all the facts of the case, held, that the rate in itself 
not being unreasonable itdoes not appear that it subjects the 
complainants to undue prejudice, or that it gives an unreasona- 
bie preference to the more distant mines. 

The question of a greater charge in the aggregate for a shorter than 
for a longer distance over the same line in the same direction is 
not to be determined by the proportion allotted to different roads 
on the line, but by the rate as an entirety. 


In the Matter of Joint Water and Rail Lines. 


The act to regulate commerce does net empower the Commission to 
compel railroad companies to enter into joint arrangements with 
carriers by water for through carriage at through rates. 

The fact that a railroad eompany makes such joint arrangements for 
one of its branch roads will not charge it with unjust discrimina- 
tion for refusing to make identical arrangements on other parts 
of its system when it appears that from such other parts of its 
system it actually makes through arrangements by a more direct 
route and at the same rates which are presumptive of equal con- 
yenience to shippers, ; 
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In the Matter of Passenger Tariffs. 


Methods generally adopted by carriers in the preparation and publi- 
cation of rate sheets, if in substantial compliance with the law, 
and sufficient for the purposes of public information, while not 
necessarily to be accepted by the Commission as a standard, may 
be acquiesced in until a better mode can be substituted. 

When there is no joint rate in effect from a station on the line of one 
carrier to a station on another carrier’s line, to which a ticket is 
applied for, it is competent to name a through rate made up of 
the sums of rates prevailing on the several roads or parts of roads 
made use of in the journey; using for such a through rate local 
rates, where there are no joint rates in effect, and joint rates in 
combination with locals where they are in effect for any part of 
the distance. When no joint rates are announced, it is under- 
stood that the local rates are employed in arriving at the through 
rate. 

New individual or joint passenger tariffs must be posted at stations 
to which they apply, and tickets can legally be sold on combina- 
tions of initial or terminal locals therewith. 

Mileage, excursion or commutation passenger tickets must be offered 
impartially to all who accept the conditioas on which they are 
issued, and the rates at which they are sold must be published. 
The general requirements of the act to regulate commerce as 
amended, are as applicable to these classes of tickets as to any 
others. 

Party rates, and passenger car-load rates lower than contemporaneous 
rates for single passengers constitute discrimination between 
persons entitled to transportation at equal rates, and are there- 
fore illegal. 


The Little Rock and Memphis Railroad Company v. The East Tennes- 
see, Virginia and Georgia Railroad Company and the St. Louis, Iron 
Mountain and Southern Railway Company. 


English legislation and the procedure thereunder, in respect to appli- 
cations by carriers to be admitted to through routes and to par- 
ticipate in through rates, stated; and principles then applied 
explained. ee 

The act to regulate commerce was probably intended to effect similar 
results, but in its present form and in the absence of the neces- 
sary machinery, it is not adequate to afford the relief prayedin the 

_ petition. 

Rtosimicnlitios of Second Annual Report for amendment of section 
3 renewed. eee 

Keutucky and Indiana Bridge Company ». Louisville and Nashville 
Railroad Company (2 I. C. C. Rep., 162) referred to and explained. 


In the Matter of the Tariffs and Classifications of the Atlanta and West 
Point Railroad Company and other companies. 


Investigation by the Commission, on its own motion, concerning 
course pursued by certain carriers in respect to compliance with 
the provisions of the act to regulate commerce. 

Results as ascertained stated, and recommendations made for further 

~~ advances in the direction of conformity to the law. 


H. Mis. 50——-9 
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Short-haul clause, principles giving application of as heretofore an- 
nounced by Commission, aud again affirmed, and applied. 

Forms of tariffs and classifications in use criticised and requirements 
of statute stated in respect thereto. 


Rice, Robinson and Witherop v. The Western New York and Pennsyl- 
vania Railroad Company. 


After a case has been decided, a petition to open it for further testi- 
mony and a rehearing should be verified, and should indicate the 
nature of the new testimony and its purpose. 

When a question of general public interest is involved, the Commis- 
sion, in its own discretion, and in furtherance of justice, may open 
a case to give parties the benefit of amore extended investiga- 
tion of the same subject-matter in other pending cases. 


In the Matter of the Investigation of the Acts and Doings of the Grand 
Trunk Railway Company of Canada in the Transportation of Traffic 
from the United States into Canada, 


The provisions of the act to regulate commerce apply to foreign as well 
as domestic common earriers engaged in the transportation of 
passengers or property, for a continuous carriage or shipment, 
from a place in the United States to a place in an adjacent 
foreign country. 

The common carriers engaged in such transportation are subject to 
the provisions of the act in respect to the printing of schedules 
of rates, fares and charges for the traffic they carry, the posting 
and filing with the Interstate Commerce Commission of copies of 
such schedules, the notice of advances and reductions, and the 
maintenance of the rates, fares and charges established and pub- 
lished and in force at the time. 

Such common carriers are also subject to the provisions of the act in 
respect to joint tariffs of rates, fares and charges for continuous 
lines or routes. 

The carriage of freights can not be prevented from being treated as 
one continuous carriage from the place of shipment to the place 
of destination by any means or devices intended to evade any of 
the provisions of the act. 

Under the provisions of the act the Grand Trunk Railway of Canada 
is required to print, post and file its schedules of rates and 
charges for the transportation of property from points in the 
United States to points in Canada, and can not lawfully charge, 
demand, collect, or receive from any person or persons a greater 
or less compensation therefor, or for any services in connection 
therewith, than is specified in such published schedule as may 

at the time be in force. 

Upon an investigation by the Commission it appeared that the Grand 
Trunk Railway Company of Canada transports coal and coke 
under a schedule specifying a total rate from Buffalo, Black 
Rock, and Suspension Bridge, in the United States, to Hamilton, 
Dundas, and several other points in Canada, and that the pub- 
lished tariff rate for such transportation from points named to 
Hamilton and Dundas is $1 a ton, but that it accepts a reduced 
charge or allows a rebate of 25 tents a ton in favor of certain 
consignees at Hamilton, Dundas, and other paints in Canada.. 
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Held, that the reduced charge accepted, or rebate allowed, is in viola- 
tion of the act to regulate commerce and unlawful. 
The Interstate Commerce Commission has authority to institute in- 
vestigations and to deal with violations of the law independently 
ot a formal complaint, or of direct damage to a complainant. 


William H. Heard v. The Georgia Railroad Company. 


1. It is a Jawful duty that a carrier, like the defendant, owes to the 
traveling public in carrying out its rule of furnishing separate 
cars to white and colored passengers on its line engaged in inter- 
state travel, to make them equal in comforts, accommodation 
and equipment without any discrimination. 

2. It is a lawful duty which a carrier, like the defendant, owes to the 
traveling public engaged in interstate travel over its line, to 
afford the equal protection of the law alike to allsuch passengers 
without regard to race, color, or sex, against undue prejudice and 
disadvantage from disorderly conduct on the part of other pas- 
sengers or persons. 

3. On the facts in this proceeding, held, that the defendant violated 
the law in each of the foregoing respects as against petitioner. 


Putnam P. Bishop v. H. R. Duval, receiver of the Florida Railway and 
Navigation Company. 


James A. Harris ». H. R. Duval, receiver of the Florida Railway and 
Navigation Company, and other carriers. 


When, pending a proceeding begun to test the reasonableness of rates, 
the rates are reduced and made satisfactory to the complainants 
the Commission will not consider the question whether the rates 
before reduction were or were not excessive; that question hav- 
ing by the reduction made become purely abstract and specu- 
lative. 

The question whether rates paid ought to be refunded having been 
presented. to a judicial tribunal, where it is now pending, the 
Commission will not take cognizance of it. 


Milton L. Myers, survivor of Hostetter & Company v. The Pennsyl- 
vania Company, operating the Pittsburgh, Fort Wayne and Chicago 
Railway, the Baltimore and Ohio Railroad Company, the Lake 
Shore and Michigan Southern Railway Company, the Pittsburgh 
and Lake Erie Railroad Company, the New York Central and Hud- 
son River Railroad Company, the Allegheny Valley Railroad Com- 
pany, and the Pennsylvania Railroad Company. 


A petition to re-open a case that has been decided, and for a rehear- 
ing, should show prima facie that some material testimony has 
been overlooked or misapprehended, or some error in the findings 
of fact or conclusions of law. 

When the application is insufficient in these respects, and only asks 
for a rediscussion of the facts and law already considered, with 
no offer of new evidence that ean change the result, the applica, 
tion will be denied, 
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The New York Produce Exchange v. The New York Central and Hud- 
son River Railroad Company, the Michigan Central Railroad Com- 
pany, the Lake Shore and Michigan Southern Railway Company, the 
Chicago and Grand Trunk Raiiway Company, the Great Western 
Railway Company of Canada, the New York, Lake Erie and Western 
Railroad Company, the Chicago and Atlantic Railway Company, the 
New York, Pennsylvania and Ohio Railroad Company, the New York, 
Chicago and St. Louis Railroad Company, the West Shore Railroad 
Company, the Delaware, Lackawanna and Western Railroad Com- 
pany, the Grand Trunk Railway Company of Canada, the Pittsburgh, 
Fort Wayne and Chicago Railway'Company, the Pennsylvania Rail- 
road Company, the Pittsburgh, Cincinnati and St. Louis Railway 

Jompany, the Wabash Western Railway Company, the Baltimore and 
Ohio Railroad Company, the Philadelphia and Reading Railroad Com- 
pany, and the Central Railroad Company of New Jersey. 


From November 4, 1887, to February 20, 1888, the Trunk Lines, so 
called, under resolutions of their Association, made through ex- 
port rates of which the inland proportion accepted by them was, 
at the port of New York, often 10centsor more per hundred pounds 
less on like traffic than the published tariff rates charged at the 
same time to the same port. 

Held, that the discrepancy between the proportion of the threugh rate 
accepted and the established tariffs forsea-board consignments for 
the same inland carriage is not shown to have been justified by 
any circumstances tending to show that it was just or proper, and - 
that it must therefore be deemed an unjust and unlawful discrimi- 
nation as against the transportation terminating at that port. 

Itis essential that any method for making rates should be practicable, 
and not afford a cover for discrimination and injustice. The only 
practicable mode yet devised for making through export rates, as 
appears by past experience, is to add to the established inland 
rates from the interior to the seaboard the current ocean rates. 

Under the amendments of March 2, 1889, to the statute requiring ten 
days’ previous notice of advances and three days’ previous notice 
of reductions in rates, they can not be varied from day to day, or 
oftener, to meet fluctuations in ocean rates. 

Whenever a tariff is established for merchandise billed or intended 
for export by sea, and ocean rates are not specified, either becanse 
of fluctuations or for any other reason, so that only the charge for 
inland transportation is definitely fixed, the tariff as filed and 
made public should show the rate charged by the inland carrier 
or carriers to the point of export, including all terminal charges 
and expenses, and should also show in what manner the through 
rate to the point of ultimate destination is to be determined, 
whether by addition of the ocean rate from time to time prevail- 
ing, or how otherwise. 


Maj. J. P. Sanger v. The Southern Pacific Company, lessee of the 
Jentral Pacific Railroad, and The Union Pacific Railway Company. 


A misapprehension under which a party has paid for one journey in 
two sections, whereby the cost of the transportation has been made 
more than it would have been had a through ticket been pur- 
chased, may lawfully be corrected by return of the excess, though 
the carriers were without fault and only charged for each por- 
tion of the journey the regular rates. 
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No. 184. George Rice v. The Cincinnati, Washington and Baltimore 
Railroad Company, the Cincinnati, Indianapolis, St. Louis and 
Chicago Railway Company, the Chicago, Rock Island and Pacific 
Railway Company, the Union Pacific Railway Company, and the 
Central Pacific Railroad Company. 


No. 185. George Rice v. The Cincinnati, Washington and Baltimore 
Railroad Company, the Ohio and Mississippi Railway Company, the 
St. Louis and San Francisco Railway Company, the Atchison, To- 
peka and Santa Fé Railroad Company, the Atlantic and Pacific 
Railroad Company, and the Southern Pacific Company. 


No. 194. George Rice v. The Louisville and Nashville Railroad Company. 


In the Matter of the Application of the Petitioner for Subpcenas duces 
tecum. 


1. In laying down rules upon the subject of what an application shall 
contain for the compulsory production of books, papers, tariffs, 
contracts, agreements, and documents relating to any matter 
under investigation, the Commission is governed by the pro- 
visions of the act to regulate commerce and the objects and pur- 
poses of this statute, but in connection with these will also con- 
sider the practice in the courts of the United States, as well as 
the rules prescribed by Federal statutes in proceedings which 
seem_to be most nearly analogous to proceedings in which such 
application to the Commission is made. ° 

2. In proceedings between parties, when such an application is 
made to the Commission, to compel parties who are not engaged 
as carriers in interstate commerce, or others who are strangers 
to the proceeding, to produce books, papers, and documents; the 
application should be in writing, addressed to the Commission, 
and should specify, as pearly as may be, the books, papers, or 

- documents for the production of which process is desired, and be 
accompanied by an affidavit that the books, papers, or documents 
described are in the possession of the witness or under his con- 
trol, and should set forth facts which make a prima facie case 
that these contain evidence that is material and necessary to the 
party seeking their production in the pending proceeding; and ~ 
in such a case the prima facie showing that what is required to 
be produced will be legal evidence for the party demanding it 
ought to be very clear and full. 

3. Where the application is made to compel one who is-a party to 
the proceeding and who is a carrier engaged in interstate com- 
merce to produce its books for the purposes of evidence in a pend- 
ing proceeding, it is sufficient for the application to indicate in 
writing in a general way what books of the carrier should be 
produced, and that there is reason to believe, and that the appli- 
cant does believe, that in the course of the hearing they will be- 
come of service, on account of the light they will throw upon the 
questions in controversy in the proceeding and as an evidence of 
good faith, in making the application, the applicant should make 
an affidavit, as part of the application, that such application is 
made in good faith, and not for the purpose of vexing or harass- 
ing the defendant; and upon such a showing, as a general rule, 
the process should issue, unless the number of books called for 
should be so large, or from other exceptional circumstances, the 
Commission should order the testimony to be taken at such place 
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as would avoid oppression in producing the books at a far-distant 
hearing, and expedite the progress of the investigation. 

4, The difference that exists in what should be a prima facie showing 
for compulsory process for the production of books, papers, and 
documents as between parties not engaged as carriers in inter- 
state commerce, or strangers to the proceeding, on the one hand, 
and on the other hand, carriers who are engaged in interstate 
commerce, is one that is very manifest. The books of carriers 
engaged in interstate commerce, whether made up from shipping- 
tickets, way-bills, expense bills, or otherwise, are supposed to give 
the exact particulars of the consignment, showing the weight, 
rate and amount of charges to be paid to the company’s agent, 
and are put in this enduring form at the time of the consign- 
ment as part of the transaction upon rates that the law requires 
to be open and public, and thus they give a history of the details 
of the transaction, and are in the nature of semi-public records. 
Shippers, consignees, and even the public, may well have an in- 
terest, under certain vireumstances, in the evidence these records 
afford as to rates, charges, facilities furnished, and the general 
movements of freight. The books of strangers to the proceeding, 
and of parties not engaged as carriers in interstate commerce, do 
not necessarily occupy any such relation to these transactions, 
though there may possibly be such a showing as would make 
them material and competent evidence in proceedings in which 
these transactions come into controversy. 

5. There are several modes of procedure by which the inconvenience 
to the defendant carriers of producing books, and the delay and 
labor of going over their entries, might be avoided by petitioner. 

' For example: If one or more witnesses should be subpcenaed 
from the different companies proceeded against, and a notice 
should be served with the subpoena requiring the witnesses to 
furnish the published rates and tariffs of such company, for a 
specified period, and also requiring them to furnish statements of 
the actual charges made and car facilities furnished during such 
period, to the Standard Oil Trust and the others named in the 
application, if different from the published tariffs and schedules, 
it would probably be sufficient for all the purposes of these pro- 

- ceedings; or if the parties would take depositions by consent in 
advance of the hearing, it would answer the same purpose. 

G. In proceedings like these it is enough to show the rates actually 
charged, if there are or have been any such to certain shippers 
or consignees different from the published tariff rates, or the pref: 
erential facilities, if any such, furnished by the defendants to 
some shippers or consignees, and not to others, or the compara- 
tive rates on the different commodities named in the complaints, 
and from and to designated points. Innumerabie shipments, 
with all their minuteness of detail over the various lines that 
were made for many years before the act to regulate commerce 
took effect, as well as since that date, and the names of the con- 
signors and consignees at so many different points, through these 
long periods of time, seems to be immaterial. It appears to be 
sufficient for all the purposes of these cases to show the rates 
published, the rates actually charged, and the facilities furnished 
from and to designated points since the act to regulate com- 
merce went into effect, and for whatever light these may throw 
upon the question of the reasonableness and justness of the 
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rates, if any, and the fairness of the facilities afforded by way 
of comparison, what these were for a reasonable time; for ex- 
ample, for a period of twelve months before tlie act to regulate 
commerce went into effect. 

7. The books of the defendant carriers as to rates charged, facilities 
furnished, and general movements of freight, being in the nature 
of semi-publie records, to any extent that they can fairly and 
justly save time, labor, or expense to complainant, or to their 
companies, by viving to him in response to any calls he may make, 
statements of facts shown by their books, records, or files which 
may probably have importance on the hearing, the officers and 
agents of the defendant carriers under the direction of defendants, 
ought to give such statements, and ought to do so as promptly 
as may be found reasonably practicable. 

Much unnecessary conti oversy, inconvenience, and delay might 
well be avoided in the first instance, as well as in subsequent 
stages of proceedings, if carriers would exhibit, without technical 
objection, what their books show in reference to a transaction in 
question to any one who calls for the information in good faith, be- 
lieving,, though perhaps erroneously, that it is or may be im- 
portant to his interests, and when the application is seasonably 
and properly made, with a due regard for the convenience of the 
carriers’ agents and officers; and the instances are numerous in 
which it would put an end to the controversy, and in many others 
that the party would not then trouble the carrier for the produc- 
tion of the books. 

8. As the application in these cases does not conform to the rules 
herein stated in reference to making a prima facie showing for 
the compulsory production of the books, papers, and documents, 
either as against the defendant carriers or those who are strangers 
to these proceedings, the relief it seeks can not now be granted, 
and for the present must be denied; but this does not preclude 
the petitioner from renewing his application, provided, in doing 
so, he conforms to the rules indicated. 


The Lincoln Board of Trade v. The Union Pacific Railway Company 
and The Southern Pacific Company, and five other cases. 


The relief claimed having been conceded, no opinion of the Commis- 
sion is filed. 


The Pennsylvania Company, operating the Jeffersonville, Madison and 
Indianapolis Railroad, v. The Louisville, New Albany and Chicago 
Railway Company. 


The Chicago, St. Louis and Pittsburgh Railroad Company v. The Cleve- 
land, Cincinnati, Chicago and St. Louis Railway Company. 


The Commission does not give opinions on abstract questions. 

Where a case involving the reasonableness of rates has been disposed 
of by the carrier assenting to the rates demanded, no opimion 
will be expressed on the rates which have been abandoned, even 
though the parties request it. 

Such a course is particularly advisable and proper when it is appar- 
ent that other parties than the one complained of are interested 
in the question, and have not had the opportunity to be heard 
upon it. 
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Henry MecMorran and Edmund B. Harrington v. The Grand Trunk 
Railway Company of Canada and The Chicago and Grand Trunk 
Railway Company. 


Through rates are not required to be made on a mileage basis, nor 
local rates to correspond with the divisions of a joint through 
rate over the same line, mileage is usually an element of impor- 
tance, and due regard to distance proportions should be ob- 
served in connection with the other considerations that are ma- 
terial in fixing transportation charges. 

When rates on the line of a carrier are on their face disproportionate 
or relatively unequal, the burden is on the carrier to justify them 
when challenged. 

Grain and grain products classified alike are presumptively entitled 
to equal rates, and if a difference is made by a carrier it assumes 
the burden of sustaining it by satisfactory evidence. 

Upon complaint against the Grand Trunk Railway of Canada for 
alleged unreasonableness of a rate of 8 cents a hundred pounds 
on grain and 10 cents a hundred pounds on grain produets from 
Port Huron to Buffalo, as compared with a through rate of 15 
cents a hundred pounds from Chicago to Buffalo over the line 
formed by that road and the Chicago and Grand Trunk road— 

Held, that though the local rate from Port Huron to Buffalo might 
be regarded as disproportionate on the basis of distance alone, 
other considerations are involved, and in view of the terminal 
and ferry expenses at Port Huron, the Niagara Bridge charges, 
and the Buffalo terminal expenses, all of which are borne by the 
Grand Trunk Railway of Canada alone upon business originat- 
ing at Port Huron, the complaint against the 8-cent rate on grain 
is not sustained; but no good reasou having been shown for a 
higher rate on grain products, that portion of the complaint 
is sustained, and the products ordered to be carried at the same 
rate as grain. 


Abiel Leonard v. The Chicago and Alton Railroad Company, and Lo- 
gan B. Chappelle v. The Same Company. 


A practice had existed on the part of certain carriers of live cattle to 
make a car-load rate irrespective of weight, leaving the shipper 
to load into the car as many cattle as he pleased and was able to 
put into it. The carriers substituted for this practice the rule 
that while naming a car-lotrate they prescribed a minimum weight 
for a car-load and then charged by the hundred pounds in pro- 
portion to the car-lot rate for any excess over the minimum. 
Held that this rule was not unlawful. 

Prima facie the new rule is more just and reasonable than the prac- 
tice it supplanted, since the charge is more in proportion to the 
service rendered. 

The fact that some difficulties are found to exist in the prompt and 
accurate weighing of the cattle is not a reason for abolishing the 
new practice, but rather for improving and perfecting it. 

The fact that by the action of certain state commissions a car is per- 
mitted to be loaded by the shipper at discretion without the ear- 


lot rate being affected thereby is not a reason for adopting the 


like rule in interstate traffic if that course is found not to be most 
just and politic. ; 


Swe, 
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The grant to the Federal Government of the power to regulate inter- 
state commerce is full and complete, and can not be narrowed or 
encroached upon by State authority, either directly or indirectly. 
The fact, therefore, that one or more States have adopted a par- 
ticular regulation is not a reason for applying it to interstate 
commerce if in itself it appears to be objectionable. State action 
will always be treated with the highest deference and respect, 
but can not be allowed to control in matters within the Federal 
jurisdiction. 


James & Abbott v. The East Tennessee, Virginia and Georgia Railway 
Company, the Norfolk and Western Railroad Company, the Shen- 
andoah Valley Railroad Company, the Cumberland Valley Railroad 

. Company, the Pennsylvania Railroad Company, the New York, New 
Haven and Hartford Railroad Company, and the New York and New 
England Railroad Company. 


The presence of combined rail and water competition at a longer. 
distance point does not justify a greater charge for a shorter dis- 
tance while the carrier maintains the shorter- distance rate where 
such competition is of greater force and more controlling than at 
the longer-distance point. 

Nor does the fact that the freight is lumber which has paid a local 
rate over the roads of the defendants or of other railroad com- 
panies tothe longer-distance point justify such greater charge for 
a Shorter distance. 

Nor is such greater charge justified by the fact that the lumber busi- 
ness of the roads of a connecting line or any of them was done 
in cars which carried machinery to the longer-distance point 
when profitable return loads were not always to be had. 

Nor does a difference in the bulk and value of lumber justify such 
greater charge when the carriers in their published rate sheets 
put the lumber in the same class and at the same rate. 

Distance is not always the controlling element in determining what 
is a reasonable rate, but there is ordinarily no better measure of 
railroad service in carrying goods than the distance they are 
carried. ; 

And where the rate of freight charges over one line, on similar 
freight carried from neighboring territory to the same market, is 
considerably greater than over other lines for distances as long 
or longer, such greater rate is held to be excessive and should 
be reduced. 


The Oregon Short Line Railway Company v. The Northern Pacifie Bail- 
road Company. 


Under the Rules of Practice issued by this Commission a replication 
to an answer is not required or allowed. 
William L. Rawson v. The Newport News and Mississippi Valley Com- 
pany, the Baltimore and Ohio Railroad Company, and Ll. Boyer’s 
Sons. 


1. Where a tariff complained of was abandoned by the carriers fora 
long period of time before the complaint was made and shortly 
after the tariff was put in force, the Commission will not make 


138 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


an order requiring the carriers.to cease and desist from enforcing 
such tariff. because such an order would be vain and useless, 

2. The amendment of March 2, 1889, expressly provides that it shall 
have no application to pending proceedings, and as this proceed- 
ing was pending at the time no reparation can be awarded, and 
the remedy of the petitioner is in the courts. 


Frederick A. White v. The Michigan Central Railroad Company and 
The Lake Shore and Michigan Southern Riilway Company. 

. When a complaint charged that the respondent railroad companies, 
which were Common Carriers subject -to the act to regulate com- 
merce, were accustomed to make deductions of from 5 to 10 
pounds of wheat per load from the true weight when delivered by 
the farmer to the buyer at the elevators of the respondents, and 
gave receipt to the farmer for the amount as thus diminished, 
upon which the latter was paid by the buyer, thereby suffering — 
a loss to the extent of such reduction, but failed to charge that 

- the wheat was delivered for interstate transportation, or, indeed, 
for transportation anywhere, it was 

Held, that the complaint was insufficient in substance to show viola- 
tion of the act to regulate commerce, and that the respondents 
were entitled to have if dismissed on their motions to that effect, 
but that the dismissal should be without prejudice. 

An averment that the respondents were interstate common carriers 
subject to the act to regulate commerce was not of itself suffi- 
cient to warrant an inference, under a motion to dismiss a com- 
plaint for insufficiency, that wheat delivered at an elevator of 
the respondents was for interstate commerce. 

This case was heard solely upon the respondents’ motions to dismiss 
the complaint for insufficiency of its allegations to show violations 
of the act to regulate commerce, but the complainant having filed 
some depositions taken before the hearing of said motions, the 
Commission looked into this evidence with a view of seeing what 
light it shed upon the general claim of unlawful practice by tbe 
respondents, and upon the duty of the Commission to proceed 
against them on its own motion. 


EXTRACTS FROM DOCKET AND RECORDS OF COMMISSION SHOW- 
ING COMPLAINTS PENDING DURING THE YEAR UNDER SECTION 
13 OF THE ACT TO REGULATE COMMERCE, AND DISPOSITION OR 
PRESENT CONDITION OF BACH. 


8. Associated Wholesale Grocers of St. Louis v. Missouri Pacific Rail- 
way Company. 

’ Complaint alleges violation of sections 1 and 2 of the act by 
making greater charges upon merchandise shipped in less 
than car-load lots than in car-load lots. 

May 21, 1887. Complaint filed. 

June 11, 1887. Answer filed. 

July 21, 1887. Hearing. 

By consent of parties decision postponed until other cases pre- 
senting the same question should also be heard. (See Nos. 
65, 66, 67.) 


65. F. B. Thurber, M. N. Day, E. A. Doty, H. K. Miller, W. B. Timms, 
B. I’. Sores, committee, representing the Board of Trade and 
Transportation of New York v. New York Central and Hud- 
son River Railroad Company; New York, Lake Erie and 
Western Railroad Company; Delaware, Lackawanna and 
Western Railroad Company; Pennsylvania Railroad Com- 
pany; Baltimore and Ohio Railroad Company. 

Complaint alleges violation of sections 1 and 2 of the act by 
placing less than car-load quantities in a higher class than 
car-loads. 

Aug. 1, 1887. Complaint filed. 

Aug. 20,1887. Answers filed. Various protests, remonstrances, 
and petitions filed. 

Oct. 25, 1887. Hearing postponed to December 13, 1837, at com- 
plainants’ request. 

Dee. 8, 1857. Hearing postponed to January 24, 1888, on stipu- 
lation of parties. 

Dec. 28, 1887. Amendment to petition filed. 

Jan. 24-28, 1888. Hearing. 

July 11-Oct. 12, 1888. Briefs filed for complainants and interven- 
ing parties. 

Nov. 30, 1888. Briefs filed for defendants. 

Feb. 4, 1889. Reply brief for complainants filed. 

Feb. 12, 1889. Addenda to complainants’ reply brief filed. 

Dee. 1, 1889. Case under advisement by Commission. 


66. Thomas L. Greene, of New York, on behalf of himself and others, v. 
New York Central and Hudson River Railroad Company; Del- 
aware, Lackawanna and Western Railroad Company ; Penn- 
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sylvania Railroad Company; Baltimore and Ohio Railroad 
Company; New York, Lake Erie and Western Railroad Com- 
pany. 
Complawant alleges violation of the act by placing less than 

car-loads in a higher class than car-loads. 

Aug. 1, 1887. Complaint filed. 

Aug. 20, 1887. Answer filed. 

Oct. 25, 1887. Hearing postponed to December 13, 1887, at com- 
plainant’s request. 

Dee. 8, 1887. Hearing postponed to January 24, 1888, on stipu- 
lation of parties. : 

Dec. 28, 1887. Amendment to petition filed. 

Jan. 24-28, 1888. Hearing, 

July 11-Oct. 12, 1888. Briefs filed for complainants and inter- 
vening parties. 

Noy. 30, 1888. Brief filed for defendants. : 

Feb. 4, 1889. Reply brief for complainants filed. 

Feb. 12, 1889. Addenda to complainant’s reply brief filed. 

Dec. 1, 1889. Case under advisement by Commission. 


67. Francis H. Leggett & Co., of the city of New York, v. Baltimore and 
Ohio Railroad Company ; Pennsylvania Railroad Company ; 
Delaware, Lackawannaand Western Railroad Company; New 
York, Lake Erie and Western Railroad Company ; New York 
Central and Hudson River Railroad Company. 

Complaint alleges violations of sections 2 and 3 of the act by 

placing Jess than car-loads_in a higher class than car-loads- 

Aug. 1, 1887. Complaint filed. 

Aug. 20, 1887. Answers filed. 

Oct. 25, 1887. Hearing postponed to December 13, 1887, at com- 
plainants’ request. 

Dec. 8, 1887. Hearing postponed to January 24, 1887, on stipu- 
lation of parties. 

Dec. 28, 1887, Amendment to petition filed. 

Jan. 24-28, 1888. Hearing. 

July 11-Oct. 12, 1888. Briefs filed for complainants and interven- 
ing parties. 

Nov. 30, 1888. Brief filed for defendants. 

“Feb. 4, 1889. Reply brief for complainants filed. 

Feb. 12, 1889. Addenda to complainants’ reply brief filed. 

Dec. 1, 1889, Case under advisement by Commission. 


76. Manufacturers’ and Jobbers’ Union, of Mankato, Minn., v. Minne- 
apolis and St. Louis Railway Company. 

Complaint alleges unjust discrimination in rates against Man- 
kato and points on defendant’s branch line, the Wiscon- 
sin, Minnesota and Pacific Railroad, west of Waterville, in 
favor of Red Wing and points on same line east of Water- 
ville, on freight from Chicago carried over its main line and 
connections to Waterville, and thence over said branch line 
to destination, Mankato being nearer Chicago than Red 
Wing. Also alleges excessive rates to Mankato as com- 
pared with those to Minneapolis. 

Sept. 5, 1887. Complaint filed. 
Sept. 16, 1877. Case heard at St. Paul, Minn., September 16, 1887 
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By consent of parties without filing formal answer. 

Report by Bragg, Commissioner (1 I. Ae C. Rep., 227). 

The defendant having reduced its rates after the trial to the 
sum asked by the petition, no further proceedings consid- 
ered necessary. 

Noy. 13, 1888. Amended petition filed against the defendant and 
the. Chicago, Rock Island and Pacific Railway Company ; 
the Kankakee and Seneca Railroad Company; the Burling- 
ton, Cedar Rapids and Northern Railroad. Company. 

Nov. 13, 1888. Stipulation of counsel to submit case without ad- 
ditional evidence filed. 3 

Dee. 3, 1888. Time to answer of defendants extended ten days 
from this date upon application filed. 

Dec. 17, 1888. Joint answer to amended complaint filed. 

Dee. 1, 1859. Case under advisement. by the Commission. 


79. Lopez, Dunbar’s Sons & Co. v. Louisville and Nashville Railroad 
Company. 
Complaint alleges unjust discrimination on pails from Cincin- 
nati to Biloxi, Miss., as compared with the rate to New 
Orleans, 80 miles farther; also, violation of section 4. 


Sept. 22, 1887. Complaint filec. : ‘ 
Oct. 13,1837. Answer filed. 

Novy. 3, 1887. Replication filed. 

Nov. 16, 1887. Hearing. 

Dec. 1, 1889. Case under advisement by the Commission. 


102. Delaware State Grange of the Patrons of Husbandry v. New York, 
Philadelphia and Norfolk Railroad Company; Delaware 
Railroad Company; Philadelphia, Wilmington and Balti- 
more Railroad Company; Pennsylvania Railroad Company. 


Complaint alleges unjust and unreasonable charges; granting 
favors by rebates and false-weight schedules; undue ad- 
vantage to particular localities, and violation of section 4 
of the act in favor of Norfolk, Va., and points south, as 
against shippers and places in the Delaware peninsula. 


Dee. 2, 1887. Complaint filed. 

Jan. ae 1888. Joint answer of defendants filed. 

Jan. 12, 1888. Complainant ordered to file specification of the par- 
ticular instances of violation of law of which it intends to 
offer evidence under the several paragraphs of its complaint. 

Aug. 16, 1888. Specification filed as above ordered. 

Aug. 16, 1888. Amendments to petition filed. 

Sept. 5, 1888. Case assigned for hearing September 20, 1888, At 

Dover, Del. 

Sept. 12, 1888. Supplementai answers filed. 

Sept. 12, 1888. Application by defendants’ counsel to strike out 
the amendments to the petition on file and change the place 
of hearing denied by the Commission. (2 I. C. C. Rep., 309.) 

Sept. 20-21, 1888. Hearing had at Dover, Del. Continued to 
October 9, 1888. At Washington, D.C. 

Oct. 9-10, 1888. Hearing had and continued to November 20, 
1888. For argument. 

Nov. 17, 1888. Hearing indefinitely postponed upon request of 
parties, 
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Nov. 30, 1888. Evidence of repayment of excess charges agreed 
to be furnished by the counsel for defendant, the Pennsyl- 
ae Railroad Company, filed. 

Feb. 2, 1889. Case assigned for hearing at Washington, D. C., 
Haan: 26,1859 At request of parties. 

Feb. 26, 1889. Hearing had. 

Dee. 1, 1889. Case under advisement by the Commission. 


116. Beatrice Board of Trade, an association of citizens and mer- 
chants of Beatrice, Nebr., v. Union Pacific Railway Com- 
pany; Burlington and Missouri River Railroad Company in 
Nebraska; Chicago, Kansas and Nebraska Railway Company; 
Omaha and Republican Valley Railroad Company; Chicago, 
Burlington and Quincy Railroad Company. 


Complaint alleges Violations of section 3 of the act by defend- 
aits in subjecting Beatrice, Nebr., and its locality to undue 
and unreasonable prejudice and disadvantage in favor of 
Omaha, Lincoln and Hastings, Nebr., and their localities by 
reason of fixing and charging a much higher rate or tariff, 
in proportion to length of haul and actual mileage, from 
Chicago and St. Louis to Beatrice, than from those points to 
,Omaha, Lincoln and Hastings. 


Feb. 2, 1888. Complaint filed. 

Feb. 20-23, 1888. Answers filed. 

Feb. 25, 1888. Case assigned for hearing March 21, 1888. At 
Lincoln, Nebr. 

Mar. 23, 1858. Hearing had. 

Apr. 28, 1888. Brief for petitioner filed. 

Dee. 1, 1889. Case under advisement by the Commission. 


119. Reuben L. Rice, Joseph C. Robinson, and John W. Witherop, part- 
ners as Rice, Robinson & Witherop, v. Western New York 
and Pennsylvania Railroad Company. 


Complaint alleges that defendant charges 34 cents per barrel 
on petroleum from Titusville, Pa., to Buffalo, N. Y., which is 
claimed to be excessive and unreasonable in itself, while it 
char ae on the same traffic from Titusville, Pa., to Perth Am- 
boy, N. J., but 12 cents per barrel, the former haul being in- 
cluded within the latter over the same line; that defendant 
requires 60 barrels to be shipped in each ear-load while the 
floor capacity of the car in use is but 50 barrels; that the 
rates on petroleum were raised from 25 cents to 34 cents 
per barrel at the request and dictation of the Standard Oil 
Company; and that Buffalo, by reason of the aforesaid rates, 
is unjustly discriminated against. 


Feb. 18, 1888. Complaint filed. 

Mar. — 1888, Additional complaint filed. 

Mar. 22, 1888. Answers to original complaint filed. 

Apr. 3, 1888. Answers to additional complaint filed. 

Sept. 12, 1888. Case assigned for hearing eu eee 27, 1888, 
Sept. io 1888. Hearing. 

Oct. 12, 1888. Brief for defendant filed, 

Dec. 1, ’1888, Case under advisement by the Commission, 
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Nov. 23, 1888. Memorandum in the matter of relative tank and 
barrel rates on oil filed by the Commission. 


Opinion by Schoonmaker, Commissioner. (2 I. C. C. Rep. 
389.) 
Complaint held not sustained. 


Apr. 15, 1889. Petition filed by complainants praying that cases 
be re-opened for further evidence to be taken on May 15 and 
16, 1889. 10 a.m., at Titusville, Pa. 

Apr. 15, 1889. Memorandum by the Commission filed. (3 1. C., 
CNepi5 37.) 

Apr. 15, 1889. -Ordered: That this case be re-opened for further 
evidence to be taken at Titusville, Pa., on May 15 and 16, 
1889. 10a. m., at the same time that other cases (153, 154, 
and 163) are assigned for hearing. 

Apr. 19, 1889. Copies of above order sent parties. 

May 6, 1889. Petition of complainants for order granting leave 
to Dunkirk, Allegheny Valley and Pittsburgh, Lake Shore 
and Michigan Southern, and New York, Lake Erie and 
Western railroad companies to intervene and be heard. Or- 
der granting such leave issued. 

May 15-16, 1889. Hearing had and continucd to June 12, 1889. 
at Washington, D.C. 

May 20, 1859. Case assigned for further hearing June 12, 1889. 
10 a. m., at Washington, D.C. Notices sent. 

June 5, 1889. Hearing postponed to June 28, 1889. 10 a. m. 
Notices sent. 

June 27, 1889. Hearing postponed to October 16, 1889. 10a. m. 
Testimony to be taken in Nos. 153, 154, and 163 to be con- 
sidered in this case as far as applicable. 

Oct. 16, 1889. Hearing continued to October 17. 

Oct. 17, 1889. Hearing had. Arguments to be presented on a 
day to be hereafter named. 


120. Chamber of Commerce of the City of Milwaukee v. The Flint and 
Pere Marquette Railroad Company; Detroit, Grand Haven 
and Milwaukee Railway Company. 


Complaint alleges that the defendants madé a reduction of 24 
cents per 100 pounds in rates on flour, grain, and mill stuffs 
from Milwaukee to eastern domestic markets to apply on 
such property when shipped from Minneapolis, and that they 
have refused said reduction to Milwaukee shippers. That 
the rates to New York and Boston on said Minneapolis ship- 
ments are, respectively, 23 and 23 cents per 100 pounds, and 

' on Milwaukee shipments the rates are, respectively, 254 and 
304 cents per 100 pounds. 


Feb. 21, 1888. Complaint filed. 

Mar. 15, 1888. Joint answer filed. 

June 8, 1888. Hearing indefinitely postponed upon request of 
parties. 

Oct. 31, 1888. Case assigned for hearing December 5, 1888. 

Dee. 5, 1888. Hearing had. Briefs filed. — 


Opinion by Bragg, commissioner, (2 I, C. C. Rep., 553,) Com- 
plaint held not sustained. 
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121. Chamber of Commerce of the City of Milwaukee v. Chicago, Mil- 
waukee and St. Paul Railway Company; Chicago and North- 
Western Railway Company. 

Complaint alleges that defendants refuse to receive bulk grain 
at northwestern points for transportation to Milwaukee un- 
less the same is billed to elevators, and that no such restric- 
tion is applied to shipments of like propert}Y to Chicago; 
that defendants refuse Milwaukee shippers equal facilities . 
with those of Chicago in the transfer of grain from cars of 
Western roads to those of Eastern roads, such transfer being 
made on track at Chicago without charge, but at Milwaukee 
the grain transfer is required to be made through elevators, 
at a charge of one-half cent per bushel. 

Feb. 24, 1888. Complaint filed. 

Mar. 19, 1888. Answers filed. 

’ May 14, 1888. Supplemental answer filed by the Chicago, Mil- 

waukee and St. Paul Railway Company. 

June 8, 1888. Hearing indefinitely postponed upon request of 
parties. 

Oct. 31, 1888. Case assigned for hearing December 5, 1888. 

Dec. 5, 1888. Hearing. 

Dee. 5, 1888. Briefs filed for complainant and defendant, Chicago, 
Milwaukee and St. Paul Railway Company. 

Jan. 8, 1889. Sapplemental brief for complainant filed. 

Dec. 1, 1889. Case under advisement by the Commission. 


122. The Commercial Exchange of Philadelphia v. Union Line; Pitts- 
burgh, Cincinnati and St. Louis Railway Company; Penn- 
sylvania Railroad Company. 

Complaint alleges that defendants, by ‘ underbilling,” have 
charged, demanded, collected and received a less compensa- 
tion for the transportation of grain and feed from points in 
the States of Ohio, Indiana, and Illinois to the city of Phila- 
delphia than was specified in the published schedule of rates 
and charges then in force, and that thereby they have given 
unreasonable preference and advantage to the owners of such 
grain afid feed and subjected other traders in said commodi- 
ties to undue and unreasonable prejudice and disadvantage. 


Feb. 25, 1888. Complaint filed. 

Mar. 19, 1888. Joint answer filed. —. 

Apr. 21, 1888. Case assigned for hearing May 15, 1888. 

May 7, 1885. Proceedings suspended at complainant’s request, 
(See Nos. 123, 124, and 125; also In re Underbilling.) 


123. Commercial Exchange of Philadelphia v. Erie Dispatch; Cincin- 
nati, Indianapolis, Saint Louis and Chicago Railway Com- 
pany ; Philadelphia and Reading Railroad Company. 

Complaint alleges the same violations of the act that are 
charged in No. 122. 
Feb. 25, 1888. Complaint filed. 
Apr. 13-16, 1838. Answers filed. 
Apr. 21, 1888. Case assigned for hearing May 15, 1888. 
May 7, 1888. Proceedings suspended at complainant’s request. 
(See Nos. 122, 124, and 125; also In re Underbilling.) 


a 
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124. Commercial Exchange of Philadelphia v. White Line; Cleveland, 
Columbus, Cincinnati and Indianapolis. Railway Company ; 
Philadelphia and Reading Railroad Company. 


Complaint alleges the same violations of the act that are 
charged in No. 122. 


Feb. 25, 1888. Complaint filed. 

Apr. 16, 1888. Answers filed. 

Apr. 21, 1838. Case assigned for hearing May 15, 1888. 

May 7, 1888. Proceedings suspended at complainant’s request. 
(See Nos. 122, 12:3, and 125; ; also In ve Underbilling.) 


125. Commercial Exchange of Philadelphia v. Nickel PlateLine; Trad- 
ers’ Dispatch; Indiana, Bloomington and Western Railway 
Company; Philadelphia and Reading Railroad Company. 


Complaint alleges the same violations of the act that are 
charged in No. 122. 


Feb, 25, 1883. Complaint filed. 

Mar. 17-Apr. 16, 1888. Answers filed. 

Apr. 21, 1888. Case assigned for hearing May 15, 1888. 

May 7, 1888. Proceedings suspended at complainant’s request. 
(See Nos. 122, 123, and 124; also In re Underbilling.) 


126, Ohio Coal Exchange v. Wisconsin Central Railroad Company. 


Complaint alleges discrimination in favor of the block coal mines 
in southern Indiana as against complainant in the transpor- 
tation of block coal from Danville, Ill., through Chicago to 
St. Paul and other points on defendant’s line, or accessible 
therefrom, at arate which is but 10 cents per ton more than 
the rate on soft coal from Chicago to said points, while the 
rate from Danville to Chicago is 50 cents per ton; complain- 
ant having paid local rates on its coal from its mines in Ohio 
to Chicago, where it is stored for sale and shipment at the 
regular rate from Chicago to said points, in competition with 
said Indiana block coal. 


Mar. 19, 1888. Complaint filed. 

Apr. 6,.1888. Answer filed. 

Apr. 19, 1888. Case assigned for hearing May 10, 1888, 

Apr. 30, 1888. Hearing postponed to June 14, 1888. 

June 9, 1888. Hearing indefinitely postponed. 

June 26, 1888. Case assigned for hearing July 7, 1888. Palmer 

House, Chicago, Il. 

July 2, 1888. Notice of agreement to submit case on depositions 

~ and printed arguments filed. 


127. William P. Rend v. Chicago and North-Western Railway Com. 
pany. 
Complaint alleges discrimination in favor of the Wilmington 
coal fields mines and the Spring Valley mines, each in the 
State of IHinois, as against complainant, in the transporta- 
tion of coal to points in Wisconsin, Minnesota, and Dakota, 
in that the rates for such service are the same from said mines 
as from Chicago, to which place complainant’s coal is shipped 
from his mines in Pennsylvania aud Ohio at regular rates 
H. Mis. 50-— 10 
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and is there stored for sale and reshipment to said points in- 
competition with said Wilmington and Spring Valley coal. 
Mar. 19, 1888. Complaint filed. 
Apr. 9, 1888. Answer filed. 
July 2, 1888. Parties filed stipulation to submit case on deposi- 
tions and printed arguments to be filed. 
Sept. 14, 1888. Depositions filed. 
Sept, 14-Oct. 22, 1888. Briefs filed. 
Opinion by Walker, Commissioner. (2 I. C. C. Rep., 540.) 
Complaint held not sustained. 


128. Michigan Congress Water Company v. Chicago and Grand Trunk 
Railway Company. 


Complaint alleges excessive low rates on mineral water in tank 
cars and barrels from Lansing, Mich., to eastern sea-board 
cities; detention of a tank-car load of the same for payment 
of unjust freight charges ; higher rates for the transportation 
of said water than for a like service on shipments of petro- 
leum and pine oil, and refusal to refund charges paid in ex- 
cess of printed tariff at date of shipment. 


Mar. 26, 1888. Complaint filed. 
May 3, 1838. Answer filed. 
June 18, 1888. Supplemental complaint filed. 
July 13, 1883. Answer to supplemental complaint filed. 
Sept. 13, 1888. Case assigned for hearing September 25, 1888. 
Sept. 18, 1888. Hearing indefinitely postponed at complainant’s 
request. 
Jan. 19, 1889. Case assigned for hearing February 5, 1889. 
Feb. 5, 1889. Hearing had. 
Opinion by Bragg, Commissioner (2 I. C. C. Rep., 594). 
Complaint dismissed. 


129. Worcester Excursion Car Company v. Pennsylvania Railroad 
Company. 

Complaint alleges unjust discrimination and undue prejudice and 
disadvantage against complainant by reason of defendants 
hauling the cars of the Pullman Palace Car Company exclu- 
sively and refusing to haul those of complainant when of- 
tered to defendant; complainant’s cars being constructed for 
similar purposes to those of said palace car company. 


Apr. 3, 1888. Complaint fiied. 

Apr, 24, 1888, Answer filed. 

May 24, 1888, Case assigned for hearing June 19, 1888. 
June 19, 1888. Hearing. Briefs filed. 

Dec. 1, 1889, Case under advisement by the Commission. 


130. New York Produce Exchange v, New York Central and Hudson 
tiver Railroad Company ; Lake Shore and Michigan South- 
ern Railway Company; Michigan Central Railroad Com- 
pany; Chicago and Grand Trunk Railway Company ; Great 
Western Railway Company of Canada; New York, Lake 
Erie and Western Railroad Company ; Chicago and Atlantic 
Railway Company ; New York, Pennsylvania and Ohio Rail- 
road Company ; New York, Chicago and St. Louis Railroad 


* 
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Company; West Shore Railroad Company ; Delaware, Lack- 
awanna and Western Railroad Company ;*Grand Trunk Rail- 
way Company of Canada; Pittsburgh, Fort Wayne and Chi- 
cago Railway Company; Pennsylvania Railroad Company ; 
Pittsburgh, Cincinnati. and St. Louis Railway Company ; 
Wabash Western Railway Company; Baltimore and Ohio 
Railroad Company; Philadelphia and Reading Railroad 
Company; Central Railroad of New Jersey. 


Complaint alleges unjust discrimination by defendants by means 
of underbilling; and that defendants have also charged upon 
flour, grain, and provisions the schedule rates from Chicago 
and other western points to New York when delivered for 
domestic consumption or subsequent export, while other per- 
sons are charged a much lower rate, even as low as 5U per 
cent. thereof, for like and contemporaneou services when the 
same kind of property was delivered to vessels or steam-ship 
lines for shipment to foreign ports under through bills of 
lading issued by defendants, thereby giving undue and un- 
reasonable preference to persons engaged in such shipments 
to the prejudice of New York firms and consignees, and 
thereby also charging more for the shorter than the longer 
distance, in violation of section 4 of the act; also failure to 
comply with the order of the Commission requiring the pub- 
lication of rates to the sea-board and a separate statement of 
ocean rates. 


April 18, 1888. Complaint filed. 

May 9-29, 1888. Answer filed. , 

June 13, 14, 1888. Case heard at New York, N. Y., by agreement 
of parties. 

July 14 to Aug. 18, 1838. Briefs filed 


Opinion by Schoonmaker, Commissioner (3 I. C. CG. Rep., 
137). 

Order of March 8, 1888, continued in force, and defendants or 
dered to cease and desist from unjustly discriminating in 
their rates and charges for inland transportation, between 
traffic consigned on through bills to foreign ports from in- 
terior points and like traffic consigned to the sea-board. 


131. Henry MeMorran and Edmund 8B. Harrington, partners, doing 
business under the firm name of MeMorran & Co.,, v. Chi- 
eago and Grand Trank Railway Company; Grand Trunk 
Railway Company of Canada. 

Complaint alleges that defendant’s rates of 8 cents per hundred 
on grain and 10 cents per hundred on grain products from 
Port Huron to Buffalo, a distance of 196 miles, is unjust and 
unreasonable, while the rates on said articles from Chicago 
to Port Huron, a distance of 335 miles, is 9 cents per hundred, 
and the through rate. from Chicago to Buffalo is 15 cents 
per hundred, and asks that a reasonable rate be fixed and 
made to apply on all articles placed in the sixth class alike, 
such commodities above mentioned being so classed. 

Apr. 21, 1888. Complaint filed. 
May 28, 1888. Joint answer filed. 
May 28, 1888, Case assigned for hearing June 22, 1888, 
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June 20, 1888. Hearing indefinitely postponed on stipulation of 
parties. 

Mur! 1888. Case assigned for hearing December 11, 1888. 

Noy. 30, 1888. Deposition of John W. Loud filed. : 

Nov. 30, 1888. Statement of A. B. Atwater and stipulation of 
counsel to treat the same as evidence filed. 

Novy. 30, 1888. Stipulation of counsel filed that petition and an- 
swer nay, at either party’s desire, be amended at the hearing 
so as to cover the testimony as it may appear. 

Noy. 30, 1888. Stipulation of counsel filed to submit case on 
printed briefs. 

Dee. 22, 1888, Case assigned for hearing January 30, 1889. 

Jan. 21, 1889. Hearing indefinitely postponed at request of par- 
ties. 

Jan. 28, 1889. Depositions on behalf of defendant filed. 

Apr. 4, 1889. Depositions on behalf of both parties filed. 

Apr. 13-15, 1889. Briefs filed. 

Apr. 15, 1839. Case submitted. 


Opinion by Schoonmaker, Commissioner (3 I. C. C. Rep., 252). 

Defendant, the Grand Trunk Railway Company of Canada, or- 
dered to cease and desist from charging in excess of 8 cents 
per hundred pounds on grain and grain products from Port 
Huron, Mich., to Buffalo, N. Y., while a through rate of 15 
cents per hundred pounds on grain and grain products is in 
effect over the lines of the Chicago and Grand Trunk Rail- 
way Company and the Grand Trunk Railway Company of 
Canada from Chicago, Il., to Buffalo, N. Y. 


132. T. M. C. Logan, F. D. Babcock, and I. H. Parsons, Committee of 
the North-Western Iowa Grain and Stock Shippers’ Associa- 
tion v. Chicago and North-Western Railway Company. 


Complaint alleges unjust discrimination and violation of the 
fourth section of the act as follows: Defendant gives rela- 
tively lower rates to Chicago from Carroll and points on its 
main line and south branches west of Carroll, than it affords 
to Odebolt, Arthur, and Ida Grove and other points on its 
north branches; shipments of corn and oats from Nebraska 
points over defeudant’s lines to New York and other eastern 
points are billed to Rochelle and Turner Junction in Illinois, 
and from thence take the Chicago rate to said eastern points, 
but such privilege is refused to Lowa stations and such rate 
is not published thereat; the rates per car on live stock from 
River Sioux and other Iowa points on defendant’s north 
branches to Chicago is $45, while from stations on its main 
line and south branches, of relatively the same distance from 
Chicago, the rate is $30; defendant’s tariff rate on corn and 
oats from all stations between Carroll and Missouri Valley, 
inclusive, to New York, via Chicago, is 36.5 cents per 100 
pounds, but defendants refused a through rate to New York 
to complainants from Ida Grove, Arthur, and Odebolt, on its 
north branches, and instead thereof quoted rates on corn per 
100 pounds as follows: Odebolt to Chicago, 20 cents; Arthur 
and Ida Grove to Chicago, 21 cents; Chicago to New York, 
27.5 cents; a difference discriminating against complainants 
of 11 and 12 cents per 100 pounds, respectively, and which 
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prevented the sale of thousands of bushels of complainant’s 
corn in the New York market. 

May 8, 1888. Complaint filed. 

June 4, 1888. Answer filed. 

July 6, 1888. Case assigned for hearing July 26, 1888. At Du- 
buque, Iowa. 

July 26, 1888. Hearing. 

Opinion by Morrison, Commissioner (2 1. C. C. Rep., 604). 
Defendant ordered to so re-adjust its northwestern Iowa rates 

as to make them substantially the same to Chicago for ap- 
proximately the same distances from stations on its Sioux 
City and Mapleton line, west of Maple River Junetion and 
east of Onawa, as from stations on its main line west of Ma- 
ple River Junction. Defendant further ordered to cease and 
desist from charging any greater compensation in the aggre- 
gate for the transportation of a like kind of property for a 
shorter than for a longer distance in the same direction over 
its line from Sioux City to Chicago via Maple River June- 
tion, or over its line froin Sioux City to Chicago via Mis- 
souri Valley. 


134. Frank L. Hurlburt v. Lake Shore and Michigan Southern Railway 
Company. 
Complaint alleges excessive and unreasonable charges for the 
transportation of rough hub blocks in ear-loads, 28,000 
pounds minimum weight, at fifth-class instead of sixth-class 
rates. Also discrimination between rough and manufactured 
hub blocks, each placed in defendant’s fifth class, although 
their relative value is about 4 and 25 cents per block, re- 
spectively, and more than 50 per cent. of the rough block is 

wasted in manufacture. 


May 8, 1888. Complaint filed. 

June 11, 1888. Answer filed. 

June 12, 1888. Case assigned for hearing July 17, 1888. 
E July 17, 1888. Hearing. 


Opinion by Cooley, chairman (2 I. C. C. Rep., 130). 
Complaint held sustained. 


Mar. 25, 1889. Supplemental petition and complaint filed. 

May 3, 1889. Answer to supplemental petition filed. © 

May 10, 1889. Case assigned for hearing at the Boody House, 
Toledo, Ohio, May 24, 1889. 11 a. m. 

May 24, 1889. Hearing had, and adjourned until depositions 
have been taken and filed, when a day for the arguinent will 
be named. 


135. Spartanburg Board of Trade v. Richmond and Danville Railroad 
Company; Central Railroad of Georgia; Augusta and Knox- 
ville Railroad Company; Port Royal and Augusta Railroad 
Company; Port Royal and Western Carolina Railroad Com- 
pany; Ohio and Mississippi Railway Company; Nashville, 
Chattanooga and St. Louis Railway Company; Louisville 
and Nashville Railroad Company; St. Louis, Iron Mountain 
and Southern Railway Company ; Chicago, St. Louis and 
Pittsburgh Railroad Company; Jeffersonville, Madison and 
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Indianapolis Railroad Company ; Cincinnati, Hamilton and 
Dayton Railroad Company; Cincinnati Southern Railway 
Company; Hast Tennessee, Virginia and Georgia Railway 
Company; Western and Atlantic Railroad Company ; West- 
ern North Carolina Railroad Company; Asheville and Spar- 
tanburgh Railroad Company; Georgia Railroad Company ; 
Illinois Central Railroad Company; Cincinnati, Indianapo 
lis, St. Louis and Chicago Railroad Company. 

Compiaint forwarded by the board of railroad commissioners 
of South Carolina. 

Complaintalleges that defendants unjustly discriminate against 
Spartanburg, S. C., in fixing rates to Charlotte, N..C., at 
$1.05 per 100 pounds, first class, and gradually increasing 
the same until Spartanburg, 76 miles distant, is reached, 
where the rate is placed at $1.35 per 100 pounds, while from 
that point to Longview, Ga., a distance of 100 miles, the 
$1.35 rate remains stationary, and from Longview to At- 
lanta it decreases to $1.14 per 100 pounds; also in rates 
from western points, as Kvansville, Ind., Owensborough and 
Henderson, Ky., to Spartanburg, as compared with stations 
farther distant and with Atlanta; and also in rates from 
Cincinnati, Ohio, Louisville, Ky., and Jeffersonville, Ind., to 
Spartanburg, 8. C. 

May 9, 1888. Complaint filed. 

May 31 to June 15, 1888. Answers filed. 

June 7, 1888. Complaint withdrawn by the petitioner as against 
the Central Railroad of Georgia; the Augusta and Knox- 
ville Railroad Company; the Port Royal and Augusta Rail- 
road Company; and the Port Royal and Western Carolina 
Railroad Company. 

July 6, 1888. Case assigned for hearing July 20, 1888. 

July 20, 1888. Hearing. Case submitted upon the pleadings and 
tariffs of defendants on file. 

Oct. 8,18388. Opinion by Bragg, Commissioner. (2 1.C.C. Repts., 
304.) The petitioner and the defendant, the Richmond 
and Danville Railroad Company, ordered to take testimony 
in the case. Case set for further hearing November 20, 1888. 

Oct 17, 1888. Hearing continued to November 27, 1888. 

Noy. 20, 1888. Hearing continued indefinitely to await the inves- 
tigation of tariffs ordered in No. 151. 


136° 8. F. Woodson, Aaron Haas, and J. G. Oglesby, committee of the 


Atlanta Chamber of Commerce, v. Southern Railway and 
Steamship Association; Louisville and Nashville Railroad 
Company; Nashville, Chattanooga and St. Louis Railway 
Company; Western and Atlantic Railroad Company ; Georgia 
Central Railroad Company; Georgia Railroad Company ; 
South Carolina Railway Company. 

Complaint alleges violation of sections 2 and 3 of the act by 
defendants in giving undue preference to the merchants of 
Nashville, Tenn., as compared with the merchants of Atlanta, 

_ Ga., and also that the joint tariffs of the Southern Railway 
and Steam-ship Association unjustly discriminate against 
Atlanta in favor of competing cities. 

May i0, 1888. Complaint filed. 
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May 19 to June 7, 1888. Answers filed. 
June 12, 1888. Case assigned for hearing July 13, 1888. 


July 2, 1888. Proceedings suspended at complainant’s request. — 


139. Imperial Coal Company and Andrews, Hitchcock & Co. v. Pitts- 
bargh and Lake Erie Railroad Company; New York Lake 
and Western Railroad Company, lessee of the New York, 

Pennsylvania and Ohio Railroad. 

Complaint alleges excessive rates and unjust discrimination 
in the transportation of coal mined by the Imperial Coal 
Company at its mines west of Pittsburgh, and shipped to 
Cleveland, Ohio, in favor of coal mined east of Pittsburgh 
and shipped to Cleveland, Ohio. 

May 28, 1888. Complaint filed. 

June 16-19, 1888. Answers filed. 

‘July 6, 1888. Case assigned for hearing July 18, 1888. 

July 18, 1888. Hearing. 

Oct. 22, 1888. Parties ordered to take additional testimony by 
deposition and file the same by December 2, 1888. 

Oct. 25, 1888. Baltimore and Ohio. Railroad Company granted 
leave to intervene on the part of defendants. 

Dec. 4, 1888. Deposition filed on behalf of complainants. 

Dee. 6, 1888. Depositions filed on behalf of both parties. 

Dee. 15, 1888. Case assigned for hearing January 11, 1889. 

Jan. 11, 1889. Hearing had. Brief for Pittsburgh and Lake Erie 
Railroad Company filed. 

Opinion by Schoonmaker, Commissioner. (2 I. C. C. Rep., 
618.) 

Complaint held not sustained. 


144. Board of Trade of the City of Chicago v. Chicago and North- 
Western Railway Company; Pennsylvania Gompany. 


Complaint alleges violations of sections 1, 2, and 3 of the act 
by defendants’ unreasonable charges and unjust discrimina- 
tion against the city of Chicago, as a locality, and the mem- 
bers of complainants’ association, and that such discrimina- 
tion is caused by the unjust and unreasonably excessive dif- 
ference between defendants’ joint through tariffs on grain 
from points in Nebraska to New York and the sum of their 
local tariffs in force on like traffic from said Nebraska points 
to Chicago, and from Chicago to New York; and that such 
difference in favor of the through transportation also sub- 
jects the city of Chicago to unreasonable and unjust preju- 
dice and disadvantage. 

July 23, 1888. Complaint filed. 

Aug. 9 to Oct. 22, 1888. Answers filed. 

Oct. 20, 1888. Case assigned for hearing December 13, 1888. 

Noy. 17, 1888. Hearing indefinitely postponed by agreement of 
parties. 


145. Board of Trade of the City of Chicago v. Chicago, Rock Island 
and Pacific Railway Company; Baltimore and Ohio Rail- 
road Company. 

Complaint alleges violation of sections 1, 2, and 3 of the act 
by defendants’ charges and unjust discrimination against the 
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city of Chicago, as a locality, and the members of the com- 
plainant’s association, and that such discrimination is caused 
by the unjust and unreasonably excessive difference between . 
defendants’ joint through tariffs on grain from points in Iowa 
to Baltimore and the sum of their local tariffs in force on 
like traffic from said Iowa points to Chicago, and from Chi- 
cago to Baltimore; and subjects the city of Chicago to un- 
reasonable and unjust prejudice and disadvantage. 

July 23, 1858. Complaint filed. 

Aug. 27, to Sept 14, 1888. Answers filed. 

Oct. 20, 1888. Case assigned for hearing December 14, 1888. 

Nov. 17, 1888. Hearing indefinitely postponed by agreement of 
parties. 


146. Littlke Rock and Memphis Railroad Coinpany v. Hast Tennessee, 


Virginia and Georgia Railway Company; St. Louis, Iron 
Mountain and Southern Railway Company. 

Complaint alleges that the Bald Knob Branch of the St. Louis, 
Tron Mountain and Southern Railway, and the Kansas 
City, Springfield and Memphis Railroad, are competitors of 
complainant’s road, and it further alleges that in violation of 
the third section of the act to regulate commerce the de- 
fendants have withdrawn and discontinued the sale of 
through tickets over complainant’s road between Memphis: 
and western and southern points in Texas and elsewhere, 
while continuing the sale of through tickets between said 
points over the competing roads above mentioned, 

Arg. 29, 1888. Complaint filed. 

Sept. 19-29, 1888. Answers filed. 

Oct. 20, 1888. Case assigned for hearing December 11, 1888. 

Noy. 14, 1888. Amendment to answer of St. Louis, Iron Mount- 
ain and Southern Railway Company filed. 

Dee. 11, 1888. Hearing had. 

Dec. 11, 1888, to Jan. 14, 1889. Briefs filed. 


Opinion by Walker, Commissioner. (3 I. C. C. Rep., 1) 


In its present form and in the absence of the necessary machin- 
ery, the statute is not adequate to afford the relief prayed 
in the petition. 


147, Louisville Southern Railroad Company v. Louisville and Nash- 


ville Railroad Company; Louisville Railway Transfer Com- 
pany. 

Complaint alleges violation of the act to regulate commerce by 
defendants in refusing to interchange interstate traffie with 
the complainants at its point of intersection with the line 
of the defendants in the city of Louisville in the State of Ken- 
tucky. 

Aug. 30, 1888. Complaint filed. 

Sept. 18, 1888. Joint answer filed. , 

Sept. 24, 1888. Case assigned for hearing October 16, 1888. 

Oct. 10, 1888. Hearing postponed to November 14, 1888. 

Noy. 15, 1888. Hearing postponed to January 8, 1889. 

Nov. 24, 1585. Leave granted counsel to stipulate a day between 
4 euAry 22, 1889, and January 31, 1889, for the hearing of 

e case. 
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Dee. 28, 1888. Hearing indefinitely postponed by agreement of 
parties. 


14s, David Hostetter and Milton L. Myers, partners, engaged in busi- 
ness as Hostetter & Co., v. Pennsylvania Company, a cor- 
poration of the Commonwealth of Pennsylvania, operating 
the Pittsburgh, Fort Wayne and Chicago Railroad and other 
railroads and their branches; Baltimore and Ohio Railroad 
Company; Lake Shore and Michigan Southern Railway 
Company; Pittsburgh and Lake Erie Railroad Company ; 
New York Central and Hudson River Railroad Company; 
Allegheny Valley Railroad Company; Pennsylvania Rail- 
road Company. 

Complaint alleges that ‘“ Hostetter’s Stomach Bitters,” a pro- 
prietary medicine, formerly placed by defendants in class 
4 when shipped in car-load lots,and in class 3 when shipped 
in less than car-load lots, is now wrongfully and in violation 
of the act to regulate commerce classified by defendants in 
class 1, without reduction in case of car-load shipments, and 
that unless released from shortage and damage claims de- 
fendants refuse to transport the same unless double rates are 
paid. And further, that the rates in force under such classi- 
fication are unjust and unreasonable. 

Sept. 12, 1888. Complaint filed. 

Oct. 10 to Nov. 8, 1888. Answers filed. 

Nov. 21, 1888. Notice of the death of David Hostetter, senior 
member of the firm of Hostetter & Co., complainants, and 
request for the substitution of Milton L. Myers, as surviving 
partner, filed by complainants’ counsel. 

Jan. 7, 1889. Deposition on behalf of complainant filed. 

Jan. 10, 1889. Hearing had. 

Jan. 10-Feb. 11, 1889. Briefs filed for complainant. 

Opinion by Schoonmaker, Commissioner. (2 I. C. C. Rep., 573.) 

Complaint held not sustained. 

Mar. 27, 1889. Application for rehearing filed. : 

June 7, "1889. Memorandum filed. Application denied. (31. C. 
C. Rep. +) £90.) 


149. Mary O. Stone and Thomas Carten, a copartnership doing busi- 
ness under the name of Stone & Carten, v. Detroit, Grand 
Haven and Milwaukee Railway Company. 

Compiaint alleges that in charging equal rates to Grand 
Rapids and Ionia from Philadelphia, New. York and points 
east of Detroit, lonia being shorter distance from Detroit 
than Grand Rapids, and both situate on defendant’s line of 
railroad, and in draying freight free of charge to consignee’s 
doors at Grand Rapids, while like kinds of freight are only 
delivered at its warehouse in Ionia, defendant unjustly dis- 
criminates against Ionia in favor of Grand Rapids, to its 
prejudice and disadvantage, and makes greater charges for 
a shorter than for a longer distance, in violation of sections 
2, 3 and 4 of the act to regulate commerce. 

Sept. 24, 1888. Complaint filed. 


Oct. 8, 1888. Answer filed. 
Oct. 20, 1888. Case assigned for hearing December 11, 1888. 
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Dee. 10, 1888. Hearing indefinitely postponed on stipulation of * 
arties. 

Dec. 22, 1888. Case assigued for hearing January 29, 1889, 11 a. m. 

Jan. 24, 1889. Brief for defendant filed, 

Jan. 29, 1889. Hearing. Agreed statement of facts filed. 

Jan. 29, 1889, Brief filed for complainant. 

Jan. 2, 1889. Brief filed for cartage companies. 

Dee. 1, 1889, Case under advisement by the Commission. 


150. Coxe Brothers and Company v. Lehigh Valley Railroad Company. 


Complaint alleges that defendant’s charges to complainant's 
anthracite coal as interstate traffic are unreasonable and un- 
just; that said charges are greater than are charged to oth- 
ers on bituminous coal traffic shipped contemporaneously 
and under similar circumstances and conditions, and that 
said bituminous coal traffic is thereby given an unreasonable 
preference and advantage over said anthracite coal traffic, 
to its undue prejudice and disadvantage. The complaint 
further alleges that defendant charges petitioners more on 
anthracite coal as interstate traffic than it charges the Le- 
high Valley Coal Company on anthracite coal contempora- 
neously shipped under similar circumstances and conditions, 
thereby giving to said Lehigh Valley Coal Company an un- 
reasonable preference and advantage over petitioner and 
other shippers, to their undue prejudice and disadvantage 


Oct. 19, 1888. Complaint filed. 

“Noy. 13, 1888. Answer filed. 

Nov. 15, 1888. Case assigned for hearing January 11, 1889, 

Nov. 24, 1888. Case re-assigned for hearing January 18, 1889, 
upon request of parties. 

Jan. 18, 1889. Hearing. Memorandum filed by complainants. 

Jan. 18, 1889. Ordered: That the hearing be adjourned to Feb- 
ruary 7, 1889, and that the Pennsylvania Railroad Com- 
pany ; the New York, Lake. Erie and Western Railroad 
Oompany; the Philadelphia and Reading Railroad Com- 
pany; the Central Railroad Company of New Jersey; the 
Delaware and Hudson Canal Company ; the New York, Sus- 
quehanna and Western Railroad Company; the Lehigh Coal 
and Navigation Company; the Erie and Wyoming Valley Rail- 
road Company, or any member of the Trunk Line Associa- 
tion, may appear and join in the defense as they may think 
necessary. 

Feb. 7-12, 1889. Hearing had. Case continued to March 1, 1889, 
for argument. 

Feb. 28, 1889. Hearing of argument continued to March 14, 1889, 
at the request of counsel. 

Mar. 5, 1839. Hearing of argument continued to March 19, 1889. 

Mar. 19-20, 1889. Hearing had, 

Mar. 19 to Apr. 4, 1889.° Briefs filed. 

Dee. 1,.1889. Case under advisement by the Commission. 


151. In the Matter of the Tariffs and Classifications of the Atlanta and 
West Point Railroad Company; Central Railroad and Bank- 
ing Company of Georgia; Charleston and Savannah Railway 
Company; Charlotte, Columbia ane Augusta Railroad Com- 
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pany; Cincinnati, New Orleans and Texas Pacific Railway 
Company; Columbi: vand Greenville Railroad Company; East 
Tennessee, Virginia and Georgia Railway Company; Georgia 
Railroad and Banking Company ; Louisville and Nashville 
Railroad Company; Memphis and Charleston Railroad Com- 
pany; Mobile and Girard Railroad Company; Mobile and 
Montgomery Railroad Company; Montgomery and Eufaula 
Railroad Company; Nashville, Chattanooga and St. Louis 
Railway Company; Norfolk and Western Railroad Company; 
Port Royal and Augusta Railway Company; Richmond and 
Danville Railroad Company; Rome Railroad Company; /Sa- 
vannah, Florida and Western Railway Company; Savannah, 
Griffin and North Alabama Railway Company; Seaboard and 
Roanoke Railroad Company; South Carolina Railway Com- 
pany; South and North Alabama Railway Company; Vicks- 
burg and Meridian Railway Company; Western and Atlantic: 
Railroad Company; Western Railway Company of Alabama; 
Wilmington and Weldon Railroad Company; Wilmington, 
Columbia and Augusta Railroad Company; and such other 
carriers as may hereafter be named, operating in the same 
territory with those above enumerated, or connecting with 
them: 


A generalexamination and investigation of the tariffs and classi- 
fications of the above-named companies ordered. 
Oct. 22, 1888. Matter assigned for hearing December 18, 1838. 
Dee. 18, 19, 20, 1888. Hearing had. 
Opinion by Walker, Commissioner. (3 1.C. C. Rep., 19.) 


Ordered: That in the transportation of interstate traffic and in 
the making, filing and publication of tariffs for such traffic 
each and every of the several carriers above named without 
unnecessary delay, correct and arrange their respective tarifts 
whether they be individual or joint tariffs, in such manner 
as to comply with the provisions of the act to regulate com- 
merece in the particulars specified as to each carrier and line 
of carriers in said report and opinion, and that each of said 
carriers make report to the Commission of its action in the 
preinises. 


153. The Independent Refiners’ Association, of Titusville, Pennsylva- 
nia, and the Independent Refiners’ Association, of Oil City,, 
Pennsylvania, v. Western New York and Pennsylvania. 
Railroad Company; New York, Lake Erie and Western 
Railroad Company; Delaware and Hudson Canal Com- 
pany; Fitchburg Railroad Company; Boston and Maine 
Railroad Company. 

Complaint alleges that defendants’ rate of $1 per barrel on re- 
fined petroleum from Titusville and Oil City, Pa., to Boston 
and other New England points is unreasonable and dispro- 
portionate to defendants charge of 66 cents per barrel from 
the points first named to New York City; and that on ac- 
count of ocean competition in oil traffic between New York 
and Boston any unreasonable difference in above-named 
rates is unjust; that the two defendants herein first named 
charge proportionately more for like and contemporaneous 
service on like traffic to Boston points than to New York ; 
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that defendants have withdrawn their through tariff to Man- 
chester, N. H., and Portland, Me., and other points on the 
Boston and Maine Railroad, without giving proper notice 
thereof, and since such withdrawal, while not refusing the 
traffic, they have refused to quote definite rates thereon ; 
that the Standard Oil Trast, a common carrier of oil by pipe 
lines, and the Trunk Lines pool freight or net earnings and di- 
vide the same, and also fix the rates complained of, which 
rates are the same as are charged by said pipe lines. 

Dee. 4, 1888. Complaint filed 

Dee. 26, 1888 to Jan. 14, 1889. Answers filed. 

Dee. 27, 1888. Memorandum filed by complainants, 

Dee. 27,1888. Ordered: That the various carriers composing trans- 
portation routes as shown by the above memorandum be 
furnished with copies of this order and of the petitions and 
answers when they shall be fixed; and that said other car- 
riers have leave to intervene as parties by filing notice to that 
effect within ten days. 

Jan. 17, 1839. Certified copies of the complaint and answers, and 
of the above order, sent to all parties and to the carriers 
named in the memorandum of complainants on file. 

Jan. 24, 1889. Provisions of above order extended so as to apply 
to the Philadelphia and Reading Railroad Company and the 
Fall Brook Coal Company. 

Jan. 26, 1889. Appearance of Lake Shore and Michigan Southern 
Railway Company filed. 

Jan. 29, 1889. Notice of intervention as a party defendant filed by 
New York Central and Hudson River Railroad Company. 

Apr. 1889, Case assigned for hearing at Titusville, Pa., May 15, 
18389, 

May 15, 1889. Hearing had and continued to June 11, 1889, at 
Washington. 

May 20, 1889. Case assigned for further hearing at Washington, 
June 11, 1889. 

June 5, 1889. Hearing postponed to June 27, 1889. 

June 27, 1889. Hearing had and continued to October 15, 1889. 

Oct. 15, 16, 17, 1889. Hearing had and continued for argument 
to a day to be named. 


154. The Independent Refiners’ Association of Titusville, Pa., and the 


Independent Refiners’ Association, of Oil City, Pa., v. West- 
ern New York and Pennsylvania Railroad Company ; New 
York, Lake Erie and Western Railroad Company; Lehigh 
Valley Railroad Company. 


Complaint alleges that defendants’ rate of 66 cents per barrel 
‘on refined petroleum from Titusville and Oil City to Perth 
Amboy is excessive and unreasonable; that the Standard 
Oil Trust, a common carrier of oil by pipe lines, and the 
Trunk Lines pool freight or net earnings and divide the same, 
and also fix the rate complained of, which rate is the same as 
that charged by said pipe lines. 

Dee. 4, 1888. Complaint filed. 

Dee. 26, 1888, to Jan. 14, 1889. Answers filed. 

Dec. 27, 1888. Memorandum filed by complainants. 

Dec. 27, 1888. Ordered: That the various carriers composing 
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transportation routes as shown by the above memoradum, 
be furnished with copies of this order, and of the petitions 
and answers when the latter shall be filed; and that said 
other carriers have leave to intervene as parties by filing 
notice to that effect within ten days. 

Jan. 17, 1889. Certified copies of complaint and answers, and of 
the above order, sent to all parties and to the carriers named 
in the memorandum of complainants on file. 

Jan. 24, 1&89. Provisions of above order extended so as to apply 
to the Philadelpha and Reading Railroad Company and the 
Fall Brook Coal Company. Copies sent. 

Jan. 26, 1889. Appearance of Lake Shore and Michigan Southern 
Railway Company, by George C. Greene, general counsel, 
filed. 

Jan. 29, 1889. Notice of intervention as a party defendant filed 
by New York Central and Hudson River Railroad Company, 
by Frank Loomis, counsel, filed. 

Apr. 1, 1889. Case assigned for hearing at Titusville, Pa., May 
15, 1889. 

May 15, 1889. Hearing had and continued to June 11, 1389, at 
Washington. 

May 20, 1889. Case assigned for further hearing at Washington 
June 11, 1889. 

June 5, 1889. Hearing postponed to June 27, 1889. 

June 27, 1889. Hearing had and continued to Oct. 15, 1889. 

June 28, 1889. Statement of permanent subcommittee of Phila- 
delphia Board of Trade on alleged decadence of the com- 
merce of the port of Philadelphia, with accompanying reso- 
lutions filed. 

Oct. 15, 16, 17, 1889. Hearing had and continued for argument to 
a day to be named. 


155. Putnam P. Bishop v. H. R. Duval, as receiver of the Florida Rail- 
way and Navigation Company. 


Complaint alleges unjust, unreasonable and greatly dispro- 
portionate charges for. the carriage of oranges in car-load 
lots between points in the State of Florida when such car- 
riage forms part of the through transportation from Citra in 
said State to New York City, Boston and Philadelphia. And 
it further alleges that such charges namely, 25 cents per 
crate from Citra to various Florida points, are, by: the de- 
fendant and the Florida Southern Railway Company, made 
arbitrary on through shipments destined outside of said 
State, and that said arbitrary rate compared with the pro- 
rate received by defendant for longer hauls of the same 
traffic between said Florida points upon its line including 
the shorter haul from Citra, namely 12 cents percrate, consti- 
tutes unjust discrimination against the orange shippers of 
Citra. 

Dee. 17, 1888. Complaint filed. 
Jan. 15, 1889. Answer filed. 
Mar. 18, 1889. Case assigned for hearing May 1, 1889. 
May 1, 1889. Hearing had. Memorandum filed. (3 I. ©, ©, 
Rep., 128.) 
Complaint dismissed, 
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156. James A. Harris v. H. R. Duval, as receiver of the Florida Rail- 
way and Navigation Company; Savannah, Florida and 
Western Railway Company; Central Railroad and Banking 
Company of Georgia; Western and Atlantic Railway Com. 
pany; Nashville, Chattanooga and St. Louis Railway Com-- 
pany ; Louisville and Nashville Railroad Company ; Evauns- 
ville and Terre Haute Railroad Company; Chicago and 
Eastern Illinois Railroad Company; St. Louis, Keokuk and 
Northwestern Railroad Company; Florida Southern Railway 


Company. 


Complaint alleges unjust, unreasonable, and greatly dispro- 
portionate charges for the carriage of oran®es in car-load 
lots between points in the State of Florida, when such car- 
riage forms part of the through transportation by defendants 
from Citra, in said State, to Chicago, Ill, and Keokuk, 
Jowa. And it further alleges that such charges—namely, 25 
cents per crate from Citra to various Florida points—are by 
the defendants, the Florida Railway and Navigation Com- 
pany and the Florida Southern Railway Company, made 
arbitrary on through shipments destined outside of said 
State, and that said arbitrary rate compared with the pro- 
rate received by the Florida Railway and Navigation Com- 
pany, for the longer hauls of the same traffic over its line 
between Florida points, including the shorter haul from 
Citra—namely, 12 cents per crate—constitutes unjust dis- 


crimination against the orange-shippers of Citra. 
Dee. 17, 1888. Complaint filed. 
Dec. 26, 1888, to Jan. 15, 1889. Answers filed. 
Mar. 18, 1889. Case assigned for hearing May 1, 1889. 


May 1, 1889. Hearing had. Memorandum filed. (3 1.C.C. Rep., 


128.) 
Complaint dismissed. 


157. L. Lippman & Co. v. Illinois Central Railroad Company. 


Complaint alleges that defendant charges more for the trans- 
portation of cotton shipped from Yazoo City, Miss., to New 
Orleans than it receives as its division of through rates when 
the cotton is shipped by steam-boat on through bills of lad- 
ing from points on the Yazoo River to Yazoo City and thence 


by. defendants’ road to New Orleans. 
Dee. 1, 1888. Complaint filed. 
Dec. 1, 1888. No order of notice issued. 
Jan. 3, 1889. Memorandum filed. (2 I. C.C. Rep., 584.) 


No order considered necessary. 


158. Railroad and Warehouse Commission of the State of Minnesota 
v. Chicago and North-Western Railway Company; Chi- 
cago, St. Paul and Kansas City Railway Company; Wis- 
consin Central Railroad Company; Chicago, Burlington and 
Northern Railroad Company; Chicago, Burlington and 
Quincy Railroad Company; Chicago, Rock Island and 
Pacific Railway Company; Minneapolis and St. Louis Rail- 
way Company; Chicago, St. Paul, Minneapolis and Omaha 
Railway Company ; Burlington, Cedar Rapids and Northern 


Railway Company, 
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Complaint alleges that defendants have violated the provisions: 
of the act since July 1, 1888, in the following particulars: by 
special rates, rebates, commissions and other devices; by: 
giving undue and unreasonable preference and advantage to 
particular persons, firms, corporations and localities, and to’ 
particular descriptions of traffic; by failing to print and keep: 
for public inspection schedules of rates, fares and charges,. 
containing the freight classification in force, in such proper 
form and places for convenient inspection as is required by 
the sixth section. (See No. 165.) 


Jan. 12, 1889. Complaint filed. 


(See matter of rate sheets of same carriers, No. 165.) 

159. John P. Squire & Company v. Michigan Central Railroad Com- 
pany; New York Central and Hudson River Railroad Com- 
pany; Boston and Albany Railroad Company. 

Complaint alleges that the relative rates charged by defend- 
ants for the transportation of live hogs for complainants and 
of slaughtered beef, live cattle, and slaughtered hog products 
for other parties from Chicago and Joliet, Il., to Cambridge, 
Somerville, and Boston, Mass., constitute unjust discrimina- 
tion and undue and unreasonable prejudice and disadvan- 
tage to complainants. 


Jan, 19, 1889. Complaint filed. | 

Jan. 19, 1889. Ordered: That the Vermont Central Railroad Com | 
pany, the New York, Ontario and Western Railway Com- 
pany, the Pennsylvania Railroad Company, the New York, 
Lake Erie and Western Railroad Company, the Delaware, 
Lackawanna and Western RaiJroad Company, the Balti- 
more and Ohio Railroad Company and the Grand Trank 
Railway Company have leave to intervene as parties by filing 
notice of desire to do so within twenty days from this date. 

Jan. 19, 1889. Copies of the petition and of the above order sent. 
to the carriers named and to the parties, Notice sent de- 
fendants. 

Feb. 14, 1889. Copies of the complaint sent to the Iowa Railroad 
Commission on January 31, and to Hon. W. J. Campbell, 
218 La Salle street, Chicago, Ill., on this date. Answers to 
be sent when filed. Also notices of hearing. 

’ Feb. 28, 1889. Copies of answers and notices of hearing to be sent: 
Messrs. Cummins & Wright, Des Moines, Iowa, and Gage, 
Ladd & Small, Kansas City, Mo. 

Mar. 1, 1889. Joint answer filed. 

Apr. 9, 1889. Case assigued for hearing May 9, 1889, 10 a. m., at 
Palmer House, Chicago, Ill. 

Apr. 18, 1889. Hearing postponed to the last of May or early 
part of June, on a day to be hereafter named. 

May 10, 18-9. Case assigned for hearing at the Palmer House, 
Chicago, Ill., May 27, 1889, 10 a. m., and at the Peabody 
House, Kansas City, Mo., May 31, 1889, 10 a. m. 

May 27, 1889. Hearing called and continued to a day to be named. 

May 31,1889. Hearing called and continued to a day to be named. 

Sept. 3, 1889. Case assigned for hearing at the Palmer House, 
Chicago, Ill., September 30, 1889. 

Sept. 30, 1889. Hearing continued te a day to be named. 

Oct. 25, 1889, Case assigned for hearing December 4, 1889, 


160 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


Nov. 1, 1889. Depositions on behalf of complainants filed; 

Nov. 4, 1889. Hearing indefinitely postponed by agreement of 
parties. 

Nov. 20, 1889. Depositions on behalf of defendants filed. 


160. In the Matter of the Transportation of Persons over the Pennsyl- 
vania Railroad; New York Central and Hudson River Rail- 
road ;, Delaware, Lackawanna and Western Railroad ; Bal- 
timore and Ohio Railroad; Grand Trunk Railway; Ver- 
mont Central Railroad; New York, Ontario and Western 
Railway ; New York, Lake Erieand Western Railroad. 

It having come to the knowledge of the Commission that various 
railroad companies in the country are giving a construction 
to the interstate commerce law in the issue of passes for free 
transportation that differs in some particulars from that which 
the law received at their hands at the time of its enactment, 
and the Commission being apprehensive that the new con- 
struction may lead to mischiefs, it has been thought best to 
invite the presidents of what are commonly known as the 
Trunk Line Companies, either in person or by representatives 
chosen by themselves, to meet the Commission in conference 
for the purpose of a free interchange of views on the subject 
and for such action on the part of the Commission as shall 
seem to be called for. 

Jan. 17, 1889. Conference set down for February 6, 1889. 
Jan. 17, 1889. Presidents of each company notified. 
Feb. 6, 1889. Conference held. (See No. 191.) 


161. William L. Rawson v. Newport News and Mississippi Valley 
Company. 

Complaint alleges violation of sections 3 and 6 as follows: 
Defendant’s published tariff in force August 10, 1887, along 
the jine of its Chesapeake and Ohio Railway, on lumber from 
Covington, Ky., to New York City was 24 cents per 100 
pounds, iicluding lighterage, and the route was via the Rich- 
mond, Fredericksburg and Potomac Railroad; a car-load of 
lumber billed by said route was, without complainant's con- 
sent, forwarded by defendant via the Baltimore and Ohio 
Railroad, a lighterage charge of 5 cents per 100 pounds from 
Communipaw to New York was added to said rate, and bills 
of lading by the latter were substituted after the dispatch of 
the car * for those by which the former route was named ; 
the tariff specifying the former rate had not been withdraw n, 
and the only authority for such change of route was an 
agents’ circular, not posted for public information, whereby 
single car-lots could only be billed to Communipaw at 24 
cents, but five car-lots might be billed to New York City at 
24 cents per 100 pounds, lighterage free. 

Jan, 22, 1889. Complaint filed. 

Feb. 13, 1889. Time to answer extended fifteen days on applica- 
tion of defendant’s counsel. 

Feb. 27, 1859. Answer filed. 

Mar. 18, 1889, Case assigned for hearing April 9, 1889. 

Apr. 5, 1889. Leave eranted to complainant to amend the com- — 
plaint by adding new parties, and hearing to stand over in- — 
definitely. 


° 
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Apr. 25, 1889. Amended complaint filed adding as parties de- 
fendant the Baltimore and Ohio Railroad Company and L. 
Boyers’ Sons, lighterage agents for the Baltimore and Ohio 
Railroad Company at New York. 

May 15, 1889. Answers of Baltimore and Ohio Railroad Company 
and L. Boyers’ Sons filed. 

May 20, 1889. Case assigned for hearing at Washington, June 
20, 1889. 

June 20, 1889. Hearing had. 


Opinion by Bragg, Commissioner (3 I. C. C. Rep., 266). 
Complaint dismissed without prejudice. 


162. In the Matter of Passenger Tariffs and Rate Wars. 


Dee. 7, 8, 10 and 11, 1888. Investigation held at Chicago, Il. 
Jan. 25, 1889. Memorandum filed (2 I. C. C. Rep., 513). 


163. Independent Refiners’ Association of Titusville; Independent 

. Refiners’ Association of Oii City; v. Pennsylvania Railroad 
Company; Western New York and Pennsylvania Railroad 
Company. 

Complaint alleges that defendants’ rate of 66 cents per barrel, 
formerly 52 cents per barrel, on refined petroleum oil shipped 
in barrels from the Penusylvania oil regions to tide-water in 
New York Harbor for export is unjust and unreasonable; 
that said rate compared with the rate of 52 cents per barrel 
charged by defendants for like service on oil shipped in tank 
cars for export constitutes unjust discrimination and undue 
and unreasonable preference and advantage in favor of the 
shipments in tanks. It also alleges undue preference and 
advantage to the companies affiliated to the Standard Oil 
Trust by reason of a contract existing between the Pennsyl- 
vania Railroad Company and the National Transit Com- 
pany, a common carrier of oil by pipe lines and under the 
control of said trust, whereby it is agreed to pool or divide 
traffic in oil, and said railroad company is guarantied 26 per 
cent. of the traffic between said points, and also that the 
same rates shall be maintained by rail and pipe lines. The 
difference between price paid by petitioners by rail or pipe 
line and the cost to said trust companies is about 48 cents 
per barrel, including local pipeage and collection. 

Jan. 30, 1889. Complaint filed. : 
Feb. 18-28, 1889. Answers filed. 
Apr. 1, 1889. Case assigned for hearing at Titusville, Pa., May 


16, 1889. 
3 May 15, 1889. Hearing had and continued to June 11, 1889, at 
Washington. 


May 20, 1889. Case assigned for further hearing at Washington, 
June 11, 1889. 

June 5, 1889. Hearing postponed to June 27, 1889. 

June 27, 1889. Hearing had and continued to Oct. 15, 1389. 

Oct. 15, 16,17, 1889. Hearing had. Briefand Supplemental Brief 
Pennsylvania Railroad Company, on motion of complain- 
ants’ counsel for production of contract between it and the 
National Transit Company. Hearing for argument continued 
to a day to be named. 
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154. In the Matter of a General Conference of Railroad Commissioners. 


The suggestion for a general conference of Railroad Commis- 
sioners having been heartily approved by the State Railroad 
Commission, it was ordered that such conference be held. 


Jan. 31,1889. Ordered: That the conference be held at the office 
of the Commission in Washington, D. C., at 11 o’clock a. m., 
on the 5th day of March, 1889. 

Jan. 31, 1889. Invitations sent to each State Railroad Commis- 
sion, to Board of Tax Assessors, or Secretaries of State or In- 
ternal Affairs in States where no Railroad Commission exists 
and railroad matters are specially in charge of such depart- 
ment officials, and to the Governors of all other States and 
Territories, 

Mar. 5, 6, 7, 1889. Conference held. Proceedings ordered printed. 


165. In the Matter of the Rate Sheets of Chicago and North-Western 
Railway Company; Chicago, St. Paul and Kansas City 
Railway Company; Chicago, Milwaukee and St. Paul Rail- 
way Company; Wisconsin Central Railroad Company; 
Chicago, Burlington and Northern Railroad Company; 
Chicago, Burlington and Quincey Railroad Company; Chi- 
cago, Rock Island and Pacific Railway Company; Minne- 
apolis and St. Louis Railway Company; Chicago, St. Paul, 
Minneapolis and Omaha Railway Company; Burlington, 
Cedar Rapids and Northern Railway Company. 

It appearing to the Commission that it is desirable that an in- 
vestigation be had in regard to the manner in which the sev- 
eral respondents named make and publish their respective 
rate sheets, and from time to time change the same, and also 
as to the forms thereof, with a view to the correction of any 
-errors in method or form, and to insuring the results in- 
tended by the act requiring the same, and that, especially, 
the following matters may be determined, that is to say: 

(1) Whether the forms of the rate sheets give the public the 
information to which they are entitled. 

(2) Whether the rate sheets actually issued are printed and 
published as required by law. 

(3) Whether in some instances the rate sheets are not put in 
force before they have been duly published. 

(4) In what manner respondents are accustomed to give notice 
of an advance of rates, and whether the notice as given com- 
plies with the law. 

(5) Whether joint rates when made are duly agreed upon and 
filed in proper form with the Commission. 

(6) Whether it is not desirable that all joint rates be ordered 
by the Commission to be published, and if not, whether such 
order should not be made as to some class thereof. 

Feb. 4, 1889. Investigation ordered held at Palmer House, Chi- 

cago, Ill., February 19, 1889, 10 a. m. 

Feb. 4, 1889. Copy order sent each respondent, and the Rail- 

road and Warehouse Commission of Minnesota. (See No. 158.) 

Feb. 19, 20, 21, 1889. Hearing had at Chicago, III. 


166. William H. Heard v. Georgia Railroad Company. 
Complaint alleges that the complainant, a colored person, 
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while traveling from Philadelphia to Atlanta on a first-class 
through ticket, was compelled on changing ears at Augusta, 
Ga., to enter a compartment of a car assigned for the use of 
colored persons only, and that the comforts and accommo- 
dations provided in such half-car were second class and in- 
ferior to those afforded to white passengers traveling first 
class and occupying a separate coach in the same train, 
thereby subjecting him to undue and unreasonable preju- 
dice and disadvantage. The complaint prays that the de- 
cision of the Commission upon the complaint heretofore 
brought against the defendant by the complainant may be 
enforced if these charges are found to be true. 

Feb. 9, 1889. Complaint filed. 

Mar. 5, 1889. Answer filed. 

Mar. 18, 1889. Case assigned for hearing April 10, 1889. 

Apr. 8, 1889. Deposition on behalf of complainant filed. 

Apr. 10, 1889. Hearing had. 

Opinion by Bragg, Commissioner (3 I. C. C. Rep., 111). 

Defendant ordered to cease and desist from subjecting pe- 
titioner and other persons of his race and color to undue 
prejudice and disadvantage by failing and refusing to fur- 
nish them passenger accommodations and comforts equal to 
those afforded to white passengers paying the same fare, or 
failing to furnish them equal protection against disorderly 
conduct on the part of other passengers or persons traveling 
on its passenger trains. 

May 22, 1889. Statement filed by defendant giving notice of 
refusal to comply with the provisions of the order of the 
Commission served upon it in this proceeding, and the rea- 
son for such refusal, namely, its appeal to the courts. 


167. Irving Williams v. Richmond and Danville Railroad Company. 
(Forwarded by Railroad Commission of South Carolina.) 


Complaintalleges that defendant’s refusal to give him a through 
bill of lading on cottoa offered for shipment from Winnsbor- 
ough, S. C., to New York, via rail line to Charleston and 
steamship line to destination at the same through rate that 
would be charged if the same route was over defendant’s line 
to West Point and thence by water line to New York, consti- 
tutes unjust discrimination when through bills are given by 
the way of Charleston from points in defendant’s Columbia 
and Greenville branch road to New York. 

Feb. 2, 1889. Complaint and Papers filed. No order of notice is- 
sued. 

Feb. 12, 1889. Memorandum filed by the Commission. (In re 
Joint Water and Rail Lines, 2 I. C. C. Rep., 645.) 


No order considered necessary. 


168. Memphis Freight Bureau v. Kansas City, Fort Scott and Memphis 
Railroad Company. 

Complaint alleges that by defendant’s published tariff No. 261, 
the rates on the several classes of freight therein named 
are, according to distance, improperly graded between Mem- 
phis, Tenn., and Cabool, Mo., in comparison with the rates 
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put in force by said tariff from Memphis to stations west of 
Cabool to and including Spring Hill. 


Feb. 15, 1889. Complaint filed. 

Mar. 19, 1889. Answer filed. 

Mar. 18, 1889. Case assigned for hearing April 11, 1889. 

Apr. 6, 1889. Hearing postponed indefinitely by request of par- 
ties. 

May 9, 1889. Request for discontinuance filed by onan enye 

May 9, 1889. Ordered that proceedings be discontinued. 


169. Memphis Freight Bureau v. Kansas City, Fort Scott and Memphis 
: Railroad Company. 


Complaint alleges that defendant is a ites of the Western 
Freight Association; that the rates of defendant between 
Kansas City and Memphis are higher than the published 
rates of the Western Freight Association between Kansas 
City and Chicago and Milwaukee; that the distance from 
Kansas City is 458 miles to Chicago, 543 miles to Milwaukee, — 
and 487 miles to Memphis; that the physical difficulties — 
of transportion are not believed to be as great. between 
Kansas City and Memphis as between Kansas City and Mil- 
waukee; that by reason of said higher rates Kansas City 
business is lost to Memphis; that said higher rates should 
be so reduced that they shall not be at any time greater than 
the rates of said association between Kansas City and Chi- 
cago. 

Feb. 15, 1889. Complaint filed. 

Mar. 19, 1889. Answer filed. 

Mar. 18, 1889. Case assigned for hearing April 11, 1889. 

Apr. 6, 1889. Hearing postponed indefinitely by request of par- 
ties. 

May 9, 1889, Request for discontinuance filed by complainant. 

May 9, 1889. Ordered, That proceeding be discontinued. 


170. Memphis Freight Bureau v. Missouri Pacific Railway Company. 


Complaint alleges that defendant, by establishing a tariff of 
rates on freight which makes no distinction in rates between. — 
St. Louis and Hast St. Louis and the following western 
points: Kansas City, St. Joseph, Atchison and Leavenworth, 
and names higher rates between Memphis and the three 
points last named than it does between Memphis and Kansas 
City, unjustly discriminates against Memphis in favor of St. 
Louis and East St. Louis to its prejudice and disadvantage. 
It further alleges like discrimination by defendant’s allow- 
ing certain preferential rates between St. Louis and Hast St. 
Louis and said western points and denying like preferential 
rates between Memphis and said western points. 


Feb. 15, 1889. Complaint filed. 

Mar. 12, 1889. Answer filed. 

Mar. 18, 1889. Case assigned for hearing April 11, 1889: 
Apr.*6, 1889. Hearing postponed indefinitely. 

May 9, 1889. Request for discontinuance filed by complainant, 
May 9, 1889, Ordered, That proceeding be discontinued, 
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171. Memphis Freight Bureau v. Missouri Pacific Railway Company. 


Complaint alleges that defendant by establishing the same 
rates between St. Louis and Hast St. Louis and Omaha that 
it exacts between St. Louis and East St. Louis and Kansas 
City, St. Joseph, Leavenworth and Atchinson, while its 
rates between Memphis and Omaha are higher than its 
rates between Memphis and Kansas City, unjustly discrim- 
‘nates against Memphis to the unlawful advantage of St. 
Louis and East St. Louis. 


Feb. 15, 1889. Complaint filed. 

Mar. 12, 1889. Answer filed. 

Mar. 18, 1889. Case assigued for hearing April 11, 1889. 

Apr. 6, 1889. Hearing indefinitely postponed. 

May 9, 1889. Request for discontinuance filed by complainant. 
May 9, 1889. Ordered, That proceeding be discontinued. 


172. Memphis Freight Burean v. Southern Railway and Steamship 
Association. 


Complaint alleges that differences in the rates promulgated 
by the defendant Association from Memphis and Nashville 
to Anniston, Hufaula, Poelika, Selma, Montgomery, Ala., 
and © olumbus, Ga., viz: Class 1,31 cents; class 2, 26 cents; 
class 3, 21 cents ; class 4,18 cents ; class 5, 14 cents ; class 
6, 9 cents ; class A, 4 cents ; class B, 4 cents ; class C, 3 
cents ; class D, 3 cents, and class H, 11 cents per 100 pounds, 
unjustly discriminate against Memphis in favor of Nashville ; 
that such differentials should be fixed on a percentage basis 
and not arbitrarily ; and that Memphis rates should not be 
more than 10 per cent. higher than Nashville rates to said 
points. 

_Feb. 15, 1889. Complaint filed. 
Mar. 9, 1889. Answer filed. 
Mar. 1%, 1889. Case assigned for-hearing April 11, 1889. 
Apr. 6, 1889. Hearing indefinitely postponed. 
May 9, 1889. Request for discontinuance filed by complainant. 
May 9, 1889. Ordered, That proceeding be discontinued. 


173. James & Abbott v. East Tennessee, Virginia and Georgia Rail- 
way Company; Norfolk and Western Railroad Company; 
Shenandoah Valley Railroad Company; Cumberland Val- 
ley Railroad Company; Pennsylvania Railroad Company ; 
New York, New Haven and Hartford Railroad Company; 
New York and New England Railroad Company. 


Complaint alleges violation of section 4 of the act as follows: 
Under through joint arrangements defendants charge a 
through rate of 36 cents per 100 pounds, on lumber in ear- 
loads from Johnson City, Tenn., to Boston, Mass., a distance 
of 911 miles, while they charge 34 cents per 100 pounds, on . 
lumber in car-loads from Atlanta, Ga., to Boston, a distance 
of 1,240 miles; the shorter being included within the longer 
haul, over the same line in the same direction. Also, that 
defendants charge the same rate on lumber in ear-loads from 
Macon, Ga., to Boston, a distance of 1,328 miles, that they 
charge from Johnson City, the shorter bei ng included within 
the longer haul over the same line in the same direction, 
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Feb. 18, 1889. Complaint filed. 

Feb. 28 to Mar. 13, 1889. Answers filed. 

Mar. 18, 1889. Case assigned for hearing April 30, 1889. 

Mar. 29,1589. Case re-assigned for hearing May 2, 1889, by con- 

sent of parties. 

Apr. 2, 1889. Depositions filed by complainants. 

May 2, 1889. Hearing had. Argument for complainants filed. 
Opinion by Morrison, Commissioner (3 I. C. C. Rep., 225). 
Defendants ordered to cease and desist from charging and re- 

ceiving any greater compensation for the transportation of 
lumber in car-loads for the shorter than for the longer dis- 
tance, in the same direction, the shorter being included within 
the longer distance over their line from Atlanta, Ga., and 
Johnson City, Tenn., to Boston, Mass. Further ordered that 
the rate charged by defendants on lumber in car-loads from 
Johnson City, Tenn., to Boston, Mass., must not exceed 33 
cents per hundred pounds, that being the rate in effect over 
other lines from points in neighboring territory to the same 
destination. 


174. In the Matter of an Investigation respecting the Transportation of 
Grain from western points to Baltimore over the Baltimore 
and Ohio Railroad and the Pennsylvania Railroad and their 
connecting lines. 

Feb. 14, 16, 1889. Hearing and investigation at Baltimore, Md. 


175. Board of Trade of the City of Chicago v. Chicago and Alton 
Railroad Company; Chicago, Burlington and Quincey Rail- 
road Company; Chicago, Milwaukee and St. Paul Rail- 
way Company; Chicago, Rock Island and Pacific Railway 
Company; Chicago, St. Paul and Kansas City Railroad 
Company; Chicago, Santa Fé and California Railway Com- 
pany; Illinois Central Railroad Company; John MecNulta, 
receiver of the Wabash Railway Company; Chicago and 
North-Western Railway Company. 


Complaint alleges that defendants charge a much greater com- 
pensation for services rendered in the transportation of live 
hogs from Kansas City, Leavenworth, Atchison, Omaha, 
Council Bluffs and Sioux City, or from some of said cities 
and from points east thereof, than for like and contempora- 
neous services rendered in the transportation of packing- 
house products and thereby discriminate against the 
packing-house interests of Chicago; that the practice of 
charging higher rates to Chicago upon the raw material 
than upon the manufactured product gives undue and un- 
reasonable preference and advantage to the Western packing 
interests, and further, that the rates upon live hogs in car- 
loads should not exceed 72 per cent. of the rates on pork 
products in car-loads. 

Feb. 27, 1889. Complaint filed. 

Mar. 12, 1889, to Apr. 18, 1889. Answers filed. 

Mar. 21, 1889. Petition for leave to intervene as parties defend- 
ant and file answers to the complaint herein filed by The 
Armour Packing Company ; George Fowler & Son; Kingan 
& Co., limited; Jacob Dold Packing Company; Morrison 
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Packing Company ; Aleutt Packing Company ; Kansas City 
Packing Company. 

Ordered, That the said petition be granted and that said new 
defendants file their answers, within twenty days. 


Mar. 21, 1889. Petition for leave to intervene as parties defend- 
ant and file answers to the complaint herein filed by: The 
Des Moines Packing Company, William Ellsworth, Kaak- 
inson & Co., James EH. Booge & Sons, Silberborn & Co., 
Mackeown & Sons, L. B. Doud & Co., Brittain & Co., John 
Morrell & Co., limited, T. M. Sinclair & Son, William Ryan 
& Son, Coey & Co.; and the Board of Railroad Commission- 
ers of the State of Iowa, filed. 


Ordered, That said petition be granted, and that the Board of 
Railroad Commissioners of lowa be also allowed to intervene 
and file answer to the complaint, and that the joint answer 
of the said intervenors now presented be filed. 

Mar. 21, 1889. Joint answer of Des Moines Packing Company, 
William Ellsworth, Haakinson & Co., James E. Booge & 
Sons, Silberhorn & Co., Mackeown & Sons, L. B. Doud & 
Co., Brittain & Co.; John Morrell & Co., limited; T. M. Sin- - 
clair & Co.; William Ryan & Son; Coey & Co., and the 
Board of Railroad Commissioners of the State of Iowa, filed. 

Apr. 9, 1889. Joint answer of Armour Packing Company, 
George Fowler & Sons; Kingan & Co., limited; Jacob Dold 
Packing Company, Morrison Packing Company, Alleutt 
Packing Company, and Kansas City Packing Company, tiled. 

Apr. 15, 1889. Case assigned for hearing at Kansas City, Mo., 
May 8, 1889, and at the Palmer House, Chicago, Ill, May 
9, 1889. 

Apr. 18, 1889. Hearing postponed to the last of May or early 
part of June at a day to be hereafter named. 

May 10, 1889. Case assigned for hearing at the Palmer House, 
Chicago, May 27, 1889, and at the Peabody House, Kansas 
City, Mo., May 31, 1889. 

May 27,1889. Hearing had and continued to Kansas City, Mo., 
as per notice given. 

May 31, 1889. Hearing had. Parties allowed to take and file 
additional testimony. 

Aug. 1, 1889. Case assigned for oral argument at Washington, 
October 26, 1889, and counsel allowed to file written agree- 
ments of submission on that date. 

Aug. 8, 1889. Depositions on behalf of complainant filed. 

Aug. 8, 1889. Notice of receiver of Wabash Railway Company, 
regarding submission of case, filed. 

Aug. 8, 1889. Notice of Chicago, St. Paul and Kansas City 
Railway Company of its written agreement to submit case 
on October 26. 

Aug. 16, 1889. Depositions filed on behalf of intervenors. 

* Aug. 16, 1889. Notice of Illinois Central Railroad Company, of 
submission of case on its part on the pleadings and evi- 
dence. : 

Sept. 11, 1889. Amendment to complaint filed as allowed on 
hearing at Chicago. 

Oct. 26, 28, 29, 1889. Hearing of argument had. Briefs filed 
for petitioner, lowa Pork Packers, intervenors, and Kansas 
City Pork Packers, intervenors. Case submitted. 
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Nov. 4, 1889. Proposed findings of fact submitted by petitioner, 
filed. 

Nov. 21, 1889. Reply brief for lowa Pork Packers, intervenors, 
filed. 

Dec. 1, 1889. Case under advisement by the Commission. 


176. In the Matter of Export Rates by Trunk Line Carriers. 


Mar. 8, 1889. Ordered, That a notification be sent to each of the 
railway carriers comprising what is knuwn as the Trunk 
Line Association to appear before the Inter State Commerce 
Commission, in the city of Washington, on Saturday, the 
16th day of March, 1389, at 10 o’clock of said -day, for the 
purpose of fully and particularly setting forth and showing 
what their export rates are, and how these export rates are 
made by each of them, and also ‘for the purpose of giving 
each of said carriers an opportunity to be heard concerning 
the manner of making and publishing said rates in order to 
comply with the provisions of an act to regulate commerce, 
approved February 4, 1887, as amended by an act to amend 
said act, approved March 2, 18389. ; 

Mar. 11, 1889. Order sent to each carrier belonging. to the Trunk 
Line Association. 

Mar. 16-18, Hearing had. (See No. 130, 3 I. C. CO. Rep., 137. 
Also page 66 of this Report.) 


177. Wojta Stransky v. Chicago and North-Western Railway Company ; 


Fremont, Elkhorn and Missouri Valley Railway Company. 
Complaint alleges that defendant’s former rates of 84 cents per 
100 pounds for the transportation of beer in barrels or kegs 
in car-load lots from Milwaukee, Wis., to Chadron, Nebr., 
was unjust and unreasonable; that on or about February 1, 
1889, said rate was advanced to 94 cents per 100 pounds; 
that a reasonable rate for such transportation would be 70 
cents per 100 pounds. 
Mar. 14, 1889. Complaint filed. 
Apr. 18, 1889. Joint answer filed. — 
May 10, 1839. Case assigned for hearing at the Palmer house, 
Chicago, Ill, May 28, 1889. 
May 28, 1889. Hearing called. No appearance by complainant. 
Defendant consenting thereto, the hearing was postponed 
indefinitely. 


178. Abiel Leonard v. Chicago and Alton Railroad Company. 


Complaint alleges that defendant’s rate of 24 cents per 100 
pounds on cattle in car-loads of 20,000 pounds transported 
trom Mount Leonard, Mo., to Chicago, is unjust and unreas- 
onable; that defendant’s new system of weighing cattle in its 
own time and way at Chicago often causes such delay as to 
prevent the necessary feeding and watering of cattle after 
unloading in time to place them on the market in proper 
shape, thereby causing a great disadvantage to the shipper ; 
that defendant’s former reasonable practice was to charge 
for cattle by the car-load, allowing twenty head of cattle to 
the car. 


Mar. 14, 1839. Complaint tiled. 
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Mar. 18, 1889. Copy complaint and notice to answer sent carrier. 

Mar. 18, 1889. Notice sent complainant. 

Apr. 8, 1889. Answer filed. 

Apr. 9, 1889. Case assigned for hearing May 6, 1889, 3 p. m., at 
J efferson City, Mo. 

Apr. 18, 1889. Hearing postponed to the last of May or the early 
part of June, at a day to be named hereafter. ~ 

Apr. 20, 1889. Petition for leave to file amended answer filed. 
Leave granted, answer to be filed within fifteen days. 

May 4, 1889. Amended answer filed. 

May 10, 1889. Case assigned for hearing at the court-house, Jef- 

~"ferson City, Mo., May 29, 1889, 12 m. Replication filed. 

May 29, 1889. Hearing had. Briefs to be filed and oral argument 
to be presented if desired. 

July 2, 1889. Brief for complainant filed. 

Aug. 15, 1889. Brief for defendant filed. 

Opinion by Cooley, Chairman. (31. C. ©. Rep, 241.) 

Held, That it was not unlawful for defendant to prescribe a 
mininum weight for a car-lead of live cattle and charge by 
the hundred pounds in proportion to the car-lot rate for any 
excess over the minimum. Case retained for further show- 
ing by complainant on the question whether the rates charged 
were reasonable. 


179. Logan B. Chappelle v. Chicago and Alton Railroad Company. 


Complaint alleges that defendant’s rates of 24 cents per 100° 
pounds on eattle in carloads from Mount Leonard, Mo., to 
Chicago is unjust and unreasonaole, and largely increases the 
car-load rate of $50 per car, which was ample and had been 
in force between said points for the past ten years. 

Mar. 14, 1889. Complaint filed. 

Mar. 18, 1889. Copy complaint and notice to answer sent carriers. 

Mar. 18, 1889. Notice sent complainant. 

Apr. 8, 1889. Answer tiled. 

Apr. 9, 1889. Case assigned for hearing May 6, 1889, 3 p. m., at 
Jefferson City, Mo. 

Apr. 18, 1889. Hearing postponed to the last of May or the early 

— part of June, at a day to be hereafter named. 

Apr. 20, 1889. Petition for leave to file amended answer filed. 
Leave granted to be filed within fifteen days. 

May 4, 1889. Amendment to answer filed. 

May 10, 1889. Case assigned for hearing at the court-house, Jef- 
ferson City, Mo., May 29, 1889, 12m. Notices sent parties. 
Replication filed. 

May 29, 1889. Hearing had. Briefs to be filed and oral argument 
to be presented if desired. 

July 2, 1889. Brief for complainant filed. 

Aug. 15, 1889. Brief for defendant filed. 

Opinion by Cooley, Chairman. (3 I. C. C. Rep., 241.) 

Same disposition as of No. 178. 


180. New Orleans Cotton Exchange v. Illinois Central Railroad Com- 
pany. | 

Complaint alleges that defendant charges unjust and unreason- 

able rates for hauling cotton fom: the towns and stations 


> 
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along its lines in the cotton producing region to New Orleans, 
and especially from Parsons and Aberdeen, Miss., and inter- 
vening stations to New Orleans; that defendant unjustly 
discriminates in rates in favor of persons shipping cotton 
north and east cotton-producing region and from Memphis 
to New Orleans, as against shippers from Aberdeen, Par- 
sons, Wickliffe and intervening stations south to New Or- 
leans; that it gives unreasonable preference and advantage 
to Lowell, Boston, New York City and other eastern points, 
and subjects New Orleans to undue prejudice and disadvan- 
tage in the transportation of cotton. 


Mar. 18, 1889. Complaint filed. 

Apr. 8, 1889. Answer filed. 

Apr. 22, 1889. Supplemental petition filed adding the following 
carriers as parties defendant: 

Michigan Central Railroad Company; Boston arid Albany Rail- 
road Company; Canada Southern Railroad Company; New 
York Central and Hudson River Railroad Company; Terre 
Haute and Indianapolis Railroad Company; Pennsylvania 
Company; Pennsylvania Railroad Company; Indianapolis 
and St. Louis Railway Company; Lake Shore and Michigan 
Southern Railroad Company ; Cleveland, Columbus, Cincin- 
nati and Indianapolis Railway Company; Chicago and 
Grand Trank Railway Company; Central Vermont Railroad 
Company; Cheshire Railroad Company; Chicago and At- 
lantic Railway Company; New York, Pennsylvania and Ohio 
Railroad Company; New York, Lake Erie and Western 
Railroad Company. 

May 9, 1889, to June 7, 1889. Answers of additional defendants 
filed. 

May 20, 1889. Case assigned for hearing at Washington, June 25, 
1889. ‘ 

June 25, 26, 27, 1889. Hearing had. 

July 8, 1889. Brief for complainant filed. 

Oct. 21, 1889. Statement for Illinois Central Railroad filed. 

Nov. 6, 1889. Reply brief for complainant filed. 

Dec. 1, 1889. Case under advisement by the Commission. 


181. Inthe Matter of Export Rates by Southern and Southwestern Rail- 
way Carriers. 

Mar. 18, 1889. Ordered, That a notification be sent to each of the 
railway carriers named below to appear before the Interstate 
Commerce Commission in the city of Washington on Tuesday, 
April 2, 1889, at 10 o’clock a. m. of said day, for the purpose 
of fully and particularly setting forth and showing what 
their export rates are, and how these export rates are made 
by each of them, and also for the purpose of giving each of 
said carriers an opportunity to be heard concerning the man- 
ner of making and publishing said rates in order to comply 
with the provisions of an act to regulate commerce, approved 
February 4, 1887, as amended by an act to amend said act, 
approved March 2, 1889. 

Louisville and Nashville Railroad Company; Cincinnati, New 
Orleans and Texas Pacific Railway Company; Alabama 
Great Southern Railway Company; New Orleans and North- 
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eastern Railroad Company; Vicksburg and Meridian Rail- 
road Company; Vicksburg, Shreveport and Pacific Rail- 
road Company; Western and Atlantic Railroad Company ; 
Central Railroad Company of Georgia; Western Railway of 
Alabama; Atlanta and West Point Railroad Company ; 
Georgia Railroad Company; Hast Tennessee, Virginia and 
Georgia Railway Company; Chattanooga, Rome and Colum- 
bus Railroad Company; Atlantic and North Oarolina Rail- 
road Company; Norfolk and Western Railroad Comma ty: 
Atlantie Coast Line; Seaboard and Roanoke Railroad Com- 
pany; Richmond and Danville Railroad Company ; Mobile 
and Ohio Railroad Company ; Llinois Central Railroad Com- 
pany; Newport News and Mississippi Valley Company ; 
Chesapeake, Ohio and Southwestern Railway Company; 
Louisville, New Orleans and Texas Railway Company; Cape 
Fear and Yadkin Valley Railway Company; Savannah, 
Florida and Western Railway Company; Florida Railway 
and Navigation Company; South Carolina Railway Com. 
pany ; Chesapeake and Ohio Railway Company; Southern 
Pacific Company; Texas and Pacific Railway Company ; 
Gulf, Colorado and Santa Fé Railway Company; Mexican 
National Railroad Company ; International and Great North- 
ern Railroad Company; Brunswick and Western Railroad 
Company; Kansas City, Memphis and Birmingham Railroad 
Company; Kansas City, Fort Scott and Memphis Railroad 
Company; Missouri Pacific Railway Company; St. Louis 
Tron Mountain and Southern Railway Company. 
Apr. 2, 1889, Hearing had. 
(See page 67 of this Report.) 


182. In the Matter of Passenger Tariffs. 


Conference, requested by the vice-chairman of the Central 
Traffic Association, acting on behalf of the general passenger 
agents of various railroad companies, directed to be held at 
the office of the Commission in Washington, D.C., on March 
1839. 

Mar. 21, 1889. Conference held. 
Mar. 27, 1889. Memorandum filed. (2 I. C. C, Rep., 649.) 


183. New Orleans Cotton Exchange v. Louisville, New Orleans and 
Texas Railroad Company. 


Complaint alleges that defendant, by establishing through 
rates on cotton from Memphis to Liverpool via the port “of 
New Orleans, which are much less than the sum of the local 
rate from Memphis to New Orleans plus the current ocean 
rate from New Orleans to Liverpool, unjustly discriminates 
against the export cotton trade of New Orleans in favor of 
the export trade of Memphis. 

Mar. 26, 1889. Complaint filed 

Apr. 20, 1889. Answer filed. 

May 20, 1889. Case assigned for hearing at Tike eton June 
25, "1889. 

June 25, 1889. Hearing called and continued to June 27. 

June 27, 1889. Hearing had. 

July 3, 1889. Brief for defendant filed. 

Dee. 1, 1889. Case under advisement by the Commission. 
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184. George Rice v. Cincinnati, Washington and Baltimore Rail- 
road Company; Cincinnati, Indianapolis, St. Louis, and 
Chicago Railway Company; Chicago, Rock Island and 
Pacific Railway Company; Union Pacific Railway Com- 
pany ; Central Pacific Railroad Company. 5 


Complaint alleges that defendants’ rates on petroleum oil from 
common points east of the ninety-seventh meridian to Pa- 
cific coast points are unjust and unreasonable; that defend- 
ants charge petitioner for the weight of barrel packages, but 
make no charge to shippers affiliated to the Standard Oil 
Trust for the weight of longitudinal tanks mounted on trucks, 
or of two uprights tanks transported in box cars, and refuse 
to furnish tank cars of either description to complainant, 
thereby giving undue preference to such Standard Oil Trust 
shippers and to shipments of oil by tanks over complainant 
and others shipping oil in wooden barrels. The complaint 
further charges that defendants return such tanks and tank 
ears free to said affiliated shippers, and in many instances 
pay car mileage thereon. 


Mar. 26, 1889. Complaint filed. 

April 18, 1889, to May 4, 1889. Answers filed. 

April 18, 1889. Ordered, That the pendency of this proceeding be 
made known to the various railway carriers of the country, 
and that each of them be furnished a copy of the complaint 
upon prompt application therefor, and that they have leave 
to intervene and be heard if they so desire. 

April 22, 1889. Copy of order as printed sent to each carrier 
therein named and to_the parties. 

May 2, 1889. Notice of intervention filed by New York, Chicago 
and St. Louis Railroad Company, S. B. Williams counsel. 
May 6, 1889. Statement filed by Western and Atlantic Railroad 

Company, intervenor. 

May 20, 1289. Case assigned for hearing At Washington, D. C., 
June 18, 1889. 

May 24, 1889. Statement filed by companies composing the as- 
sociated railways of Virginia and the Carvlinas, intervenors. 

June 13, 1889. Hearing continued at petitioner’s request until 
after the summer vacation. 

June 20, 1889. Application of complainant for writs of subpoena 
duces tecum filed. 

June 29, 1889. Case assigned for hearing October 10, 1889. 

July 12, 1889. Application amended by complainant. 

July 20, 1889. Ordered, That for the present the above applica- 
tion be denied. 

July 25, 1889. Ordered, That complainant have leave to withdraw 
his application for writs of subpoena duces teewm and substi- 
tute another in lieu thereof for writs directed to the same wit- 
nesses and corporations. 

ee 1889. Original application withdrawn and substitute 

ed. 

Opinion by Bragg, Commissioner, on the application of petitioner 
for subpnoeas duces tecum. (31. C. C. Rep, 186.) - 

Application denied. 


October 21, 1889. Heating postponed at petitioner’s request to 
November 19, 1889, 


ee eee ee a en en ee 
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October 21, 1889, Hearing further postponed by agreement ot 
parties to December 10, 1889. 


185. George Rice v. Cincinnati, Washington and Baltimore Railroad 
Company ; Ohio and Mississippi Railway Company; St. Louis 
and San Francisco Railway Company; Atchison, Topeka and 
Santa Fé Railroad Company; Atlantic and Pacific Railroad 
Company ; Southern Pacific Company. 

Complaints alleges same as complaint in 184. 

Mar. 26, 1889. Complaint filed. 

Apr. 18 to May 4, 1883. Answers filed. 

Apr. 18, 1889. Order ed, That the pendency of this proe eed- 
ing be made known to the various railway carriers of the 
country, and that each of them be furnished a copy of the 
complaint on prompt application therefor, and that they have 
leave to intervene and be heard if they so desire. 

Apr. 22,1889. Copy of order as printed sent to the carriers 
therein named and to the parties. 

Apr. 19, 1889. Answer of Union Pacific Railway Company, in- 
tervening defendant, filed. (or notices of intervention, see 
No. 184.) 

May 20, 1889. Case assigned for hearing at Washington, June 
18, 1889. 

June 13, 1889. Hearing continued at petitioner’s request until 
after the summer vacation. (For proceedings on petitioner’s 
application for subpeenas duces tecum, see No. 184.) 

June 29, 1889. Case assigned for hearing October 10, 1889. 

Oct. 2, 1889. Hearing postponed at petitioner’s request to No- 
vember 19, 1889. 

Oct. 21, 1889. Hearing farther postponed by agreement of par- 
ties to December 10, 1889. 


, 186. In the Matter of the Tariffs of the Grand Trunk Railway of Can- 
ada. 


Information having been lodged with the Commission that the 
Grand Trunk Railway of Canada has been and is violating 
the act to regulate commerce by granting rebates on traffic 
taken and carried by it from points in the United States to 
points in Canada and by charging less than its published 
tariff rates on such traffic: Ordered, That the said the 
Grand Trunk Railway of Canada be notified to appear before 
the Interstate Commerce Commission on the 4th day ot 
April, 1889, at 10 o’clock a. m. of said day, to submit to such 
investigation concerning all the matters aforesaid as may be 
made by the Commission. 

Mar. 26, 1889. Copy of order sent to the respondent carrier and 
to the persons in said order named, to wit: Joseph Hickson, 
general manager, Montreal, Canada; J. W. Lond, general 
freight agent of through traffic, Detroit, Mich.; A. H. 
Harris, assistant general freight agent of through traffic, 
Buffalo, N. Y.; H. B. Ledyard, president Michigan Central 
Railroad Company, Detroit, Mich. 

Apr. 4, 1889. Hearing and investigation had. 

Apr. 15, 1889. Brief for respondent filed. 

Opinion by Schoonmaker, Commissioner (3 I. ©. C. Rep., 89). 
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Ordered, That the respondent, the Grand Trunk Railway 
Company of Canada, do wholly and immediately cease and 
desist from charging and collecting less than its established 
and published rates and charges at the time in force for the 
transportation of coal from Buffalo, Black Rock, and Sus- 
pension Bridge, in the State of New York and within the 
United States, to the city of Hamilton and other points in 
the Dominion of Canada. 


187. Charles H. Brownell v. Columbus and Cincinnati Midland Rail- 
road Company. 

Complaint alleges that defendant’s rate on eggs in car-loads 
from Washington Court-House, Ohio, to New York, is exces- 
sive and unreasonable, and that in refusing to make a ear- 
load classification rate on eggs, while sugar, starch, coffee, 
celery, soap, oranges, pumpkins, squash, ete., are so classi- 
fied, is discrimination against shippers of eggs. , 

Mar, 29, 1889. Complaint filed. 

Apr. 22, 1889. Answer filed. 

May. 10, 1889. Case assigned for hearing at the Boody House, 
Toledo, Ohio, May 24, 1889. 

May 24, 1889. Hearing had. Parties allowed to take and file ad- 
ditional testimony. Hearing of argument to be had on a day 
to be named. 

July 11-Aug. 3, 1889. Arguments filed. 

Sept. 3, 1889. Case assigned for hearing at United States court- 
room, Indianapolis, Ind., September 17, 1889. 

Sept. 17, 1889. Hearing continued. Defendant not represented. 
Case to be submitted on receipt of answers to questions to be 
transmitted to defendant. 

Sept. 30, 1889. Answers to complainant’s questions filed. 

Dec. 1, 1889. Case under advisement by the Commission. 


188. Toledo Produce Exchange; Detroit Board of Trade; Cleveland 
Board of Trade v. Lake Shore and Michigan Southern Rail- 
way Company; Michigan Central Railroad Company; New 
York Central and Hudson River Railroad Company; Boston 
and Albany Railroad Company. 

Complaint alleges that the differentials charged by defendants 

from all western points to Boston and Boston points over the 
rates charged from such western points to New York, 
namely, 5 cents per 100 pounds on the third, fourth, fifth 
and sixth classes, and 10 cents on first and second classes, is 
unjust and unreasonable; that while such differentials are 
charged from all points west of Buffalo, the New York Cen- 
tral line and all other roads leading from Buffalo only charge 
a differential from Buffalo to Boston and Boston points of 
24 cents per 100 pounds above the rate from Buffalo to New 
York on goods below. the second class. The complaint 
further alleges that the differentials are also varied at other 
points. 

Apr. 1, 1889. Complaint filed. 

Apr. 26, 1889, to May 4, 1889. Answers filed. 

Apr. 10, 1889. Case assigned for hearing at the Boody House, 
Toledo, Ohio, May 4, 1889, 


* 
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May 24,1889. Hearing calied. No evidence presented. Amend- 
mentof complaint allowed. Detroit Boardof Trade withdrew 
from the case. : 

June 7, 1889. Amended complaint filed. 

June 10, 1889. Argument and points of petitioner in the case of 
The Boston Chamber of Commerce v. The Lake Shore and 
Michigan Southern Railway Company, et al., filed by com- 
plaintants in this case as a part of their argument. 

Mie 1889, to July 12, 1889. Answers to amended complaint 

ed. 

Aug. 26, 1889. Replication filed. 

Sept. 3,,1889. Case assigned for hearing at the Palmer House, 
Chicago, Ill., September 30, 1889. 

Sept. a ess Hearing called. Case submitted on the papers 
on file. 

Dec. 1, 1889. Case under advisement by the Commission. 


189. Merchants’ Union of Spokane Falls v. Northern Pacific Railroad 
Company. 

Complaint alleges that defendant has in force along its line a 
classification of freights and schedule of rates from its east- 
ern terminus to its western terminus and intermediate sta- 
tions; that defendant as a member of the Trans continental 
Association has established a tariff of commodity rates to 
Pacific coast terminal points, lower than the rates named in 
its said line schedule, which is likewise in force on all trans- 
continental lines, and includes more than 95 per cent. of the 
articles enumerated in said classification ; and that by reason 
of defendant’s giving such commodity rates to Pacific coast 
points it subjects Spokane Falls to undue prejudice and gives 
unreasonable preference to the cities of Portland, Tacoma, 
Genesee, Missoula and Ellensburgh; and also violates the 
provisions of the fourth section of the act to regulate com- 
merce. 

Apr. 2, 1889. Complaint filed. 
Apr. 24, 1889. Answers filed. 
Oct. 25, 1889. Case assigned for hearing December 17, 1889. 


190. Fort Worth Ice Company; Corsicana Ice and R. Company; Den- 
ison Crystal Ice Company; Laredo Ice Factory; Texarkana 
Ice Company; Richardson’s Ice Works; Dallas Ice Factory 
v. Missouri Pacific Railway Company; Texas and Pacific 
Kailway Company ; Gulf, Colorado and Santa Fé Railway 
Company; Fort Worth and Denver City Railway Company. 

Complaint alleges that defendants rate on ice of $65 per car- 
load of 15 to 20 tons from Hannibal and St. Louis, Mo., and 
Quincy, Ill., to Dallas and Fort Worth, Tex., which is vir- 
tually 15 cents per 100 pounds, while corn is charged 48 
cents, flour 55 cents, potatoes 60 cents, and ammonia (largely 
used by complainants in the manufacture of ice) $1.20 per 
100 pounds, respectively, such car-load shipments of ice 
being also given time preference over other ordinary freight is 
greatly disproportionate in cor:parison to said rates on corn, 
flour, potatoes and ammonia, and said ice rate unjustly dis- 
eriminates against complainants business of manufacturing 
ice and selling the same, to their great damage and loss. 
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Apr. 16, 1889. Complaint filed. 

May 7-14, 1889. Answers filed. 

May 20, 1889. Case assigned for hearing at Washington, D. C., 
June 14, 1889, 

June 14, 1889. Hearing called. The Texas and Pacific Railway 
Company ,granted leave to amend itsanswer. Complainants 
given leave to add as parties defendant, the Missouri, Kansas 
and Texas Railway Company; St. Louis, Keokuk and North- 
western Railway Company; Quincy, Omaha and Kansas City. 
Railway Company; Chicago, Santa Fé and California Rail- 
way Company; and Atchison, Topeka and Santa Fé Rail- 
road Company, and such others as they may be advised are 
necessary. 


Hearing postponed until after the complaint has been amended. 


July 1, 1889. Remonstrance filed by the Anheuser-Busch Brew- 
ing Association of St. Louis, Mo., against eee the 
prayer of the petition. 

Aug. 15, 1889. Application for dismissal of Conrulaiat filed by 
petitioners. 

Aug. 15, 1889. Ordered, That complaint be dismissed. 


191. In the Matter of Free Passes and Free Transportation. 


Boston and Albany Railroad Company ; Boston and Maine Rail- 
road Company; Baltimore and Ohio Railroad Company; Buf- 
falo, Rochester and Pittsburgh Railroad Company; the Cen- 
tral Railroad Company of New Jersey; Central Vermont 
Railroad Company; Delaware and Hudson Canal Company ; 
Delaware, Lackawanna and Western iKailroad Company ; 
Fitchburg Railroad Company; Grand Trunk Railway Com- 
pany ; Lehigh and Hudson River Railway Company; Lehigh 
Valley Railroad Company; Maine Central Railroad Com- 
pany; New York and New England Railroad Company ; 
New York Central and Hudson River Railroad Company ; 
New York, Lake Erie and Western Railroad Company ; New 
Work: New Haven and Hartford Railroad Company; New 
York, Ontario and Western Railroad Company; New York, 
Philadelphia and Norfolk Railroad Company ; New York, 
Providence and Boston Railroad Company ; New York, Sus- 
quehanna and Western Railroad Company; Pennsylvania 


Railroad Company ; Philadelphia and Reading Railroad Com- — 


pany; Providence and Worcester Railroad Company; Rome, 
Watertown and Ogdensburg Railroad Company; Western 


New York and Pennsylvania Railroad Company ; West Shore © 


Railroad Company. 
Apr. 16, 1889, Ordered, That the above named carriers appear 


before the Interstate Commerce Commission on the 3d of — 


May, 1889, 10 o’clock a. m., then and there to answer and set 
forth the persons and classes of persons, if any, to whom each 
of them, respectively, have issued passes or free transporta- 


tion to persons other than its own officers and employés, and ~ 


the officers and employés of other railroad companies, and 
all theconditions and limitations connected therewith in each 
instance, and how they do this branch of their business. As 


it is intended to make this investigation fall and complete, — 
each of said carriers will save time and expense by bringing — 


; 
‘ 
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with it from its records a true and correct list of the names of 
all persons, if any, to whom it ha: issued free passes or free 
transportation, who are not its own officers and employés, or 
the officers and employés of other railroad companies, be- 
tween November 1, 1888, and the time of such investigation, 
if any of them have done such business, with an explanation 
as to how and why this was done in each instance; and each 
of such carriers will be expected and required to present such 
a list as aforesaid for the purpose of said investigation and 
to verify the same by proper proof; and the said investiga- 
tion will relate to the details of all this kind of business as 
done by each of said carriers. 

Apr. 17, 1889. Copies of the foregoing order sént to said above 
named carriers. 

May 3, 1889. Hearing and investigation had. 

(See page 9 of this report.) “ 


192. 1n the Matter of Commissions on the Sale of Tickets. 
Burlington, Cedar Rapids and Northern Railway Company ; 
Chicago and Alton Railroad Company ; Chicago, Burlington 
and Quincy Railroad Company; Chicago, Burlington and 
Northern Railroad Company ; Chicago, Burlington and Kan- 
sas City Railway Company ; Chicago, Kansas and Nebraska 
Railway Company; Chicago, Milwaukee and St. Paul Rail- 
way Company; Chicago and North-Western Railway Com- 
pany; Chicago, Rock Island and Pacific Railway Company; 
Chicago, Santa Fé and California Railway Company ; Chi- 
eago, St. Paul and Kansas City Railway Company ; Chicago, 
St. Paul, Minneapolis and Omaha Railway Company ; Wis- 
consin Central Railroad Company; Chicago and Atlantic 
Railway Company; Chicago and Grand Trunk Railway Com- 
pany; Detroit, Grand tlaven and Milwaukee Railway Com- 
pany; Detroit, Lansing and Northern Railroad Company ; 
Flint and Pere Marquette Railroad Company ; Illinois Cen- 
tral Railroad Company ; Lake Shore and Michigan Southern 
Railway Company; Louisville, New Albany and Chicago 
Railway Company; Michigan Central Railroad Company ; 
New York, Chicago and St. Louis Railroad Company ; Pitts- 
burgh, Fort Wayneand Chicago Railway Company; Wabash 
Railway Company; Wabash Western Railway Company. 
Apr. 16, 1889. Ordered, That the above-named carriers appear 
before the Interstate Commerce Commission on the 7th of 
May, 1889, 10 o’clock a, m., then and there to answer and 
- set forth what commissions, if any, each of them pays upon 

the sale of passenger tickets, and to whom and how this 
business is conducted by each of them. 

Apr. 17. Copy of the foregoing order sent to each of the above- 
named carriers. 

May 3-7. Answers filed. i 

May 7. Hearing and investigation held. 


(See page 13 of this report.) 


193. In the Matter of Trackage and Car Mileage. 
Burlington, Cedar Rapids and Northern Railway Company ; Chi- 
*eagoand Alton Railroad Company; Chicago, Burlington and 
H, Mis. 50 ——12 
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Quincy Railroad Company; Chicago, Burlington and North- 
ern Railroad Company; Chicago, Burlington and Kansas City 
Railway Company ; Chicago, Kansas and Nebraska Railway 
Company ; Chicago, Milwaukee and St. Paul Railway Com- 
pany; Chicago and North-Western Railway Company ; Chi- 
cago, Rock Island and Pacific Railroad Company ; Chicago, 
Santa Fé and California Railway Company; Chicago, St. 
Paul and Kansas City Railway Company; Chicago, St. Paul, 
Minneapolis and Omaha Railway Company; Wisconsin Cen- 
tral Railroad Company ; Chicago and Atlantic Railway Com- 
pavy; Chicago and Grand Trunk Railway Company; De- 
troit, Grand Haven and Milwaukee Railroad Company; De- 
troit, Lansing and Northern Railroad Company; Flint and 
Pére Marquette Railroad Company; Illinois Central Rail- 
road Company ; Lake Shore and Michigan Southern Railway 
Company; Louisville, New Albany and Chicago Railway 
Company; Michigan Central Railroad Company ; New York, 


Chicago and St. Louis Railroad Company; Pittsburgh, Fort: 


Wayne and Chicago Railway Company; Wabash Railway 
Company; Wabash Western Railway Company. 


Apr. 16, 1889. Ordered, That the above-named carriers appear 
before the Interstate Commerce Commission on the &th of 
May, 1889, 10 o’clock a. m., then and there to answer and set 
forth what allowance, if any, each of them pays for trackage, 
and to whom in each instance and how this is done, and 
what allowance, if any, each of them pays for different classes 
of cars furnished by shippers, car companies, individuals, or 
connecting lines, and how this business is conducted and done 
by each of them, and as to what is a fair and just allowance 
for such different classes of cars. 

Apr. 17. Copy of the foregoing order sent to each of the above- 
named carriers. 

May 3-7. Answers filed. 

May 8. Hearing and investigation held. 

June 17. Circular of this date sent to each carrier named in the 
order of notice who failed to file answer in response thereto. 

July 5 to October 7, 1889. Replies to foregoing circular filed. 

(See page 15 of this report.) 


194, George Rice v. Louisville and Nashville Railroad Company. 


Complaint alleges that defendant’s rates on coal oil between 
stated points are unjust and unreasonable; that defendant’s 
rates on cotton-seed oil and turpentine, respectively, and on 
coal oil make and give an undue and unreasonable preference 
or advantage to the traffic in cotton-seed oil and turpentine 
over the traffic in coal oil; that the defendant’s rates on coal 
oil make and give an undue and unreasonable preference and 
advantage to the traffic of coal oil in tank earsover the same 
traffic in barrel packages, and also give like preference to 
the Standard Oil Company, of Kentucky, the Standard Oil 
Company, of Ohio, the Camden Consolidated Oil Company, 
of West Virginia, and other shippers affiliated to the Stand- 
ard Oil Trust, over complainant, to his unreasonable preju- 
dice and disadvantage; that defendant’s rates between points 
named in the complaint are in contravention of the fourth 


— 


LS 


DOCKET OF THE COMMISSION. 179 


section of the act, and that defendant’s refusal to furnish 
tank cars is in contravention of the third section of the act. 


Apr. 27, 1889. Complaint filed. 

Apr. 27, 1889. Ordered, That the pendency of this proceeding 
be made known to the various railway carriers of the coun- 
try, and that each of them be furnished a copy of the com- 
plaint on prompt application therefor, and that they have 
leave to intervene and be heard if they so desire. 

Apr. 29, 1889. Copy of order as printed sent to each carrier 
therein named and to the parties. 

seh 20, 1889. Case assigned for hearing at Washington, June 

8, 1889. 

May 27, 1889. Notice of intervention filed by Cincinnati, New 
Urleans and Texas Pacific Kailway Company, and associated 
Companies. 

May 27, 1889. Answer filed. 

June 13, 1889. Hearing continued at petitioner’s request until 
after the summer vacation. (For proceedings on petitioner’s 
application for subpoenas duces tecum see No. 184.) 

June 24, 1889. Intervening joint answer of Cincinnati, New 
Orleans and Texas Pacific Railway Company, Alabama Great 
Southern Railroad Company, New Orleans and North-eastern 
Railroad Company, Alabama and Vicksburg Railway Com- 
pany, and Vicksburg, Shreveport and Pacific Railroad Com- 
pany, filed. 

June 29, 1889. Case assigned for hearing October 10, 1889. 

Aug. 12, 1889. Order entered directing the order of April 27, 
1889, sent to additional railroad companies. 

Aug. 13, 1889. Order granted allowing complainant to amend 
the petition in this proceeding. Amendment filed. 

Aug. 14, 1889. Copies of above orders served. 

Oct. 2, 1889. Hearing postponed at petitioner’s request to No- 
vember 19, 1889. 

Oct. 21, 1889. Hearing further postponed by agreement of 
parties to December 10, 18389 


195. New Orleans Cotton Exchange v. Cincinnati, New Orleans and 
Texas Pacific Railway Company; Alabama Great Southern 
Railway Company; New Orleans and North-eastern Rail- 
road Company; Vicksburg and Meridian Railroad Company; 
Vicksburg, Shreveport and Pacific Railroad Company; Cin- 
einnati, Hamilton and Dayton Railroad Company; Cincin- 
nati, Washington and Baltimore Railroad Company; Cleve- 
land, Columbus, Cincinnati and Indianapolis Railway Com- 
pany; Pittsburgh, Cincinnati and St. Louis Railway Company. 

Complaint alleges that defendants above named, composing 
the “Queen and Crescent Route,” charge unjust and unrea- 
sonable rates for handling cotton from Meridian, Miss., and 
stations on its lines north and seuth thereof, to New Orleans; 
that said defendants unjustly discriminate in rates in favor 
of persons shipping cotton north and east from the cotton- 
producing region as against shippers from said region to New 
Orleans; and that unreasonable preference and advantage is _ 
given by the defendants to shipments of cotton to Lowell, 
Boston, New York and other eastern points to the undue 
prejudice ani disadvantage of New Orleans. 


- 
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May 4, 1889. Complaint and amended complaint filed. 

May 20, 1889. Case assigned for hearing at Washington, June 
25, 1889. 

May 28-June 7, 1889. Answers filed. 

June 5, 1889. Application of the Planters’ Compress Company 
and the Cotton Exchange of Meridian, Miss., filed for leave to 
intervene and file answer; application granted. 

June 17, 1889. Answer of Meridian Board of Trade, intervenor, 
filed. 

June 24, 1889. Depositions filed on behalf of defendants. 

June 25, 26, 27, 1889. Hearing had. 

July 8, 1889. Brief for complainants filed. 

Dec. 1, 1889. Case under advisement by the Commission. 


196. Maj. J. P. Sanger, Inspector-General U.S. Army, v. Southern 
Pacific Company, Lessee, Central Pacific Railroad and Union 
Pacitic Railroad Company. 

Complaint alleges an overcharge to complainant for three and 
one-half tickets for his family from San Francisco, two and 
one-half tickets to Fort Leavenworth, and one ticket to New 
York, as follows: Complainant as anarmy officer presented-his 
transportation request to the agent of the Central Pacific and 
ascertained thethrough fares to the above destination for his 
family, but was refused tickets beyond Ogden, and the agent 
assured him that he would receive proportionate rates over 
the Union Pacific from-that point, but on applying for the 
same at Ogden he was obliged to pay a considerable sum 
above those rates for such tickets and by reason of such over- 
charge and of such refusal to sell him through tickets, the 
complainant claims to have been defrauded of the sum of 
$73.90. 

Apr. 27, 1889. Complaint filed. 

May 8, 1889. Answer of Union Pacific Railway Company filed. 
May 10, 1889. Case assigned for hearing at the Peabody House, 
Kansas City, Mo., May 31, 1889. 
May 11, 1889. Notice sent Southern Pacifie Company, lessee of 

‘Central Pacific Railroad, to appear and auswer the complaint 
at the bearing. 
May 11, 1889. Notices sent other parties. 
May 31, 1889. Hearing had. : 

Opinion by Cooley, chairman. (31. C. C. Rep., 134.) 

Defendants recommended to refund so much of the charges 
collected for the transportation from San Francisco to Ogden, 
and from Ogden eastward, as will leave to each carrier the 
exact sum it would have received had through tiekets been 
purchased at San Francisco, as the complainant at first pro- 
posed. 


’ 187. Hezel Milling Company v. St. Louis, Alton and Terre Haute 
Railroad Company. 

Complaint alleges that complainant owns flouring mills at Hast 
St. Louis, and delivers flour to defendant at its depot in East 
St. Louis for shipment to southern points; that the same 
rates per hundred or per barrel is charged as on shipments 
of like traffic from St. Louis, which defendant transports 
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from consignors places of business in St. Louis to its receiv- 
ing depot at Hast St. Louis free of charge, though Hast St. 
Louis is a shorter distance from all points on its ‘line than is 
St. Louis; that defendant employs transfer wagons or the 
St. Louis Bridge and Tunnel Railway Company to perform 
such transportation from St. Louis to its Hast St. Louis 
depot, and pays therefor the sum of 4 cents per hundred, or 
8 cents per barrel, and also allows such compensation to St. 
Louis shippers making their own delivery in East St. Louis, 
but charges full rates to shippers of Hast St. Louis, thus 
making a less rate from St. Lonis. 

May 17, 1889. Complaint filed. 

May 27, 1889. Answer filed. 

Sept. 3, 1889. Case assigned for hearing at United States court- 
room, Indianapolis, September 17, 1889. 

Sept. 17, 1889. Application for leave to amend complaint by mak- 
ing the Illinois Central Railroad Company a party defendant 
filed. Granted. Hearing continued to day to be named 
after filing of answer of new defendant. 

Oct. 3, 1889. Amended complaint formally filed. 

Oct. 26,1889. Answer of Illinois Central Railroad Company filed. 

Nov. 4, 1889. Answer of St. Louis, Alton and Terre Haute Rail- 

: road Company filed. 
198. R. H. Whitlock v. Baitimore and Ohio Railroad Company; North- 
western Ohio Railroad Company. 


Complaint alleges that box shooks mauafactured by him at Tif 
fin, Ohio, have for several years been classified as sixth class; 
but that defendants now charge him 4 cents more per hun- 
dred pounds for the transportation of box shooks in ear- 
loads than on shipments in former years, and refuse to class 
them as box shooks unless shipped in bundles, terming them ~ 
box stuff. It further alleges that complainant has to freight 
lumber to his factory and ship from thence to consignees, and 
that the two freights now charged exceed net profits, and it 
prays that his box shooks be ordered classed as formerly, in 

the sixth class. 

May 20, 1889. Complaint filed. 

June 5, ‘1889. Answer of Baltimore and Ohio Railroad Company 
filed. 

- June 21, 1889. Supplemental petition filed and a copy forwarded 
to J.'T. Brooks, counsel of Pennsylvania Company, operat- 
ing the Northwestern Ohio Railroad, at petitioner’s request. 

June 28, 1889. Answer of Northwestern Ohio Railroad filed by 
Pennsylvania Company, operating this defendant’s road. 
Dee. 1, 1889. N egotiations for settlement supposed to be pending. 


199. San Bernardino Board of Trade v. Atchison, Topeka and Santa 
Fé Railroad Company; Atlantic and Pacific Railroad Com- 
pany; Burlington and Missouri River Railroad Company; 
California Central Railroad Company; California Southern 
Railroad Company ; Chicago, Kansas and Nebraska Railway 
Company; Missouri Pacifie Railway Company; St. Louis 
and San Francisco Railway Company. 


Complaint alleges violations of the fourth section of the act 
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by charging more for the shorter than for the longer distance 
on like kinds of property over the same line in the same 


direction from points on the Missouri River and from St. . 


Louis, Chicago, Cincinnati, Detroit and New York to San 
Bernardino, Cal., the shorter distance, and Los Angeles, Cal, 
the longer distance. 

May 21, 1889. Complaint filed. 

June 7-25, 1889. Answers filed. 

Sept. 5, 1889. Depositions on behalf of complainant filed. 

Oct. 7, 1889. Deposition of J. S. Leeds on behalf of defendant 
filed. 


Nov. 5, 1889. Case assigned for hearing at Washington Decem. — 


ber 4, 1889. 
Nov. 13, 1889. Brief for complainant filed. Submission of case 
on the part of complainant filed. 


200. Frederick A. White v. Michigan Central Railroad Company ; 


Lake Shore and Michigan Southern Railway Company. 
Complaint alleges that defendants at various stations on their 

lines receive wheat from farmers for storage in elevators and 

shipment therefrom, and that from each load of wheat so de- 


livered defendants deduct and retain toll as follows: The — 


Michigan Central 5 pounds, and the Lake Shore and Michi- 
gan Southern the odd pounds, not more than 10 nor less than 
5, and the receipt given by defendants shows the weight of 
the Joad less such deduction; that such practice is in viola- 


: 


tion of the act and that defendants should be compelled to — 
cease and desist therefrom. The complaint prays that they — 
be also compelled to refand to complainant the value of wheat — 


so retained from him for the past six years. 
May 27, 1889. Complaint filed. 


June 19, 1889. Notice for hearing on the complaint filed by Mich- 


igan Central Railroad Company. 


July 5, 1889. Answer of Lake Shore and Michigan Southern Rail- — 


way Company filed. 
Aug. 11, 1889. Application to amend complaint filed. 


Aug. 11, 1889. Ordered that application be filed and determined 


on the hearing. 

Aug. 15, 1889. Depositions on behalf of petitioner filed. 

Sept. 3, 1889. Case assigned for hearing at the Palmer House, 
Chicago, Ill., September 30, 1889. 

Sept. 30, 1889. Hearing called. Case submitted. 

Dec. 1, 1889. Opinion by Veazey, Commissioner. (3 I. C. ©. 
Rep. —). Petitition dismissed without prejudice. 


201. George M. Cooley v. St. Louis, Keokuk and Northwestern 
Railroad Company; Atchison, Topeka and Santa Fé Rail. — 


road Company; Atlantic and Pacific Railroad Company; 


California Southern Railroad Company; California Cen- — 


tral Railway Company. 


Complaint alleges violation of section 4 by defendants in charg- — 


ing more on like kind of property from St. Louis, Mo., to San — 
Bernardino, Cal., than from St. Louis to Los Angeles, Cal., — 


the distance to San Bernardino being shorter than to Los 
Angeles, and over the same line in the same direction. 


DOCKET OF THE COMMISSION, 183 


June 8, 1889. Complaint filed. 

June 10, 1889. Copy complaint and notice to answer sent carriers. 

June 10, 1889. Notice sent complainant’s counsel. 

June 28, 1889, Time to answer of the Atchison, Topeka and Santa 
Fé Railroad Company extended thirty days. 

June 29-Nov. 25, 1889. Answers filed. 


202. John Livingston v. New es Lake Erie and Western Railroad 
Company; Wells, Fargo & Co. 


Complaint alleges fae under agreement, Wells, Fargo & Co. 
control the express business over the line of the New York, 
Lake Erie and Western Railroad Company, and that, almost 
daily, packages and letters are “franked” by express over 
said line with the consent and approbation of said railroad 
company; that said railroad company receives a moiety of 
the charges for express freight carried over its tracks, and 
said charges are unjust and unreasonable; that trains are 
run in respect to convenience, celerity, and certainty so as to 
compel shippers tosend alarge proportion of the mest valuable 
property by express, and the charges in many cases amount to 
nearly one-half the value of the goods carried; that said 
railroad company is, and ought to be responsible for such 
extortionate charges; that the practice of said Wells Fargo 
& Co. is todo a general banking business through the agents 
and at the stations of said railroad company, and such prac- 
tice is illegal. | 

June 10, 1889. Complaint filed. | 

July 15-24, 1889. Auswers filed. 

Sept. 3, 1889. Case set for hearing of testimony at United States 
court room, New York, N. Y., September 12, 1889. 

Sept. 7, 1889. Hearing postponed indefinitely by Commission. 

Oct. 25, 1889. Case assigned for hearing December 19, 1889. 


203. John Relfe v. Atchison, Topeka and Santa Fé Railroad Company ; 
Atlantic and Pacific Railroad Company; Prescott and 
Arizona Central Railroad Company; California Southern 
Railroad Company. 

Complaint alleges that on a shipment of household goods from 
Leavenworth, Kans., to Prescott, Ariz., weighing 1,590 
pounds he prepaid the freight to the amount of $20, that he 
preceded the goods to Prescott, and before they arrived there, 
ordered the Prescott and Arizona Central and Atlantic and 
Pacific Companies to rebill and forward them to San Diego, 
Cal., and on such goods being delivered to hin at San Diego 
he was compelled to pay $73.33 in addition to the amount 
prepaid. That the throngh rate to San Diego-was $1.90 per 
100 pounds, and the local rates to Prescott and thence to San 
Diego were less, but he was compelled to pay for the service 
rendered about $6 per 100 pounds. 

June 11, 1889. Complaint filed. 

Aug. 5, 1889. Answer of Prescott and Arizona Central Railroad 
Company filed. 

Aug. 13, 1889. Joint answer of Atchison, Topeka and Santa Fé, 
Atlantic and Pacific ana California Souther n Railroad Com: 
panies filed. 
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204. Lehmann, Higginson & Co. v. Texas and Pacific Railway Com- 
pany; Missouri, Kansas and Texas Railway Company, and 
H. C. Cross and George A. Eddy, receivers of said company. 
Complaint alleges that defendants charge an unreasonable rate 
on sugar in car-loads from New Orleans to Humboldt, Kans. 
June 17, 1889. Complaint filed. 
July 13 to Aug. 7, 1889. Answers filed. 
Sept. 3, 1889. Case assigned for hearing at United States court 
room, Kansas City, Mo., September 24, 1889. 
Sept. 24,1889. Hearing had. Parties allowed to file briefs. 


205. Lehmann, Higginson & Co. v. Southern Pacific Railway Company; 
Texas and Pacific Railway Company; Missouri, Kansas and 
Texas Railway Company, and H. C. Cross and George A. 
Eddy, receivers of said company. 

Complaint alleges that defendants charge 85 cents per hundred 
pounds on sugar in car-loads from San Francisco to Hum- 
boldt, Kans., and that said charge is made up of 65 cents, 
the rate to Kansas City, which place is 117 miles farther 
distant from San Francisco than Humboldt and on the same 
line, plus the local rate, 20 cents, back to Humboldt. 


June 17, 1889. Complaint filed. 

July 13-Aug. 19, 1889. Answers filed. 

Sept. 3, 1889. Case assigned for hearing at United States court 
room, Kansas City, Mo., September 24, 1889. 

Sept. 24, 25, 1889. Hearing had. Parties allowed to file briefs. 


206. Leimann, Higginson & Co. v. Southern Pacific Railroad Com- 
pany; Atlantic and Pacific Railroad Company; Atchison, 
Topeka and Santa Fé Railroad Company. 

Complaint alleges that defendants refuse to charge less than 
85 cents per L00 pounds on sugar in car-loads from San Fran- 
cisco to Humholdt, Kans., which charge consists of 65 cents, 
the rate to Kansas City, plus the local rate back to Humboldt; 
that such sugar comes via Ottawa, does not go to Kansas 
City, and is rebilled to Humboldt, at Argentine; that the dis- 
tance from Ottawa to Humboldt is no greater than from 
Ottawa to Kansas City. ‘* 

June 17, 1889. Complaint filed. 

July 9-August 29, 1889. Answers filed. 

Sept. 3, 1889. Case assigned for hearing at United States court 
room, Kansas City, Mo., September 24, 1889. 

Sept. 24, 25, 1889. Hearing had. Parties allowed to file briefs. 


207. Lehmann, Higginson & Co. v. Central Pacific Railway Company; 
Southern and Pacific Railroad Company, Lessee, Central Pa- 
cific Railway Company; Union Pacific Railway Company; 
Missouri, Kansas and Texas Railway Company. 

Complaint alleges that defendants refuse to charge less than 
85 cents per 100 pounds on sugar in car loads from San 
Francisco to Humboldt, Kans., which charge is made up of 
the rate to Kansas City, namely, 65 cents plus the rate back 
to Humboldt; that such sugar comes by the way of Junc- 
tion City, and that the distance from Junction City to Hum- 
boldt is less than from Junction City to Kansas City. 
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June 17, 1889. Complaint filed. 

July 10, "1889, to Aug. 29, 1889. Answers filed. 

Sept. 3, 1889, Case assigned for hearing at United States court 
room, Kansas City, Mo., September 24, 1889, 

Sept. 24, 25, 1889. Hearing had. Parties allowed to file briefs. 


208. Harvard Company v. Northern Pacific Railroad Company. 
Complaint alleges that surgical chairs manufactured by com- 
plainant and. shipped over defendant’s road are classed as 
double first class; that prior to the taking effect of the act to 
regulate commerce they were in the first class; that they are 
shipped at owner’s risk and receive no better attention from 
defendant than lower grades of freight; that to be reason- 
able the rates should be those fixed for second-class freight. 
June 2, 1889. Complaint filed. 
July 9. Answer filed. 
Sept. 3. Case assigned for hearing at the Palmer House, Chicago, 
: Ill., September 30, 1589. 
Sept. 6. Deposition of Stewart D. McKelvey filed on behalf of - | 
complainant. | 
Sept. 30. Hearing called. Notice of settlement filed. 


209. Harvard Company v. Chicago, Rock Island and Pacific Railway 
Company. 
Complaint alleges same as in No. 208, 
June 22, 1889. Complaint filed. | 
July 13, 1889. Answer filed. | 
Sept. 3, 1889. Case assigned for hearing at Palmer House, Chi- 
cago, Hl., September 30, 1889. 
Sept. 30, 1889, Hearing called. Notice of settlement filed. 


210. John Livingston, President, Railway Shareholders’ Association 
v. Delaware, Lackawanna and Western Railroad Com- 
pany; Louisville and Nashville Railroad Company; St. 
Louis Bridge and Tunnel Company; Texas and Pacific Rait- 
way Company; New Orleans and Pacific Company; Scioto 
Valley Railway Company; Newport News and Richmond 
Railway Company; Denver and Rio Grande Railroad Com- 
pany; Columbus and Cincinnati Midland Railroad Com- 
pany; Cincinnati, Indianapolis, St. Louis and Chicago Rail- 
way Company; Lake Erie and Western Railroad Company; 
Central Railroad Company of Georgia; Gulf, Colorado and 
Sauta Fé Railway Company; Montana "Union Railway Com- 
pany; Keokuk and Western Railroad Company; Mobile 
and Ohio Railway Company; Atlanta and West Point Rail- 
road Company; Cincinnati, Selma and Mobile Railroad 
Company; Western Railway Company of Alabama; Chesa- 
peake and Ohio Railway Company; Nashville, Chattanooga 
and St. Louis Railway Company; Vandalia Line; Cairo, 
Vincennes and Chicago Line; Richmond and Allegheny 
Railroad Company ; Clev eland, Lorain and Wheeling Rail- 
way Company; Western New Yor k and Pennsylvania Rail- 
road Company; New York and New England Railroad 
Company; East Tennessee, Virginia and Georgia Railway 
Company; Louisville, Evansville and St. Louis Railroad 
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Company; Pittsburgh and Lake Erie Railroad Company; 
Indianapolis, Decatur and Springfield Railway Company ; 
Shenandoah Valley Railroad Company; Georgia Railroad 
Company ; Newport News and Mississippi Valley Company; 
Chicago, Rock Island and Pacific Railway Company; Union 
Pacific Railway Company; Denver, Texas and Gulf Rail- 
road Company; Chicago, Milwaukee and St. Paul Railway 
Company; West Shore Railroad Company; Chicago, and 
Grand Trunk or Detroit, Grand Haven and Milwaukee Rail. 
way Company; Oregon Railway and Navigation Company; 
Lehigh Valley Railroad Company; Chicago and Alton Rail- 
road Company; Chicago and North-Western Railway Com- 
pany; Burlington, Cedar Rapids and Northern Railway 
Company; Michigan Central Railroad Company; Grand 
Rapids and Indiana Railroad Company; Lake Shore and 
Michigan Southern Railway Company; Wisconsin Central 
Railroad Company; Pan Handle; Flintand Pere Marquette 
Railroad Company; Ogdensburg and Lake Champlain Rail- 
road Company; Atlantic Coast Line; Chicago, St. Paul, 
Minneapolis and Omaha Railway Company ; Illinois Central 
Railroad Company; New York, Pennsylvania and Ohio 
Railroad Company; Cleveland, Columbus and Indianapolis | 
Railway Company; Indianapolis and St. Louis Railway 
Company; Canadian Pacific Railway Company, Cincinnati, 
New Orleans and Texas Pacific Railway Company. 
Complaint alleges violations of the act by granting free trans- 

portation to delegates and wives of delegates to the conven- 
tion of the Brotherhood of Locomotive Engineers, held at 
Richmond, Va., October 17, 1889. 

June 29, 1889. Complaint filed. 

July 10, 1889. Copy complaint and notice to answer served by 
mail July 6, on the Newport News aud Richmond at 23 
Broad street, New York, N. Y., returned with statement that 
said company has no office at that address. Complainants 
asked to furnish proper address. 

July 16-Sept. 12, 1889. Answers filed. 

Oct. 9, 1859. Ordered, That the amended petition presented in 
this case be filed. 

Oct. 9, 1889. Amended complaint filed. (Additional allegations 
made.) 

Amended title is as follows: 


John Livingston, President, Railway Shareholders’ Associatio v. 
Delaware, Lackawanna and Western Railroad Company; 
Louisville and Nashville Railroad Company; St. Louis Bridge 
and Tunnel Company; Texas and Pacific Railway Company ; 
Cincinnati, New Orleansand Texas Pacific Railway Company; 
Scioto Valley Railway Company; Newport News and Mis-— 
sissippi Valley Company; Denver and Rio Grande Railroad — 
Company; Columbus and Cincinnati Midland Railroad Com-- 
pany; Cincinnati, Indianapolis, St. Louisand Chicaso Railway; 
Lake Erie and Western Railroad Company: Central Railroad 
and Banking Company of Georgia; Gulf, Colorado and Santa 
Fé Railway Company; Montana Union Railway Company; 
Keokuk and Western Railroad Company; Mobile and Ohio 
Railroad Company; Cincinnati, Selma and Mobile Railway 


aa 
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Company; Western Railway of Alabama; Atlanta and West 
Point Railroad Company; Chesapeake and Ohio Railway 
Company; Nashville, Chattanooga and St. Louis Railway 
Company; Terre Haute and Indianapolis Railroad Company ; 
Cleveland, Cincinnati, Chicago and St. Louis Railway Com- 
pany; Richmond and Allegheny Railroad Company; Cleve- 
land, Lorain and Wheeling Railroad Company; Western 
New York and Pennsylvania Railroad Company; New York 
and New England Railroad Company ; East Tennessee, Vir- 
ginia and Georgia Railway Company; Louisville, Evansville 
and St. Louis Railroad Company ; Pittsburgh and Lake Erie 
Railroad Company; Indianapolis, Decatur and Western Rail- 
way Company; Shenandoah Valley ‘ailroad Company; 
Georgia Railroad Company; Chicago, Rock Island and Pa- 
cific Railway Company; Union Pacific Railway Company; 
Missouri Pacific Railway Company; Denver, Texas and Gulf 
Railroad Company ; Chicago, Milwaukee and St. Paul Rail- 
way Company; West Shore Railroad Company; Chicago and 
Grand Trunk Railway Company ; Detroit, Grand Haven and 
Milwaukee Railway Company; Oregon Railway and Navi- 
gation Company; Lehigh Valley Railroad Company ; Chi- 
eago and Alton Railroad Company ; Chicago and Northwest- 
ern Railway Company ; Burlington, Cedar Rapids and North- 
ern Railway Company ; Michigan Central Railway Company ; 
Grand Rapids and Indiana Railroad Company ; Lake Shore 
and Michigan Southern Railway Company; Wisconsin Cen- 
tral Company ; Pittsburgh, Cincinnati and St. Louis Railway 
Company; Flint and Pere Marquette Railroad Company ; 
Ogdensburgh and Lake Champlain Railroad Company; At- 
lantic Coast Line Association; Chicago and Atlantic Rail- 
way Company; Chicago, St. Paul, Minneapolis and Omaha 
Railway Company ; Llinois Central Railroad Company ; New 
York, Pennsylvania and Ohio Railroad Company ; Richmond, 
Fredericksburg and Potomac Railroad Company; Connecti- 
eut River Railroad Company; Central Vermont Railroad Com- 
pany; Denver and Rio Grande Western Railway Company ; 
Columbus, Hocking Valley and Toledo Railway Company; 
Columbus and Eastern Railway Company; Cleveland, Akron 
and Columbus Railway Company; Providence and Worcester 
Railroad Company; Milwaukee and Northern Railroad Com- 
pany; Central Railroad Company of New Jersey; Western 
and Atlantic Railroad Company; Savannah, Floridaand West- 
ern Railway Company; Baltimore and Ohio Railroad Com- 
pony; Cincinnati, Washington and Baltimore Railroad Com- 
pany; Ohio River Railroad Company; Louisville, New A1- 
bany and Chicago Railway Company; Raleigh and Augusta 
Air Line Railroad Company; Raleigh and Gaston Railroad 
Company; St. Paul, Minneapolis and Manitoba Railway Com- 
pany; Northern Pacific Railroad Company; Richmond and 
Danville Railroad Company; Norfolk and Western Railroad 
Company; Rome, Watertown and Ogdensburgh Railroad 
Company; Ohio, Indiana and Western Railway Company ; 


Southern Pacific Company; Chicago, St. Paul‘and Kansas | 


City Railway Company; Western Maryland Railroad Com- 
pany; St. Louis and San Francisco Railway Company ; Bos- 
ton and Maine Railroad Company; Wabash Western Rail- 
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Oct. 
Oct. 


211. John 


road Company; Delaware and Hudson Canal Company; 
Pennsylvania Company; Pennsylvania Railroad Company ; 


Louisville, New Orleans and Texas Railway Company; Ken- * 


tucky Central Railway Company; Fitchburg Railroad Com- 
pany; Green Bay, Winona and St. Paul Railroad Company; 
Wabash Railroad Company; Pittsburgh, Fort Wayne and 
Chicago Railway Company; Cleveland and Pittsburgh Rail- 
road Company; Cincinnati, Hamilon and Dayton Railroad 
Company; Cincinnati, Hamilton and Indianapolis Railroad 
Company; Dayton and Michigan Railroad Company; Atchi- 
son, Topeka and Santa Fé Railroad Company; Charleston 
and Savannah Railway Company; Columbus, Springfield 
and Cincinnati Railroad Company; New York Central aud 
Hudson River Railroad Company; Boston and Albany Rail- 
road Company; Ohio and Mississippi Railway Company ; 
Grand Trunk Railway Company; Minneapolis and St. Louis 
Railway Company; Cleveland, Columbus, Cincinnati and In- 
dianapolis Railway Company; Indianapolis and St. Louis 
Railway Company; Canadian Pacific Railway Company. 

25, 1889. Case assigned for hearing December 19, 1889. 

26, 1889.-Dece. 1, 1889. Answers to amended complaint par- 
tially filed. 


A. Roebling’s Sons Company v. Pennsylvania Railroad 
Company ; Cumberland Valley Railroad Company ; Shenan- 
doah Valley Railroad Company ; Norfolk and Western Rail- 
road Company; Hast Tennessee, Virginia and Georgia Rail- 
way Company; Alabama Great Southern Railroad Com- 
pany. 


Complaint alleges that iron telegraph wire cannot be distin- 


guished from fence wire by ordinary inspection, and there is 
but little difference in value, yet on shipments of the former 
from Trenton, N. J., to Attalla, Ala., complainant is charged 
by defendants 81 cents per 100 lbs., while the rate on the 
latter for such transportation is 31 cents per 100 lbs. That 
the Pennsylvania Railroad Company charges only sixth class 
rates on iron telegraph wire when offered for western ship- 
ment, but on southern shipments fourth-class rates are ex- 
acted. A refund of excess charges is demanded. 


July 6, 1889.-Complaint filed. 
July 29-Ang. 17, 1889. Answers filed. : 
Aug. 38, 1889. Statement filed by defendants that complaint had 


been satisfied. 


Nov. 16, 1889, Acknowledgment of satisfection filed by com- 


plainant. 


Nov, 16, 1889. Ordered, That complainant have leave to with- 


draw the complaint and that proceedings be discontinued. 


212. Joseph J. Wood v. Central Railroad of Georgia; Savannah, Florida 


and Western Railroad Company. 


Complaint alleges that 3 barrels of oranges shipped over de- 


fendants’ lines from Conway, Fla., to Columbus, Ga., were 
detained in transit from December 6 to December 31, 1888, 
that they were shipped for the Christmas trade; that com. 
plainant’s offer to receive goods, sort out the decayed fruit, 
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and put in claim for damage less the freight charges was 
refused; the value of the goods less such freight charges is 
demanded. 

July 6, 1889. Complaint filed. 

July 31, 1889. Acknowledgment of satisfaction filed by com- 
plainant. 

Aug. 8, 1889. Papers relating to settlement filed by defendant. 
Leave granted to withdraw complaint and proceedings dis- 
continued. 

‘213. Pennsylvania Company, operating the Jeffersonville, Madison 
and Indianapolis Railroad, v. Louisville, New Albany and 
Chicago Railway Company. 

Complaint alleges unjust discrimination between passengers by 
defendaut in issuing mileage tickets for $20 good for 1,000 
milos, and either not requiring purchasers to indorse them 
with their own names at the time of sale, or instructing con- 
ductors to make no effort to see that the tickets when pre- 
sented by passengers are being used by the persons whose 
names are indorsed thereon, or to acquiesce in a total disre- 
gard of the printed conditions shown on said tickets ; that 
thereby such mileage tickets or parts thereof fall into the 
hands of ticket scalpers in Louisville and Chicago, and are 
by them sold, so that while the established rate between said 
cities is $9, persons purchasing. such mileage tickets or parts 
thereof could travel the same journey for $7, as by arrange- 
ment the unused portions of said tickets are redeemable at 
destination by the scalpers; and that such practice by de- 
fendant also results in great loss of trattic to complainant 
which it would otherwise receive. 

July 10, 1889. Complaint filed. 

Aug. 5, 1889. Answer filed. \ 

Sept. 3, 1889. Case assigne | for hearing at United States court- 
room, Indianapolis, Lad., Sept. 17, 1889. 

Sept. 17, 1889. Hearing called. Notice given that cause of com- 
plaint had been removed. 

Sept. 17, 1889. Memorandum by the Commission filed. (3 I. C. 
C. Rep., 223.) Leave granted to withdraw complaint. 


214. Chicago, St. Louis and Pittsburgh Railroad Company v. Cleve- 
land, Cincinnati, Chicago and St. Louis Railroad Company. 
Complaint makes the same allegations in regard to passenger 
traffic between Ciucinnati and Chicago as are made in com. 
plaint No. 213, concerning passenger traffic between Louis- 
ville and Chicago. 
July 10, 1889. Complaint filed. 
Aug. 2, 1889. Answer filed. 
Sept. 3, 1889. Case assigned for hearing at United States court- 
room, Indianapolis, Ind., September 17, 1889. 
Sept. 17, 1889. Hearing called. Notice given that cause of com- 
plaint had been removed. 
Sept. 17, 1889. Memorandum by the Commission filed. (3 LC. 
C. Rep., 223.) Leave granted to withdraw complaint. 7 
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215. Pittsburgh, Cincinnati aud St. Louis Railway Company v. Bal- 
timore and Ohio Railroad Company. 
Complaint alleges violations of the act by defendant in giving 
“party rates” and issuing round-trip excursion tickets 
without posting the rate at which they are sold. 


July 10, 1889. Complaint filed. 

July 31, 1889. Answer filed. 

Sept. 3, 1839. Case assigned for hearing at United States court- 
room, Indianapolis, Ind., September 17, 1889. 

Sept. 3, 1889. Hearing postponed at request of parties. Case 
to be heard at Washington in November, on a day to be 
named. 

Oct. 25, 1889. Case assigned for hearing November 7, 1889. 

Noy. 6, 1889. Hearing postponed to November 15, 1889, at the 
request of parties. 

Nov. 15, 1889. Hearing had. Counsel to file briefs in twenty 
days. 


216. Oregon Short Line Railway Company v. Northern Pacific Railroad 
Company. 

Complaint alleges that defendant refuses to afford complain- 
ant reasonab'e, proper and equal facilities for the inter- 
change of traffic at Portland, Oregon, and tbat it has refused 
to transport freight at Tacoma and Seattle, although the full 
amount of freight charges for the service was previously 
tendered’ in each case. - : 

July 16, 1889. Complaint filed. 

July 16, 1889. Copy complaint and notice to answer sent car- 
rier. ; 

July 16, 1889. Notice sent complainant. 

Aug. 8, 1889. Answer filed. 

Oct. 25, 1889. Case assigned for hearing November 18, 1889. 

Nov. 12, 1889. Memorandum by the Commission filed on motion 
of complainant for leave to file a replication. Motion denied. 
(3 L. C.C. Rep., 264.) 


217. Joseph J. Wood v. Georgia Midland and Gulf Railroad Company ; 
; East Tennessee, Virginia and Georgia Railroad Company ; 
Florida Central and Peninsula Railroad Company; Florida 

Southern Railway Company. 


Complaintalleges that ten crates of tomatoes shipped from Me. 
Intosh, Fla., to complainant at Columbus, Ga., were de- 
tained so long on the road that they arrived-in very bad 
order ; that complainant offered to sort and repack the goods, 
and put in claim for the value of the tomatoes less the freight 
charges, but this was refused. That amount is now de- 
manded. 


July 17, 1889. Complaint filed. 

July 25, 1889. Notice filed by complainant that the Florida 
Southern Railway Company is not a proper party defend- 
ant. 

July 25, 1889. Notice sent the Florida Southern Railway Com- 
pany that it need not file answer to the complaint. 

Aug. 9 wo Nov. 22, 1889. Auswers filed, 
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218. George Rice v. Atchison, Topeka and Santa Fé Railroad Com- 
pany; Atlantic and Pacific Railroad Company; Alabama, 
Great Southern Railroad Company ; Alabama and Vicksburg 
Railway Company ; Central Pacific Railroad Company ; Cin- 
cin: ati, New Orleans and Texas Pacific Railway Company ; 
Illinois Central Railroad Company; International and Great 
Northern Railroad Company; Louisville, New Orleans and 
Texas Railway Company; Mobile and Ohio Railroad Com pany; 
Newport News and Mississippi Valley Company; New Orleans 
and Northeastern Railroad Company; Southern Pacific Com- 
pany; St. Louis, Iron Mountain and Southern Railway Com- 
pany; Texas and Pacific Railway Company; Union Pacific 
Railway Company. 


Complaint alleges that defendants give undue and unreasona- 
ble preference and advantage on petroleum and its products 
to important and central points on their lives where the 
Standard Oil Trust, or companies affiliated to it, have large 
receiving and shipping stations, so that said trust or said 
companies can at such stations receive and 1e-ship the same 
over defendants’ lines to intermediate and final points of 
delivery at much less rates for the entire service than are 
charged to petitioner of similar products from the same 
points of origin to the same points of final deliverv without 
re-shipping the same at any point. That the rates petitioner 
is compelled to pay for the service are unjust and unreason- 
able, and that defendants, by reasonof the facts above stated, 
charge more on such transportation for the shorter than for 
the longer distance over the same line iu the same direction: 


July 22, 1889. Complaint filed. 

Aug. 12-Sept. 18, 1889. Answers filed. 

Aug. 14, 1889. Ordered, That the pendency of this proceeding be 
made known to the variousrailroad companies named, and that 
each of them be furnished a copy of the complaint on prompt 
application therefor, and that they have leave to intervene 
and be heard if they so desire. 

Aug. 17, 1889. Copy of order sent to each carrier therein named 
and to the parties. 

Aug. 31, 1889. Correction of answer of Alabama Great Southern 
aud other railroad companies filed, attached to answer, and 
copies sent to complainant and his counsel. 

_ Oct. 21, 1889. Case assigned for hearing at Washington, December 
12, 1889. 


219. George Rice v. Mobile and Ohio Railroad Company. 


Complaint alleges that defendant charges fourth-class rates on 
petroleum packed in wooden cases, each containing two tin 
‘ cans of 5 gallons capacity, and sixth-class rates on petroleum 
, Shipped in barrels, but it refuses to allow petitioner to make 
up a car-load of petroleum in wooden cases and barrels; thus 
putting him at a great disadvantage in competition with 
other producers wh» are enabled to load full car-loads of each 

class of traffic. 


July 22, 1889. Complaint filed. 
Aug. 14, 1859. Answer filed. 
\ 
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Oct. 21, 1889, Case assigned for hearing at Washington Decem- 
ber 12, 1889. 


220. Bennet D. Mattingly v. Pennsylvania Company. 


Complaint alleges that defendant unjustly discriminates against 
complainants by refusing to deliver freight to the Louisville, 
New Albany and Chicago Railway Company at New AI- 
bany, Ind., when such freight is consigned for delivery to 
him at Louisville on the tracks of the Kentucky and Indiana 
Bridge Company, 

Aug. 1, 1889. Complaint filed. 

Sept. 3, 1889. Case assigned for hearing at United States court- 
room, Indianapolis, Ind., September 17, 1889. 

Sept. 17, 1889. Hearing had. Parties allowed to file briefs. 

Sept. 26, 1889. Brief for complainant filed. 

Noy. 18, 1889. Brief for defendant filed. 

Dee. 1, 1889. Case under advisement by the Commission. 


221. George D. Sidman v. Piedmont Air-Line Railroad Company. 


Complaint alleges unjust discrimination between complainant 
and others holding commutation passenger tickets for use 
between Washington, D. ©., and Herndon, Va. 


Aug. 5, 1889. Complaint filed. 

Aug. 7, 1889. Copy of complaint and notice to answer sent carrier 
(Richmond and Danville Railroad Company). 

Aug, 21, 1889. Answer filed. 

Oct. 25, 1889. Case assigned for hearing November 8, 1889, 10 a. 
m. Notices sent parties. 

Noy. 4, 1889. Application for leave to withdraw answer filed, 


Ordered, That leave to withdraw the answer on file be granted, 
andsthat complainant have leave to amend the complaint by 
substituting the name of the Richmond and Danville Rail- 
road Company as defendant in the place and stead of the 
Piedmont Air-Line Railroad Company. 

Nov. 5, 1889. Copies of above order served .on the respective 
parties. 

Nov. 8, 1889. Notice filed by complainant amending the com- 
plaint in accordance with the provisions of above order, 

Copy of foregoing notice and amended complaint, with notice 
to auswer in twenty days, sent carrier. 

Nov. 26, 1889. Auswer filed. 


222. The Poughkeepsie Iron Company v. Boston and Albany Railroad — 


Company. 
Complaint alleges excessive rates, unjust discrimination, and 


preference and advantage in rates on pig-iron from Pough- — 
keepsie to points on or beyond the line of defendant's road _ 


in favor of shippers of pig-iron from the Ohio region, called 
western pig-iron. 

Aug. 5, 1889. Complaint filed. 

Aug. 26, 1889. Answer filed. 

Sept. 3, 1889. Case assigned for hearing of testimony at United 
States court-room, New York, N. Y., September 12, 1889, 
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Sept. 4, 1889. Hearing postponed indefinitely, at complainant’s 
request, by Commissioner Bragg. 

Oct. 25, 1889. Case assigned for hearing November 19, 1889, 10 
a.m. Notices sent parties. 

Noy. 12, 1889. Hearing postponed at complainant’s request. 


225. Interstate Commerce Railway Association v. Chicago and Alton 
Railroad Company. 
Complaintalleges unjast discrimination by defendant in leasing 
a large number of live stock cars to the American Live Stock 
Commission Company at a nominal rental, guaranteeing re- 
pairs and collection of mileage, which amounts to a rebate 
on allstock shippers over defendant’s road by the said lessee; 
and also by entering into a contract with meat firms in 
Kansas City for the transportation of beef and hogs dressed, 
or the product thereof, on a fixed basis of charges. for a term 
of years. 
Aug. 7, 1889. Complaint Aled 
Sept. 2 1889. Case assigned for hearing at the Palmer House, 
Chicago, ses September 30, 1889. 
Sept. 14, 1889. Answer filed. 
Sept. 30-Gct. 1, 1889. Hearing had. 
Oct. 1, 1889. Leave granted to amend the Spiptaat: 


224, Chicago, Rock Island and Pacific Railway Company v. Cinicago 
and Alton Railroad Company. 

Complaint alleges that defendant has violated section 6 of the 
act by taking live stock (originally billed from western points 
to Chicago, and which were allowed by such billing to be 
sold at Kansas City and was there sold) from Kansas City 
to Chicago under the original billing when it was not a party 
to the through rate named in said billing, and which was - 
done at a lower rate than was at the time named in its 
published tariff from Kansas City to Chicago. 

Aug. 7, 1889. Complaint filed. 

Sept. 3, 1889. Case assigned for hearing at the Palmer House, 
Chicago, Ill., September 30, 1889. 

Sept. 14, 1889. Answer filed. 

Sept. 30_Oct. 1, 1889. Hearing had. 

Dee. 1, 1889. Case under advisement by the Commission. 


225. D.S. Alford v. Chicago, Rock Island and Pacific Railway Company. 
Complaint alleges that defendant refuses to afford any facili- 
ties-for freight and passenger business at Lawrence, Kans., 
through which its line runs, nor to stop trains there, although 
the business at that point warrants it. 
Aug. 9, 1889. Complaint filed. 
Aug. 28, 1889. Answer filed. 
Sept. 3, 1889. Case assigned for hearing at United States court- 
room, Kansas City, “Mo., September 24, 1889, 11 a. m. 
Sept. 24, 1889. Hearing had. Briefs to be filed. 


226. J. A. Moore v. Missouri Pacific Railway Company. 
Complaint alleges thatdefendant charges on a hydraulic cider- 
press, consigned to complainant from Mount Gilead, Ohio, to 
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Greeley, Kans, an excessive rate on the haul from East St. 
Louis to Greeley, amounting to $3 per 100 pounds, while from 
Mount Gilead to East St. Louis, nearly double the distance, 
the rate charged was only 27 cents per 100 pounds. 
Aug. 15, 1889. Complaint filed. 
Notice of settlement filed. Leave granted to withdraw com- 
plaint and proceeding discontinued. 


227, The Holly Springs Compress and Manufacturing Company v. 


Kansas City, Memphis and Birmingham Railroad Company. 
Complaint alleges unjust discrimination by defendant against 

complainant by charging $1.45 per bale on compressed cot- | 
ton loaded at complainant/s compress by complainant and 
transported to Memphis, Tenn., where it is unloaded by con- 
signee, while on flat or uncompressed cotton loaded and un- 
loaded by defendant it charges the same rate. It further 
subjects shippers at Holly Springs, Miss., to prejudice and 
disadvantage by giving more favorable rates, relatively to 
Tupelo, New Albany, Potts Camp, Red Banks, Victoria and 
Byhalia, Miss., than to Holly Springs. Defendant has failed 
and neglected to post its tariffs in two public and conspicu- 
ous places at its depot or station in Holly Springs as required 
by law. 

Aug. 15, 1889. Complaint filed. 

Sept. 7, 1889. Answer filed: 

Oct. 25, 1889. Case assigned for hearing November 14, 1889, 10 
a.m. 

Noy. 8, 1889. Amended complaint filed. 

Noy. 8, 1889. Hearing postponed to a day to be named. 

Nov. 11, 1889. Deposition on behalf of complainant filed. 

Nov. 19, 1889. Proposed findings of fact filed by complainant. 

Noy. 29, 1889. Answer to amended complaint filed. 


228. Clarence D. Simpson and Thomas R. Watkins, trading as co-part:- 


ners under the firm name of Simpson & Watkins v. Delaware 
and Hudson Canal Company. 


Complaint alleges that defendant’s rates on coal from the Car- 
bondale district in Pennsylvania to points in New York 
northward to Rouses’s Point are so excessive that when de- 
ducted from market value of coal at delivery points the re. 
mainder does not cover cost of coal at the collieries; that 
defendant, being a miner and shipper of coal over its road 
to said points, obtains a monopoly of the coal trade at each 
of them by reason of said excessive rates that defendant iS 
bound as a common earrier to charge other shippers no more 
for coal transportation than the difference between the market 
value of coal at delivery points and the market value of coal 
in the Carbondale district plus 25 cents as a guaranty com- 
mission on the sale at destination; that defendant’s rates on 
bituminous coal are believed to be only about one-third of 
anthracite rates and the two coals should be classed alike; 
that defendant in the busy season refuses to attord to com- 
plainants the coal cars known as ‘“‘ gravities” and ‘ Dela- 
ware and Hudson exclusives” in their rightful proportion. 

Aug. 24, 1839. Complaint filed, 
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Sept. 11, 1889. Stipulation of counsel that complaint may be 
withdrawn and case discontinued filed. 

Sept. 11, 1889, Leave to withdraw petition granted and proceed- 
ing discontinued. 


225. Andrew Langdon, Sumner W. White and Charles R. Heneage, 
trading as co-partners under the firm name of Andrew Lang- 
don & Company, v. Delaware and Hudsou Canal Company. 
Complaint alleges same as complaint in No. 228. 

Aug. 24,1889. Complaint filed. 

Sept. 12,1889. Answer filed. 

Oct. 25, 1889. Case assigned for hearing November 12, 1889, 10 
a.m. 

Nov. 11, 1889. Hearing postponed by agreement of parties. 


230. Clarence D. Simpson and Thomas H. Watkins, trading as co. 
partners under the firm name of Simpson & Watkins, v. 
The New York, Lake Erie and Western Railroad Company. 

Complaintalleges that defendant unjustly discriminates against 
complainants by giving more favorable rates on coal from 
the Honesdale and Carbondale districts in Pennsylvania, to 
points in New York and New Jersey to the Delaware and 
Hudson Canal Company and the Hillsdale Coal and Iron 
Company; that the discrimination often amounts to as much 
as 25 cents and 50 cents per ton; that defendant owns the 
capital steck of the latter company; that defendant car- 
ries coal in the name of said last-named company to said 
points and sells the same at such prices that after deduct- 
ing the published rates of freight there remains a sum much 
less than the market value of coal at the mines, and if the 
loss so incurred is borne by said coal company it loses 
money, which loss is borne by defendant as stockholder, and 
such loss should be deducted from present rates in force to 
make the rates reasonable. It also discriminates in favor of 
the companies above named in the distribution of coal cars 
ordinarily used and those known as “ Delaware and Hudson 
Hxclusives.” 

Aug. 24, 1889. Complaint filed. 

Sept. 11, 1889. Stipulation of counsel filed that petition may be 
withdrawn and proceeding discontinued. ; 

Sept. 11, 1889. Leave to withdraw the petition granted and pro- 
ceeding discontinued. 


231. Hervey Bates and H. Bates, jr., v. Pennsylvania Railroad Com- 
pany; Pennsylvania Company. 

Complaint alleges that defendants unjustly discriminate against 
complainants in favor of millers in the Hast, at or near the 
the seaboard, by charging 23 cents per 100 pounds on ground 
and cracked corn, corn meal, guts and hominy, and the re- 
fuse therefrom from Indianapolis, where complainant’s mills 
are located, to New York, while upon whole corn the rate per 
100 pounds is but 184 cents. 

Aug. 29, 1889. Complaint filed. 
Sept. 3. Case assigned for hearing at United States room, Indian- 
apolis, Ind., September 17, 1889, 
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Sept. 12-13. Answers filed. 

Sept. 17. Hearing had. 

Oct. 24. Ordered, that the Baltimore and Ohio Railroad Company 
be notified of the pendency of this cause and be given an 
opportunity to be heard therein, and to signify its purpose 
and desire in this behalf on or before the 4th of November, 
1889, 

Oct. 30. Notice filed by the Baltimore and Ohio Railroad Com- 
pany that it desires to be heard in this proceeding and to file 
an arguinent. 

Oct. 31. Ordered, that the Baltimore and Ohio Railroad Company 
have leave to file an argument in this proceeding on or before 
the 15th of November, 1889. 

Noy. 22, 1889. Argument on behalf of the Baltimore and Ohio 
Railroad Company filed. 

Dee. 1, 1889. Case tinder advisement by the Commission. 


232. Hoag & Tichenor v. New York, Lake Erie and Western Railroad 
Company. 

Complaint alleges unjust discrimination by defendant in 
charging $31 on a car-load of empty nail kegs from Youngs- 
town, Ohio, to Binghamton, N. Y., while its rates on a ecar- 
load of nails from and to the same points are only $27.60. 

Aug. 31, 1889. Complaint filed. 

Sept. 12, 1889. Answer setting forth satisfaction of complaint 
filed. 

Sept. 12, 1889. Acknowledgment of satisfaction filed by com- 
plainant. 


Sept. 12, 1889. Leave granted to withdraw complaint, and pro- 


ceeding discontinued. 


233. The American Wire Nail Company v. Cincinnati, New Orleans and 
Texas Pacific Railway Company; Alabama Great Southern 
Railroad Company; Alabama and Vicksburg Railway Com- 
pany; New Orleans and Northeastern Railroad Company ; 
Vicksburg, Shreveport and Pacific Railway Company. 

Complaint alleges that defendants charge an excessive rate on 
wire nails from Cincinnati to Chattanooga, namely, 40 cents 
per 100 pounds, while they only charge 15 cents per 100 
pounds for the same service in carrying iron nails, and that 
the two kinds of nails are precisely similar in character and 
value. 
Aug. 31, 1889. Complaint filed. 
Sept. 9, 1889. Answer setting forth satisfaction of complaint 
filed. 
Sept. 3, 1889. Case assigned for hearing at United States 
_court-room, Indianapolis, September 17, 1889. 
Sept. 17. Hearing called. Notice given that cause of complaint 
had been removed, but decision requested. 
Memorandum by the Commission filed. (3 I. C. C. Rep., 223.) 
Leave granted to withdraw complaint. 


234. Frederick J. Switz v. Union Pacifie Railway Company. 
Complaint alleges that defendant unjustly discriminates against 
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the city of Kearney, and gives undue preference and advan- 
tage in freight rates from Omaha and Council Bluffs. 

Sept. 2, 1889. Complaint filed. 

Sept. 20, 1889, Answer filed. 

235. Proctor & Gamble v. Cincinnati Hamilton and Dayton Railroad 
road Company; Pittsburgh, Cincinnati and St. Louis Rail- 
way Company; Pennsylvania Railroad Company. 

Complaint alleges violations of the act by defendants in placing 
common soap in the fifth class with soap powder, liquid soap, 
washing crystal etc., instead of the sixth class with staple 
articles of the grocery trade to which it is more similar in 
price, bulk, weight and necessity, to consumers. 

Sept. 12, 1889. Complaint filed. 

Oct. 4, to Noy. 22, 1889. Answers filed. 

Oct, 25, 1889. Case assigned for hearing November 15, 1889. 
Novy. 6, 1889. Hearing postponed to January 8, 1890. 

Novy. 15-22, 1889. Depositions on behalf of complainants filed. 


236. Proctor & Gamble v. Cleveland, Cincinnati, Chicago and St. Lows 
Railway Company; Lake Shore and Michigan Southern 
Railway Company; New York Central and Hudson River 
Railroad Company. 
Complaint alleges same as complaint in No. 235. 

Sept. 12, 1889. Complaint filed. 

Oct. 7-17, 1889. Answers filed. 

Nov. 6, 1889. Hearing postponed to January 8, 1890. 

Nov. 15-22, 1889. Depositions on behalf of complainants filed. 


237. Proctor & Gamble v. Orland Smith and H. C. Yergason, receiv- 
ers of the Cincinnati, Washington and Baltimore Railroad 
Company; Baltimore and Ohio Railroad Company. 

Complaint alleges same as complaint in No. 235. 
Sept. 12, 1889. Complaint filed. 
Oct. 2-10, 1889. Answers filed. 
Oct. 25, 1889. Case assigned for hearing November 15, 1889. 
Novy. 6, 1889. Hearing postponed to January 8, 1890. 
Nov. 15-22, 1889. Depositions on behalf of complainants filed. 


238. John Livingston, President Railway Shareholders’ Association v 
’ New York, Lake Erie and Western Railroad Company. 
Complaint alleges that defendant issues 500 and 1,000 mile tick- 
ets toemployés at one-half and 1 cent per mile for use by said 
employés and members of their families, and that complain- 
ant is informed and believes that other persons than those 
named on the tickets use the same; allows minors and other 
persons to ride on freight trains without charge, to their great 
danger; and also that it has issued passes to persons claim- 
ing to be delegates to the convention of the Brotherhood of 
Locomotive Engineers held at Richmond in October and 
November, 1888, some of whom were not employés of any 
railroad company and most of whom were not employés of 
defendant. 
Sept. 12, 1889. Complaint filed. 
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Oct. 9, 1889. Answer filed. 
Oct. 25, 1889. Case assigned for hearing December 19, 1889, 10 
a.m. Notices sent parties. 


239, Hulbert H. Warner v. New York Central and Hudson River Rail- 
road Company ; West Shore Railroad Company ; New York, 
Lake rie and Western Railroad Company ; Delaware, Lack- 
awanna and Western Railroad Company; New York, On- 
tario and Western Railway Company; Pennsylvania Rail- 
road Company; Baltimore and Ohio Railroad Company ; 
Philadelphia and Reading Railroad Company; Lehigh Val- 
ley Railroad Company; Grand Trunk Railway Company of 
Canada, as members of the Trunk Line Association. 


Complaint alleges that defendants violate section 2 of the act 
by charging second-class rates on patent medicines in car- 
loads, while other articles, similar in bulk, value and other- 
wise, such as ale, beer and mineral waters, are rated in the 
third class and fifth class in car-loads. 


Sept. 14, 1889. Complaint filed. 
Oct. 4-Dee. 1, 1889. Answers filed. 


240, E. M. Raworth v. Northern Pacific Railroad Company; Oregon 
Railway and Navigation Company; St. Paul, Minneapolis 
and Manitoba Railway Company; Union Pacific Railway 
Company; Southern Pacifie Railway Company. 


Complaint alleges violation of section 4, by defendants in 
charging more for the transportation of sugar in ear-loads 
from San Francisco to St. Paul, Minn., the longer distance. 


Sept. 25, 1889. Complaint filed. 
Oct. 14-Nov. 2, 1889. Answers filed. 


241, American Mining and Smelting Company; Arkansas Valley 
Smelting Company; Harrison Reduction Works; Manville 
Smelting Company v. Denver and Rio Grande Railroad 
Company. - 

Complaint alleges that defendant not only charges an unrea- 
sonable through rate of $16 per ton on bullion shipped from 
Leadville, Colo., to Missouri River points, of which it receives 
$8 per ton for the haul to Denver, a distance of 277 miles, 
but that, by charging a through rate ot $13 per ton on bull- 
ion from Salt Lake City to the Missouri River, of which it 
and the Denver and Rio Grande Western Railway Company 
receive but $5 for the haul from Salt Lake City to Denver, a 
distance of 732 miles, it unjustly discriminates against the 
Leadville shippers and gives to the Salt Lake City shippers 
an undue preference and advantage. The hauls of Lead- 
ville and Salt Lake bullion are the same from Salida east- 
ward, and that place is situated about 217 miles west of 
Denver. 

Oct. 1, 1889. Complaint filed. 

Oct. 22, 1889. Stipulation of counsel filed extending time to an- 
swer until November 6, 1889, 

Noy. 6, 1889. Answer filed. 


oo 
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242. Andrews Soap Company v. Pittsburgh, Cincinnati and St. Louis 
Railway Company ; Cincinnati, Hamilton and Dayton Rail. 
road Company; Cleveland, Cincinnati, Chicago aud St. Louis 
Railway Company; Cincinnati, Washington and Baltimore 
Railroad Company; Chesapeake and Ohio Railway Com- 
pany; Ohio and Mississippi Railway Company; New York, 
Pennsylvania and Ohio Railroad Company. 

Complaint alleges that defendants unjustly place American 
castile soap in the second class, while white Soaps, known as 
toilet soaps, are rated in the fourth class. 

Oct. 5, 1889. Complaint filed. 

Oct. 23 to Nov. 4, 1889. Answers filed. 

Noy. 6, 1889, Case assigned for hearing at Washingtcn, January 
8, 1890. 


243. W.S. King & Co. v. New York, New Haven and Hartford Bail- 
road Company; New York and New England Railroad Com- 
pany. 

Complaint alleges violation of the act by charging more for 
the shorter haul in the transportation of flour from Pier 50, 
New York City, to Readville, Mass., than to Boston, Mass., 
the longer distance, and states that the rate to Readville is 
18 cents per 100 pounds, and the rate to Boston is 9 cents 
per 100 pounds. 

Oct. 10, 1889. Complaint filed. 
Oct. 29-30, 1889. Answers filed. 


244. Harvard Company v. Pennsylvania Company; Pennsylvama — 
Railroad Company; Lake Shore and Michigan Southern 
Railroad Company; New York Central and Hudson River 
Railroad Company; Baltimore and Ohio Railroad Company; 
Grand Trunk Railway Company; Cleveland, Columbus, 
Cincinnati and Indianapolis Railway Company; Valley Rail- 
way Company; New York, Lake Erie and Western Railroad 
Company; Boston and Albany Railroad Company; New 
York and New England Railroad Company; New York, 
New Haven and Hartford Railroad Company. 


Complaint alleges that surgical chairs .»anufactured by it are, 
unjustly charged by defendants at double first-class rates, 
and that a reasonable classification of such chairs would be 
at second-class rates. 

Oct. 12, 1889. Complaint filed. 
Oct. 29-Nov. 21, 1889. Answers filed. 


245. James & Mayer Buggy Company v. Cincinnati, New Orleans and 
Texas Pacific Railway Company; Western and Atlantic 
Railroad Company; Georgia Railroad Company. 

Complaint alleges that defendants violate the act by charging 
the same rate per 100 pounds on vehicles from Cincinnati to 
Atlanta, Ga., as they charge from the same place over the 

‘same line to Augusta, Ga., 171 miles farther distant, namely, 

$1.01 per 100 pounds; and also by charging more for the 
shorter haul on the same traffic over the same line to Social 
Circle from Cincinnati than to Augusta, Ga., the rate to 
Social Circle being $1.31 per 100 pounds. 
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Oct. 8, 1889, Complaint filed. 
Noy. 8-29, 1889. Answers filed. 


246. Steamer R. T. Coles v. Nashville, Chattanooga and St. Louis Rail- 
way Company ; Memphis and Charleston Railroad Compauy ; 
Louisville and Nashville Railroad Company. 

Complaint alleges unjust discrimination in rates charged by~- 
defendants on property delivered to or received from com- 
plainant, a common carrier between points ou the Tennessee 
River in favor of like property delivered to or received from 
the Tennessee River Transportation Company, @ common 
carrier between the same } ints on the Tennessee River. 

Oct. 30, 1889. Complaint filed. 
Nov. 18-25, 1889. Demurrers filed. 


247, George Rice v. Union Pacific Railway Company ; Atchison, Topeka ° 


and Santa Fé Railroad Company; Dunkirk, Allegheny 
Valley and Pittsburgh Railroad Company; Wabash Rail- 
road Company, and John MecNulta, receiver thereof; East 
Tennessee, Virginia and Georgia Railway Company. 
Complaint alleges violations of the act by defendants in the 
classification of petroleum as compared with cotton-seed oil, 
linseed-oil, lard and naphtha ; in charging the same rate for 
the return of empty tank cars, irrespective of the weight and 
capacity of each car; in deducting and carrying free 42 gal- 
lons or other quantity of the products of petroleum out of 
each tank car, without making a similar proportionate de. 
- duction in the amount of petroleum and its products carried 
by other methods than tank cars; in deducting and carrying 
free 12 per cent. or other quantity of gasoline or any one or 
more of the other products of petroleum without making a 
similar proportionate deduction of ali other produets earried 
under similar circumstances and conditions; in like rating 
and classification of car-load lots and less than car-load lots 
of petroleum and its products irrespective of whether the 
loading is in iron or wooden barrels or in cases. 

Nov. 8, 1889.. Complaint filed. 

Nov. 8. 1889, Ordered, That the pendency of this proceedin g be 
made known to the various railway carriers of the country, 
and that each of them be furnished with a copy of the peti- 
tion upon application therefor, and that they have leave to 
appear and be heard therein if they so desire. 

Nov. 22, 1889. Notice of appearance filed by the Western New 
York and Pennsylvania Railroad Company. 
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STATEMENT OF IMPORTANT POINTS DECIDED BY THE COMMIS- 
SION SINCE ITS ORGANIZATION. 


ABSTRACT QUESTIONS. 


OPINIONS ON.—The Commission will not express opinions on abstract questions; 
nor on questions presented by ex parte statements of fact; nor on questions 
of the construction of the statute when no controversy is pending. 

In re Order of Railway Conductors. 

In re Traders’ and Travelers’ Union. 

In re lowa Barb Steel Wire Company. 

In re St. Louis Millers’ Association. 

In re Disabled Soldiers and Sailors. 

Bishop v. Duval, receiver etc. 

Harris v. Duval, receiver ete., et al. 

Lincoln Board of Trade v. Union Pacific Railway Company, et al. 

Pennsylvania Company @. Louisville, New Albany and Chicago Rail- 
road Company. 

Chicago, St. Louis and Pittsburgh Railroad Company v. Cleveland, 
Cincinnati, Chicago and St. Louis Railway Company. 


. BOOKS, PAPERS AND DOCUMENTS. 


COMPULSORY PRODUCTION oF,— ¢ 
Riee v. Cincinnati, Washington and Baltimore Railroad Company 
et al., in re application of petitioner. 


BURDEN OF PROOF. 


TO SUSTAIN COMPLAINT IS ON COMPLAINANT.— 

Fulton v. Chicago, St. Paul, Minneapolis and Omaha Railroad Com- 
pany. 

‘Harding v. Same Company. . 

Holbrook v. St. Paul, Minneapolis and Manitoba Railroad Company. 

TO JUSTIFY GREATER CHARGE ON SHORTER HAUL IS ON RAILROAD COMPANY.— 

In re Louisville and Nashville Railroad Company. 
Spartanburg Board of Trade v. Richmond and Danville Railroad 
Company et al. 

MILEAGE RATES ON BRANCH LINES.—A departure from the rule of equal mileage 
rates as applied to the several branches of a road is not conclusive that such 
rates are unlawful, but the burden is on the company making such departure 
to show its rates to be reasonable when disputed. 

Logan etal. v. Chicago and North-Western Railway Company. 
Is ON CARRIER TO JUSTIFY DISPROPORTIONATE OR RELATIVELY UNEQUAL RATES — 
MeMorran e¢ al. v. Grand Trunk Railway Company of Canada etal. 
When grain and grain products are classified-alike the burden is on carrier to jus- 
tify difference in rates. (Id.) 
See Proof; Hvidence; Rule XI. Rules of Practice., 
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CAR-LOAD RATES. 


ON LIVE CATTLE.—Prescribed minimum rate for a car-load and a charge by the 100 
pounds in proportion to the car-lot rate for any excess over the minimum. 
Held not to be unlawful. 
Leonard & Chapelle v. Chicago and Alton Railroad Company. 


CARRIERS. 


WHAT ARE INTERSTATE. —The fact that the owner of merchandise, which is offered to 
a carrier for transportation from one point to another in the sate State, in- 
tends to have it further transported by a second carrier into another, State, 
does not make such first transportation interstate commerce or render the 
carrier subject to the control of the Commission in respect to it, even though 
such first carrier may be informed of the ultimate destination of the mer- 
chandise. 

Missouri and Illinois Ra‘lroad Tie and Lumber Company v. Cape 
Girardeau and Southwestern Railway Company. 

PRIVILEGES GRANTED By.—Carrier must decide in the first instance what privileges 
he may or will grant under the act to regulate commerce, and if it is then 
complained that in doing so the act is violated, the Commission will have 
jurisdiction on complaint being filed for such violation. 

In re Order of Railway Conductors. 
In re Traders’ and Travelers’ Union. 
In re lowa Barbed Steel Wire Company. 
In re St. Louis Millers’ Association. 
In re Disabled Soldiers and Sailors. 

PROTECTION AGAINST UNREASONABLY LOW RATES.—The act to regulate commerce 
assumes that the carriers, in their power to make rates, have ample remedy 
to protect against rates which are unreasonably low. 

In re Chicago, St. Paul and Kansas City Railway Company. 

DUTY TO ACCEPT ALL ORDINARY TRAFFIC.—Commoon carriers are under obligation 
to take all descriptions of ordinary traffic from all points and it is right that 
the rates should be known and announced publicly in advance of the offering 
of traffic. 

In re Tariffs of Transcontinental Lines. 

RIGHTS OF SHIPPERS.—Under the act to regulate commerce shippers are not to be 
put in a position of subserviency to common carriers, nor required to ask for 
rates, but are entitled to equal and open rates at all times. (Ib.) 

IMMIGRANT TRANSPORTATION.—A railroad company which transports immigrants in 
unfit cars will be required to provide better accommodations and to ascertain 
their fitness the Commission will make its own inspection. 

Savery & Co. v, New York Central and Hudson River Railroad Com- 
pany e¢ al. 

PROSECUTION oOF.—A carrier which has conformed to the ruling of the Commission 
should not be prosecuted for alleged violations of law in that respect which 
occurred before such ruling was made and under a construction of the law 
then approved by the carriers’ counsel. 

Slater v. Northern Pacific Railroad Company. 

EXCESSIVE RATES.—The fact that a road earns a little more than operating expenses 
is not to be overlooked, but it can not be made to justify grossly excessive 
rates. Wherever there are more roads than the business at fair rates will 
remunerate, they must rely upon future earnings for the return of invest- 
ments and profits. 

New Orleans Cotton Exchange v. Cincinnati, New Orleans and Texas 
Pacific Railway Company etal. 
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DUTY TO PpUBLIC.—A railroad company is under special obligations to give reasonable 
rates for its local business, but there are many influences which may affect 
through rates while not bearing upon local rates at all; or if at all, in less 
degree. 

Lippman & Co. v. Illinois Central Railroad Company. 

Obligation of common carriers to transport freight arises upon tender of same for 
transportation m the usual way, without any special agreements. Compen- 
sation for the service secured by a lien upon the goods, except when payment 
in advance is made. 

Riddle, Dean & Co. v. New York, Lake Erie and Western Railroad 
Company. 

Regular patrons not entitled to preference in the use of equipment of common 
carriers. The public must be justly and equally served. (Id.) 

The duties of carriers in repect to short branch roads used as instrumentalities Of 
interstate commerce stated. 

Heck & Petree v. East Tennessee, Virginia and Georgia Railway etal. 

A common carrier should be sensitive to the least suspicion of unfairness. The 
purchase of his services at a stated price, equal to all, should be a matter of 
course with every shipper. 

In re Underbilling. 

MUST FURNISH ADEQUATE CAR EQUIPMENT.—It is a common law and charter duty 
of every railway carrier subject to the act to regulate commerce to furnish a 
proper and adequate car equipment for all the reasonable needs of the busi- 
ness it advertises and undertakes to do, and if the carrier fails to do this to 
the wrongful injury of the shipper it is liable in damages therefor, but the 
statute has not clothed the Interstate Commerce Commission with the juris- 
diction to order the carrier to furnish any particular equipment of ears, or in 
fact any cars at all. Itis the duty of such carrier to select and furnish its 
own equipment of cars, under all the responsibility which the law requires 
of it in so vital and important a matter, for the public has not undertaken 
to divide responsibility with the carrier in this respect. “4 

Scofield eé al. v. Lake Shore and Michigan Southern Railway Com- 
pany. 

INSPECTION OF FREIGHT CARS.—After a freight tank-car has just returned from one 
long journey, it is the duty of the carrier before permitting it to start out 
loaded on another distant run, in which the lives and safety of brakemen, 
trainmen, and the property of the shipper will be involved, to have such car 
carefully inspected by a competent inspector, in order to ascertain whether 
it is in a safe condition for such service. 

Michigan Congress Water Company v. Chicago and Grand Trunk 
Railway Company. 

DECLARATION OF AGENTS. --Unauthorized declarations of a depot agént, implying 
that a tank car which has just returned from a long journey is iv a safe con- 
idtion to be loaded and started on another long run, are not binding upon the 
railroad company. (Jb.) 

FRAMING OF TARIFFS.—The carriers themselves should devise the methods by which 
their tariffs should be framed in conformity to the law. 

Inve Tariffs of the Columbus and Western Railway Company. 

PRODUCTION OF BOOKS, PAPERS, AND }}OCUMENTS BY.— 

Rice v. Cincinnati, Washington and Baltimore Railroad Company 
et al., in re Application of Petitioner. 

WHEN OVERCHARGE MADE THROUGH MISAPPREHENSION MAY BE RETURNED.— 

Sanger v. Southern Pacific Company et al. 

WHEN FOREIGN CARRIERS ARE SUBJECT TO THE ACT,— 

In re Actsand Doings of the Grand Trunk Railway Company of Can- 
ada. 
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See Act to Regulate Commerce; Export Tariffs; Facilities of Traffic ; 
Joint Rates; Joint Taritts; Live Stock; Preference and Advan- 
tage; Reasonable Rates; Relative Rates; Tariffs; Unjust Dis- 
crimination ; Underbilling ; Water and Rail Lines. 


CIRCUMSTANCES AND CONDITIONS. 


WHAT MAY BE DISSIMILAR IN TRANSPORTATION.— 
In re Louisville and Nashville Railroad Company. 
Business Men’s Association of the State of Minnesota v. Chicago, St. 
Paul, Minneapolis and Omaha Railway Company. 
Rice, Robinson & Witherop v. Western New York and Pennsylvania 
Railroad Company. 
Rend v. Chicago and North-Western Railway Company. 
Logan et al. v, Chicago and North-Western Railway Company. 
Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 
WHAT DO NOT CONSTITUTE DISSIMILAR. — 
Vermont State Grange v. Boston and Lowell Railroad et al. 
Harwell v. Columbus and Western Railroad Company. 
Business Men’s Association of the State of Minnesota v. Chicago, St. 
Paul, Minneapolis and Qmaha Railway Company. 
In re Chicago, St. Paul and Kansas City Railway Company. 


CLASSIFICATION. 
PRINCIPLES CONTROLLING.— 
First Annual Report of Interstate Commerce Commission. 
DIFFERENCES IN CLASSIFICATION MAY VIOLATE THE FOURTH SECTION. — Violation 
of the fourth section of the act can be accomplished by differences in classi- 
fication as well as by differences in tariff rates. 
Martin v. Southern Pacific Company et al. 
d car-load lots should be uniformily classified, and im- 
mediate adoption of a reasonable rule recommended. (Jb.) 
ANALOGOUS ARTICLES ENTITLED TO SAME.—Classification of dried fruits and raisins 
in different classes works injustice to shippers. (ID.) 

Under a classification which puts lumber in car-load lots in the sixth class, and 
unfinished wagon materials in the fifth class, it is held that hub-blocks which 
are prepared as such to be sold to the manufacturers of hubs and of wheeled 
vehicles, but upon which only so much labor has been expended as is need. 
ful to put them in condition for seasoning, are to be regarded as the raw ma- 
terial upon which the process of manufacture of hubs is not yet begun, just 
as boards are the raw material from which wagon boxes are made. The 
blocks belong, therefore, when not otherwise specified in the classification 
sheet, with lumber instead of with unfinished wagon materials. 

Hurlburt v. Lake Shore and Michigan Southern Railroad Company. 
Hurlburt v. Pennsylvania Railroad Company. 

Classification of railroad ties should correspond with that of other rough lumber. 
Comparisons stated, and held that the raising of same from sixth to fifth 
class in the official classification was unjustifiable. 

Reynolds v. Western New York and Pennsylvania Railway Company. 
DIsTINCTIONS IN.—A statement of the grounds of differences in classifications of 
articles of freight of railroad companies, and a discussion of these which are 
involved with reference to pearline and common soap by which the con- 
clusion of the Commission was reached that the classification of pearline 

should be reduced. 


Pyle & Sons v. East Tennessee, Virginia and Georgia Railroad Com. 
pany. 


Mixhb 
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FRAUDS IN.—Fraudulent classification as a method of obtaining reduced rates, con- 
sidered. 

Inve Underbilling. 

CONSTRUCTION.—A Classification sheet is put before the public for general informa- 
tion; it is supposed to be expressed in plain terms so that the ordinary busi- 
ness man can understand it, and, in connection with the rate sheets, deter- 
mine for himself what he can be lawfully charged for transportatiou. The 
persons who prepare the classification have no more authority to construe it 
than anybody else, and they must leave it to speak for itself. 

Hurlburt v. Lake Shore and Michigan Southern Railway Company. 
Hurlburt v, Pennsylvania Railroad Company. 

ARTICLES CLASSIFIED ALIKE ARE PRESUMPTIVELY ENTITLED TO EQUAL RATES.— 
MeMorran e¢ al. v. Grand Trunk Railway Company of Canada et al. 

Form or.—Form of tariffs and classifications in use criticised and requirements of 
statute stated in respect thereto. 

‘In re Tariffs and Classifications of Atlanta and West Point Railroad 
Company et al. 
See Uniform Classifics tion. 


COMMISSIONS ON SALE OF TICKETS. 


REGULATION AGAINST PAYING.—The defendants adopted a regulation that they 
would not sell tickets for and over the line of a connecting road unless such 
connecting road would abstain from paying commissions to their agents on 
the sales made, and would make promise to that effect. Sucha regulation is 
reasonable, and therefore legal. 

Chicago and Alton Railroad Company v. Pennsylvania Railroad Com- 
pany. 

Chicago, Rock Island and Pacific Railroad Company vy New York 
Central and Hudson-River Railroad Company. 

A railroad company has a right to insist that its agents shall be its emplovés ex- 
clusively, and it is not obliged to permit any other company to make them 
its employés also. (Jb.) 

' The requirement in the act to regulate commerce that common earriers shall 
‘afford all reasonable, proper and vcqual facilities for the interchange of 
traffic between their respective lines, and for the receiving, forwarding 
and delivering of passengers and property to and from their several lines, 
and those connecting therewith,” will not require a railroad company to sell 
through tickets over the line of a road whose managers persist in offering 
commissions to the agents who sell such tickets. The practice of paying 
commissions to the agents of other roads on tickets sold over the road of the 
cumpany paying the same, condemned as demoralizing and as an improper 
drain on corporate resources. (Ib.) 

If a passage ticket over several roads is a reasonable facility of travel, the privi- 
lege of paying a commission {o the agent who sells it, and who would be 
required by duty to his employer to sell it when called for, withont any com- 
mission therefor, can not be regarded as an incident to the facility, and there- 
fore can not be insisted on. (Jb.) 

Second Annual Report Interstate Commission. In re Passenger Tar- 
iffs and Rate Wars. 


COMPETITION. 


MAY MAKE OUT DISSIMILAR CIRCUMSTANCES AND CONDITIONS IN RAILWAY TRAF- 
FIC. — 
In re Louisville and Nashville Railroad Company, 


206 REPORT OF THE INTERSTATE COMMERCE COMMISSION. 


WHEN NOT SUFFICIENT TO CONSTITUTE EXCEPTION.— 
Vermont State Grange v. Boston and Lowell Railroad et al. 
Harwell v. Columbus and Western Railway Company 
WHEN NOT AN EXCUSE FOR UNJUST RELATIVE RATES.— 
Raymond v. Chicago, Milwaukee and St. Paul Railway Company. 
Boards of Trades Union, ete., », Chicago, Milwaukee and St. Paul 
Railway Company. ‘ 
EFFECT OF EXCESSIVE.— 
First Annual Report of Interstate Commerce Commission. 
EFFECT OF ACT UPON.— 
First Annual Report of Interstate Commerce Commission. 
BETWEEN LOCALITIES.— 
Second Annual Report of Interstate Commerce Commission. 
WHEN DISSIMILAR CIRCUMSTANCES AND CONDITIONS MAY BE MADE OUT BY RAIL 
ROAD COMPETITION. — 
Business Men’s Association of the State of Minnesota v. Chicago, St. 
Paul, Minneapolis and Omaha Railway Company. 
Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 
WHEN DISSIMILAR CIRCUMSTANCES AND CONDITIONS ARE NOT MADE OUT BY RAIL- 
ROAD COMPETITION.— 
Martin v. Southern Pacific Company et al. 
Second Annual Report of Interstate Commerce Commission. 
Business Men’s Association of the State of Minnesota v. Chicago, St. 
Paul, Minneapolis and Omaha Railway Company. 
In re Chicago, St. Paul and Kansas City Railway Company. 
EQUAL MILEAGE RATES OFTEN PREVENT.— 
New Orleans Cotton Exchange v. Cincinnati, New Orleans and Texas 
Pacific Railway Company,et al. 
WHEN NOT AN EXCUSE FOR UNJUST RELATIVE RATES.— 
Logan et al. v. Chicago and North-Western Railway Company. 


COMPLAINT. 
MUST BE SUPPORTED BY PROOF.— 


Holbrook v. St. Paul, Minneapolis and Manitoba Railroad Company. 

Fulton v. Chicago, St. Paul, Minneapolis and Omaha Railroad Com- 
pany. 

Harding v. Same company. 

ForM OF.— 

See Petition; Parties; Amendment; Rules of Practice. 

INVESTIGATION WHEN NO PERSONAL GRIEVANCE PROVED, — 

Smith v. Northern Pacitie Railroad Company. 

Wuen NOT ADJUDICATED.—When after trial, but before decision, the defendant con- 
cedes the relief sought and reduces its tariff to the rates claimed by the peti- 
tioner, no order is required to be made by the Commission. 

Manutacturers’ and Jobbers’ Un on of Mankato v. Minneapolis and 
St. Louis Railroad Company e¢ al. 4 

WHEN NOT ENTERTAINED BY COMMISSION.—No reasonable ground appearing. 

La Crosse Manufacturers and Jobbers’ Union v. Chicago, Milwaukee 
and St. Paul Railway Company. 
Ottinger v. Southern Pacific Company. 
AMENDMENTS OF.—The Commission is liberal in allowing an amendment to com- 
plaints, but will not allow one that would be in effect making a new case. 
Delaware State Grange, ete., v. New York, Philadelphia and Norfolk 
Railroad Company et al. 
Amendment is not necessary to bring in matters that would have been the sub- 
ject of proof under the complaint as originally filed. To, 
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WHEN NOT FAyORED.—A complaint made for the purpose of retaliation for a fancied 
wrong, as to get even with a carrier for revocation of complainant’s pass, 
does not commend itself to the Commission. 

Slater v. Northern Pacific Railroad Company. 

INFORMAL.— : 

Second Annual Report of Interstate Commerce Commission. 

Partiges.—Where a complaint is made against the reasonableness of through rates 
agreed upon by several connecting lines, it is necessary to make all of such 
connecting lines parties defendant. 

Michigan Congress Water Company v. Chicago and Grand Trunk 
Railway Company. 
See Act to Regulate Commerce; Parties. 

WHEN INSUFFICIENT.—When a complaint charged that the respondent railroad com- 
panies, which were common carriers, subject to the act to regulate commerce, 
were accustomed to make deductions of from 5 to 10 pounds of wheat per 
load from the true weight when delivered by the farmer to the buyer at the 
elevators of the respondents, and gave receipt to the farmer for the amount 
as thus diminished, upon which the latter was paid by the buyer, thereby 
suffering a loss to the extent of such reduction, but failed to charge that the 
wheat was delivered for interstate transportation, or, indeed, for transporta- 
tion anywhere, it was held that the complaint was insufficient in substance to 
show violation of the act to regulate commerce, and- that the respondents 
were entitled to have it dismissed on their motions to that effect, but that the 
dismissal should be without prejudice. 

White v. The Michigan Central Railroad Company and the Lake 
Shore and Michigan Southern Railway Company. 
? 


COST OF CARRIAGE. 


Is AN IMPORTANT FACT IN TRANSPORTATION CHARGES.— 

In re Louisville and Nashville Railroad Company; Boston Chamber 
of Commerce v. Lake Shore and Michigan Southern Railway 
Company; Evans v. Oregon Railway and Navigation Company. 

OF LONG-HAUL TRAFFIC NOT TO BE IMPOSED ON LOCAL TRAFFIC.—(JD.) 

DIFFICULTY OF DETERMINING.—(Ib.) 

ELEMENTS ENTERING INTO.— 

First Annual Report of Interstate Commerce Commission. 

DIFFERENCE BETWEEN, ON THROUGH AND LOCAL TRAFFIC.— 

Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. ; 

MILK TRANSPORTATION.—The elements of extra expense are substantially the same 
upon milk transported from every part of the line of road over which the 
special milk trains run. : 

Howell et al. v. New York, Lake Erie and Western Railroad Com- 
pany et al. 

EXCEPTIONAL CIRCUMSTANCES AND CONDITIONS CAUSED BY.— 

~ Rice, Robinson & Witherop v. Western New York and Pennsylvania 

Railroad Company. 

Local AND THROUGH TRAFFIC.—Through rates should not be made so low as to bur- 
den other business with a part of the cost of the business upon which it is 
imposed. 

Lippman & Co, v. Illinois Central Railroad Company. 
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CONCESSION OF RELIEF. 


TERMINATES THE CONTROVERSY.— 
Manufacturers and Jobbers’ Union of Mankato v. Minneapolis and 
St. Louis Railroad Company et al. ; 
Second Annuai Report of Interstate Commerce Commission. 
Bishop v. Duval, receiver, ete. 
Harris v. Duval, receiver, etce., et al. 


CONSTRUCTION. 


Lincoln Board of Trade v. Union Pacific Railway Company et al. 
Pennsylvania Company v. Louisville, New Albany and Chicago 
Railroad Company. 
Chicago, St. Louis and Pittsburgh Railroad Company v. Cleveland, 
Cincinnati, Chicago and St. Louis Railway Company. 
See Jurisdiction; Long and Short Haul clause; Act to Regulate Com- 
merce; Practice; Interstate Commerce Commission ; Classification. 


COMMERCE. 


DESTINED TO AN ADJACENT FOREIGN COUNTRY.—Under the provisions of the act 
the Grand Trunk Railway Company of Canada is required to print, post 
and file its schedule of rates and charges for the transportation of property 
from points in the United States to points in Canada, and can not lawfully 
charge, demand or receive from any person or persons a less compensation 
therefor, or for any services in connection therewith, than is specified in such 

. published schedule as may at the time be in force. 
In re Acts and Doings of the Grand Trunk Railway Company of 
Canada. 


CONTINUOUS CARRIAGE OF FREIGHTS. 


INTERRUPTIONS.—Continuous carriage of freights can not be prevented from being 
treated as one continuous carriage from the place of shipment to the place 
of destination by any means or devices intended to evade any of the pro- 


visions of the act. am 
In re Acts and Doings of the Grand Trunk Railway Company of 
Canada. 
EVIDENCE. 


PROOF REQUIRED.—When no evidence whatever is presented to sustain the allega- 
tions of a complaint which are denied by the answer, the case must be dis- 
missed without prejudice. 

Leonard v, Union Pacific Railway Company. 
TO REBUT INTERFERENCE OF UNJUST DISCRIMINATION.—Course of dealing between 


parties may be shown, and circumstances showing good faith and absence of — 


unfriendly spirit, 
Riddle, Dean & Company v. Baltimore and Ohio Railroad Company. 
PRESUMPTION.—If a railroad company ayows a purpose to comply with the law, it 
must be assumed that it will do so and is doing so, until there is evidence 
that the purpose is not lived up to. 
Holbrook v. St. Paul, Minneapolis and Manitoba Railroad Company. 
CONSTRUCTION OF CLASSIFICATION.—Railway officials who have made a classification 
can not testify to their understanding of its construction. 


Hurlburt v. Lake Shore and Michigan Southern Railway Companys 4 


Hurlburt v. Pennsylvania Railroad Company. 


: 
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CONSTRUCTION OF CLASSIFICATION.—Continued. 

It is competent to prove by the testimony of witnesses in what sense terms of art 
or terms peculiar to any occupation or business are used by those engaged in 
such occupation or business. But when such terms are made use of in a 
classification sheet to designate the product of a particular employment, 
they are supposed to be used as understood in that employment, and it is not 
competent for railroad experts, when the meaning of the classification is in 
question, to testify in what sense they are understood in transportation 
circle. (Ib.) 

PREFERENCE AND ADVANTAGE.—Without some proof of damage resulting to com- 
plainants, the advantage in rates as related to distance is not necessarily 
undue or unreasonable, no substantial difference in expense appearing to 
exist. 

Howell et al. v. New York, Lake Erie and Western Railroad Company 
et al. 

ADDITIONAL.—The Commission is not willing to determine the relative reasonable- 
ness of rates at any stations, and in a large extent of territory, upon the 
mere face of tariffs and without further proof. 

Spartanburg Board of Trade v. Richmond and Danville Railroad 
Company et al. 


Where it is obvious that there are many parties interested as directly as is the 
complainant in the question before the Commission, opportunity will be 
given them to appear at the taking of evidence. (Ib.) 


A case fully submitted without evidence ordered adjourned to a future day for 
the purpose of taking evidence on the principle above stated. (Ib.) 


See Proof; Burden of Proof; Preference and Advantage ; Depositions. 


EXPORT RATES. 


fHROUGH.—It is essential that any method for making rates should be practicable, 
and not afford a cover for discrimination and injustice. The only practica- 
ble mode yet devised for making through export rates, as appears by past 
experience, is to add to the established inland rates from the interior to the 
sea-board the current ocean rates. 
New York Produce Exchange v. New York Central and Hudson River 
Railroad Company e7 al. 

Under the amendments of March 2, 1889, to the statute requiring ten days’ previous 
notice of advance and three days’ previous notice of reductions in rates, 
they can not be varied from day to day or oftener to meet fluctuations in 
ocean rates. . (Ib.) ; 

Whenever a tariff is established for merchandise billed or intended for export by 
sea, and ocean rates are not specified, either because of fluctuations or for any 
other reason, so that only the charge for inland transportation is definitely 
fixed, the tariff as filed and made public should show the rate charged by the 
inland carrier or carriers to the point of export, including all terminal 
charges and expenses, and should also show in what manner the through rate 
to the ultimate point of destination is to be determined, whether by addi- 
tion of the ocean rate from time to time prevailing or how otherwise. (JIb.) 


H, Mis. 50 14 
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EXPRESS COMPANIES. 


STATUS OF, UNDER ACT TO REGULATE COMMERCE: 

First Annual Report of Interstate Commerce Commission. 

How RELATED TO THE ACT.—The mere fact that a common carrier does other busi- 
ness besides the transportation of passengers and property, or performs a 
further service than that of transportation in respect to the articles carried, 
Held, not sufficient to exclude the carrier from the operation of the act so far 
as applicable to its business. 

In re Express Companies. | 

The relation of express companies to interstate commerce considered, together 
with the extent and measure of their participation therein. The bringing 
them within the provisions of the act found practicable, and on some ac- 
counts desirable, (Ib.) 

Express business conducted as a branch of the business of a railroad company, 
Held to be subject to the act. (1b.) 

Express business conducted by an independent organization acquiring transpor- 
tation rights by contract, Held, not to be described in the act with sufficient 
precision to warrant the Commission in taking jurisdiction thereof. (Gaia) 

See Second Annual Report of Interstate Commerce Commisson. 


FACILITIES FOR TRAFFIC. 
EQUALITY IN. 


Chicago and Alton Railroad Company v. Pennsylvania Railroad 
Company; Heck & Petree v. East Tennesee, Virginia and Georgia 
Railroad Company. 

The Kentucky and Indiana Bridge Company has the chartered powers of a common 
carrier and is such de facto. It is therefore, under the act to regulate com- 
merce, entitled to demand of railroad companies, whose lines are intersected 
by its tracks, the same reasonable, proper and equal facilities for the inter- 
change of traffic, and for the receiving, forwarding and delivering of property 
that may be lawfully demanded by other carriers under that act. 

Kentucky and Indiana Bridge Company v. Louisville and Nashville 
Railroad Company. 

The Louisville and Nashville Railroad Company united with other companies 
having lines terminating on the Ohio River at or opposite Louisville in a con- 
tract, whereby it was agreed that all their business across the river at that 
point should be taken over the Louisville bridge. Anew bridge being con- 
stucted over the river at this point, one of the railroad companies which had. 
contracted to take all its business over the old bridge, transferred the busi- 
ness to the new bridge. The Louisville and Nashville Railroad Company, 
thereupon refused to receive for transportation over its line any freights which 
had been brought over the new bridge in violation of the contract nade with 
it, Held, that this refusal was unlawful. (Jb.) 

A common earrier by rail to which property is offered for transportation can not 
in this indirect manner, and by refusal to perform obligations imposed by 
law upon it, enforce its contracts, but must for that purpose resort to the 
customary remedies. (ID.) 

Nor can a common carrier, as a reason for refusal to afford to another common 
carrier the customary, reasonable and equal facilities for the interchange of 
traffic, assign the fact that such other common carrier supplies no public ne- 
cessities, the public having been fully accommodated without it. All rail- 
roads created by competent public authority must be conclusively presumed 
to be public conveniences, and other common carriers can not refuse to ex-: 
change traffic with them on any suggestion or showing to the contrary. (Jb.) 
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THROUGH ROUTES AND THROUGH RATES.—English legislation and the procedure 
thereunder in respect to applications by carriers to be admitted to through 
routes and to participate in through rates stated; and principles there ap- 
plied explained. 

Little Rock and Memphis Railroad Company v. East Tennessee, 
Virginia and Georgia Railway Company ei al. 

The act to regulate commerce was probably intended to effect similar results, 
but in its present form and in the absence of the necessary machinery it is 
not adequate to afford the relief prayed in the petition. (1b.) : 

Recommendations of second annual report for amendment of section 3 renewed. 
(Ib.) 

Kentucky and Indiana Bridge Company v. Louisville and Nashville Railroad 
Company (21. C. C. Rep., 162), referred to and explained. (Ib.) 

See Carriers. 


INTERSTATE COMMERCE. 


WHAT Is NoT.—Where the transportation is from one point to another in the same 
State it is not interstate traffic, even though it be intended to be taken up 
by another carrier and delivered in another State. 

In re Missouri and Illinois Railroad Tie and Lumber Company v. The 
Cape Girardeau and Southwestern Railway Company. 

Traffic originating in the State of New Jersey and destined to the city of New 
York, but delivered by the defendant to the consignees at Jersey City in New 
Jersey, upon which the rates of defendant are made not to New York, but to 
Jersey City, is not interstate so far as defendants conduct it, and the Com- 
mission has no jurisdiction over their rates. 

New Jersey Fruit Exchange v. Central Railroad Company of New 
Jersey et al. 

WHAT CONSTITUTES.—Commerce between points in the same State, but which in 
being carried from one place to another passes through another State, is in- 
terstate commerce, and subject to regulation by the provisions of the act to 
regulate commerce, 

New Orleaus Cotton Exchange v. Cincinnati, New Orleans, and 
Texas Pacific Railway Company et al. 

A railroad company chartered by the State of Tennessee owns ashortroad wholly 
within that State, but has never owned any rolling stock or operated its 
roads; the road was used and operated as a means of conducting interstate 
traffic in coal by other companies owning connecting interstate roads. Held, 
that the shorter road thus used is one of the facilities and instrumentalities 
of interstate commerce, and the carriers using it are subject to the provisions 
of the act to regulate commerce. : 

Heck & Petree v. East Tennessee, Virginia and Georgia Railroad. 

In respect to such traffic the duties of such carriers to the public are the same 
without regard to the ownership or corporate control—the authority ormeans 
of its construction. (ZDd.) 

As one of the instrumentalities of shipment or carriage it must be accessible to 
all interstate shippers on equal and reasonable terms. The publie can not 
be deprived of this right by the separate or joint action of the carriers, and 
they can not be permitted to use them for the purposes of discrimination be- 
tween mine owners on its line. (Ib.) - 

An averment that the respondents were interstate common carriers subject to the 
act to regulate commerce was not of itself sufficient to warrant an inference 
under a motion to dismiss a complaint for insufficiency, that wheat delivered 
at an elevator of the respondents was for interstate commerce. 

White v. The Michigan Central Railroad Company et ql, 
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REGULATION OF, BY FEDERAL GOVERNMENT.—The grant to the Federal Government 
of the power to regulate interstate commerce is full and complete, and can 
not be narrowed or encroached upon by State authority, either directly or 
indirectly. 

Leonard & Chapelle v. Chicago and Alton Railroad Company. 


INTERSTATE COMMERCE COMMISSION. 


ABSTRACT QUESTIONS WILL NOT BE ANSWERED.—The Commission will not in gen- — 
eral give decisions or undertake to construe the statute on ex parte applica- 
tions. 

See Abstract Questions. 

POWER UNDER FOURTH SECTION OF ACT LIMITED.—The Commission has no power 
under the statute to grant special privileges or to suspend the fourth section 
of the act for the benefit of particular industries. 

In re Iowa Barbed Steel Wire Company. 
In re St. Louis Millers’ Association. 
While authorized to permit exceptions under certain circumstances indicated, the 
Commission is not empowered in any case to require exceptions. 
Thacher v, Delaware and Hudson Canal Company e¢ al. 

RELIEF UNDER FOURTH SECTION. -—The Commission will not make an order for relief 
under the fourth section of the act, except upon verified petition, and after 
an investigation into the facts. 

In ve Southern Pacific Company. 
In re lowa Barbed Steel Wire Company. 

TARIFFS UNDER FOURTH SECTION.—The Commission does not consider it necessary 
or expedient to make formal suggestions in respect to the framing of tariffs. 

In re of Traifis of the Columbus and Western Railway Company. 

PETITION NOT NECESSARILY ENTERTAINED.—A petition will not be entertained when 
the result will obviously be its dismissal, in conformity with principles an- 
nounced in a case already decided. 

La Crosse Manufacturers and Jobbers’ Union v. Chicago, Milwaukee 
and St. Paul Railway Company. 
Petition not entertained when presented by a party having no apparent interest 
in the transaction, the affidavit of the real party being annexed. 
Ottinger v. The Southern Pacific Company. 

INVESTIGATION By.—Where one makes complaint under the act to regulate commerce 
and sets up a personal grievance which he fails to prove the Commission 
may, nevertheless, if a violation of law by the defendant appears, retain the 
case and take the necessary steps to bring such violation of law to an end. 

Smith v. Northern Pacific Railroad Company. 
Boston and Albany Railroad Company v. Boston and Lowell Railroad 
Company et al. 
In ve Underbilling. 
WHEN IT WILL NOT AWARD DAMAGES, OR COUNSEL OR ATTORNEYS’ FEES.— 
Councill v. Western and Atlantic Railroad Company. 
JURISDICTION STRICTLY STATUTORY.— 
In re Express Companies. 

ORDER NOT RETROACTIVE.— 

Farrar & Co. v. East Tennessee, Virginia and Georgia Railway Com- 
pany. 

FNRISDICTION.—The Commission has no jurisdiction over the rates of traffic originat- 
ing in New Jersey and destined to the city of New York, when the rates are 
only made to Jersey City and delivery to consignee is made at that point. 

New Jersey Fruit Exchange v. Central Railroad Company of New 
Jersey et al, 
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INCREASE OF UNREASONABLY LOW RATES.—The Commission has no power to order 
rates to be increased upon the ground that they are so low that persistence in 
making them would be ruinous. 

In re Chicago, St. Paul and Kansas City Railway Company. 

The act to regulate commerce assumes that the carriers, in their power to make 
rates, have ample remedy to protect against rates which are unreasonably 
low. (1b.) 

IMMIGRANT TRANSPORTATION.—The matter of the reception of immigrants at the port 
of New York having been put by the laws of tho State under the control of a 
Board of Commissioners of Emigration, and that Board having made such 
regulations as it has deemed desirable for the protection of the emigrants un- 
til they are ticketed and put on board railroad trains for their respective ul- 
timate destination, and the Federal Government, through its Legislative and 
Executive Departments, having sanctioned the control by the Commission- 
ers of Emigration, the Interstate Commerce Commission has no authority to 
interfere with their regulations. 

Savery & Co. v. New York Central and Hudson River Railroad Com- 
pany etal. 

Not having the authority to interfere directly and control the Commissioners of 
Emigration, if can not do so indirectly by inhibiting the railroad companies 
from carrying out the arrangement made by the Commissioners with them. 
(1d.) 

COMPLAINT, WHEN NOT FAVORED.—A complaint made for the purpose of retaliation 
for a fancied wrong, as to get even with a carrier for the revocation of com- 
plainant’s pass, does not commend itself to the Commission. 

Slater v. Northern Pacific Railroad Company. 
WHEN REHEARING WILL NOT BE GRANTED BY.— 
In re Petition of Produce Exchange of Toledo. 
NO POWER TO COMPEL JOINT ARRANGEMENT BETWEEN WATER AND RAIL LINES.— 
In re Joint Water and Rail Lines. 
NOTICE OF CHANGES IN JOINT RATES MUST BE GIVEN TO.— 
In re Joint Tariffs, Circular. 

INVESTIGATIONS BY.—Investigation by the Commission on its own motion concern- 
ing course pursued by certain carriers in respect to compliance with the pro- 
visions of the act to regulate commerce, 

In re Tariffs and Classifications of Atlanta and West Point Railroad 
Company et al. 

The Interstate Commerce Commission has authority to institute investigations 
and to deal with violations of the law independent of a former complaint or 
of direct damage to a complainant. 

In re Acts and Doings of the Grand Trunk Railway Company of 
Canada. 

A case was heard solely upon the respondents’ motions to dismiss the complaint 
for insufficiency of its allegations to show violations of the act to regulate 
commerce, but the complainant having filed some depositions taken before 
the hearing of said motions, the Commission looked into this evidence with 
a view of seeing what light it shed upon the general claim of unlawful prac- 
tice by the respondents, and upon the duty of the Commission to proceed 
against them on its own motion. 

White v. The Michigan Central Railroad Company et al. 
See Act to Regulate Commerce ; Practice; Report of Interstate Commerce 
Commission ; Jurisdiction. 


JOINT TARIFFS. 
PUBLICATION OF— 
In re Taritts of Transcontinental Lines order for publication of Joint Tariffs, 
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NEED NOT BE DUPLICATED.—On receipt of a written statement from each corpora- | 
tion acknowledging the authority of any association, committee or other 
traffic combination to issue tariffs in its behalf, schedules filed by such asso- 
ciation, etc., will be credited to each road in the organization which so re- 


quests. 
In re Joint Tariffs and Schedules. 


FILING OF, WITH COMMISSION.— 
First Annual Report of Interstate Commerce Commission. 
EXxPortT.— 
Order for publication of. 
CIRCULAR CONCERNING FILING.— 
By roads located wholly in one State. 
FILING AND PUBLICATION OF.— 
In re Joint Tariffs. 
NOTICES OF CHANGES IN. (JD.) 
See Tariffs. : 
LIVE STOCK. 
Logan et al. v. Chicago and North-Western Railway Company. 

DuTY OF CARRIERS.—The duty of carriers in respect to the transportation of live 
stock is not fully discharged by receiving and delivering the same at a depot 
access to which mast be purchased. 

Keith v. Kentucky Central Railroad Company et al. : 

Usk oF YARDS.—When a carrier of live stock has undertaken to give to a stock- 
yard company an exclusive right, with the privilege of charging lottage for 
the use of its yards, and complainants have established chutes of their own, 
adjacent to the track, through which they demand the right to receive and 
deliver stock for themselves and their customers. Held, that the conven- 
iences so furnished being suitable, their demands must be complied with. (7b.) 

PATENT STOCK-CARS.—Transportation of live stock in, considered. 

Burton Stock Car Company v. Chicago, Burlington and Quincy . 
Railroad Company e¢ al. 

CAR-LOT RATES ON LIVE CATTLE.— 

Leonard & Chapelle vy. Chicago and Alton Railroad Company. 


LONG AND SHORT HAUL CLAUSE. 


CONSTRUCTION OF.—On questions of statutory construction, in such cases the Com- 
mission holds: — 

First. That the prohibition in the fourth section of the act to regulate commerce 
against a greater charge for a shorter than for a longer distance over the 
same line in the same direction, the shorter being included in the longer | 
distance, as qualified therein, is limited to cases in which the circumstances 
and conditions are substantially similar. 

Second. That the phrase, ‘‘ under substantially similar circumstances and condi- 
tions,” in the fourth section, is used in the same sense as in the second sec- 
tion; and under the qualified form of the prohibition in the fourth section 
carriers are require d to judge in the first instance with regard to the sim- 
ilarity of dissimilarity of the circumstances and conditions that forbid or per- 
mit a greater charge for a shorter distance. 

Third. That the judgment of carriers in respect to the circumstances and condi- 
tions is not final, but is subject to the authority of the Commission and of 
the courts to decide whether error has been committed, or waether the 
statute has been violated. And in case of complaint for violating the fourth 
section of the act the burden of proof is on the carrier to justify any depart- 
ure from the general rule prescribed by the statute, by showing that the 
circumstances and conditions are substantially dissimilar. ; 

Fourth. That the provisions of section 1, requiring charges to be reasonable 
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CoNSTRUCTION OF—Continned. 
and just, and of section 2, forbidding unjust discrimination, apply when 
exceptional charges are made under section 4, as they do in other cases. 

Fifth. That the existence of actual competition, which is of controlling force, in 
respect to traffic important in amount, may make ont the dissimilar cir- 
cumstances and conditions entitling the carrier to charge less for the longer 
than for the shorter haul over the same line in the same direction, the 
shorter being included in the longer in the following cases: 

When competition is with carriers by water which are not subject to the pro- 
visions of the statute. 

When competition is with foreign or other railroads which are not subject to the 
provisions of the statute. 

In rare and peculiar cases of competition between railroads which are subject to 
the statute, when a strict application of the general rule of the statute would 
be destructive of legitimate competition. : 

Sixth. The Commission further decides that when a greater charge in the agere- 
gate is made for the transportation of passengers, or the like kind of prop- 
erty, for a shorter than for a longer distance over the same line in the same 
direction, the shorter being included in the longer distance, it is not suffi- 
cient justification therefor that the traffic which is subjected to such greater 
charge is way or local traffic and that which is given the more favorable 
rates is not. 

Nor is it sufficient justification for such greater charge that the short-haul 
traffic is more expensive to the carrier, unless when the circumstances are 
such as to make it exceptionally expensive, or the long-haul traffic excep- 
tionally inexpensive, the difference being extraordinary and susceptible of 
definite proof. 

Nor that the lesser charge on the longer haul has for its motive the encourage- 
ment of manufactures or some other branch of industry. 

Nor that it is designed to build up business or trade centers. 

Nor that the lesser charge on the longer haul is merely a continuation of the 
favorable rates under which trade centers or industrial establishments have 
been built up. The fact that long-haul traffic will bear certain rates is no 
reason for carrying it for less than cost at the expense of other traffic. 

In re Louisville and Nashville Railroad Company. 

CIRCUMSTANCES AND CONDITIONS.—The words ‘‘ substantially similar circumstances 
and conditions” as found in the second and fourth sections of the act to 
regulate commerce, in certain important particulars define the rights and 
duties of carriers and the rights of shippers as well. For example: If the 
carrier claims to act under the compulsion of circumstances and conditions 
of his own creation or connivance in the making of an exceptional rate, then 
these will not avail him; or if the carrier claims to act under a compulsion 
of circumstances and conditions in the making of an exceptional rate which 
he could obviate by reasonably fair and just exertion on his part, then they 
will not avail him; but if the carrier isin good faith acting under a com- 
pulsion of circumstances and conditions beyond his control, not of his own 
connivance, and which he could not obviate by any reasonably fair and just 
effort on his part, and to avoid large loss adopts exceptional rates on a por- 
tion of his line, not unreasonable in themselves, and forced upon him by the 
action of an independent State railroad which is not subject to the act to 
regulate commerce, and which is operating a slightly shorter and competing 
line with his own, these are circumstances and conditions under the opera- 
tion of the statute which justify him in adopting such exceptional rates thus 
forced upon him on this portion of his line. 

Business Men’s Association of the State of Minnesota v. Chicago, St, 
Paul, Minneapolis and Omaha Railway Company. 
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APPLICATION OF.—The Commission will not make an order the effect of which would 
be to bring other rates into conflict with the fourth section of the act to 
regulate commerce. 

Thacher v. Delaware and Hudson Canal Company et al. 

EXCEPTIONS UNDER.—When a railroad claims that the circumstances and conditions 
of long and short hauls on its lines are so dissimilar as to justify its making 
the greater charge on the shorter haul, the Commission will not on its peti- 
tion decide on the justice of its claim; but willleave it to take the initiative 
in fixing rates, and will decide upon their justice and propriety when com- 
plaint is made by persons or localities who consider themselves injured. 

In re Louisville and Nashville Railroad Company. 
Facts and considerations stated which are not regarded as sufficient to warrant 
the deviation from the rule of the fourth section found in certain tariffs. 
In re the Tariffs of the Columbus and Western Railway Company. 

EXCEPTIONS UNDER, MAY CAUSE VIOLATIONS OF SRCOND AND THIRD SECTIONS.— 
Discriminations are made and undue advantages are given by the special 
tariffs in question, in giving different rates to places named and those not 
named; to manufactured articles named and those not named; to jobbers at 
places named and those not named; to manufacturers, jobbers and other 
dealers. 

In re Tariffs of Transecntinental Lines. 

PARTIES TO LONG-HAUL RATES.—AI]l companies forming a line for long-haul traffic 

are properly made defendants in petition charging violation of fourth section. 
Boston and Albany Railroad Company v. Boston and Lowell Railroad 
Company et al. 

OVER THE SAME LINE.—By the words “same line” a physical line is meant, not a 
mere business arrangement; and one piece of road may be part of several 
lines. (Jb.) 

Fast FREIGHT LINE. —The fact that the tariff for the long-haul traffic is made by a 
fast freight line does not justify a violation of the section. (Jb.) 

ComPEtTITION.—The real and actual, not the possible competition are the circum- 
stances which should be considered when such greater charges are in ques- 
tion. (1b.) 

CIRCUITOUS ROUTE.—Under the circumstances stated, the fact that a lineis long and 
circuitous and is obliged to make concessions in its charges in order to share 
in traffic, will not make out the dissimilar circumstances and conditions in- 
dicated by the fourth section. (Zb.) 

WHAT DOES NOT VIOLATE.—Rates named by a carrier do not violate the fourth sec- 
tion when it appears that on its own line the charges are greater for the 


longer distance, and the through charges by the shorter line are only made | 


greater by the fact that the connecting road which has the shorter line 
makes higher rates than the connecting road which has the longer lines 
Allen v. Louisville, New Albany and Chicago Railway Company. 
Cases stated showing no violation of the long and short haul clause. (Ib.) 
SEVERAL ROADS PARTICIPATING.—Where the purpose of a complaint is to compel a 


reduction of through rates from a western point over several roads to a sea-- 


board city, all the roads constituting the line should be parties. (b.) 
WATER COMPETITION.— Where the real competition for long-haul traffic is by rail- 


road the fact that there is also possible water competition will notof itself 


constitute the dissimilar circumstances and conditions which will support 
greater charges on shorter than on longer hauls. 
Boston and Albany Railroad Company v. Boston and Lowell Railroad 
Company e¢ al. 
The mere fact that a point is situated upon a navigable stream held not sufficient 
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WATER COMPETITION—Continued. 
of itself to justify the lesser charge for a longer haul to such a point. Water 
competition to furnish such justification should be actual, of controlling 
force, and in respect to traffic important in amount. 

Harwell v. Columbus and Western Railroad Company. 

CONSTRUCTION CLAUSE STATED.— 

First Annual Report of Interstate Commerce Commission. 

DIFFERENCES IN CLASSIFICATION MAY VIOLATE.— 

Violation ot the fourth section of the act can be accomplished by differences in 
classification as wel) as by differences in tariff rates. 

Martin v. Southern Pacitic Company. 

RAILROAD COMPETITION.—Canadian competition at the present time does not justify 
a higher charge from San Francisco to Denver than to Kansas City, it having 
been withdrawn at the latter point and the Canadian road now working upon 
an agreement as to rates with the roads in the United States at all points 
where it formerly competed. (Zb.) 

The great distance of Denver from the Missouri River, of itself, denotes an im- 
propriety in the charges to that point, which exceed those to Kansas City. 
(1b.) 

In re Louisville and Nashvilie Railroad Company (I. C. C. Rep., 31), affirmed 
and in accordance with tha principles there laid down, the conclusion fol- 
lows that the greater charge for the shorter haul, complained of in the pres- 
ent case, can not now be justified. (Jb.) 

Loca.ities.—The operation of the fourth section of the act controls the extent to 
which Missouri River rates extend into the interior of Nebraska and Kan- 
sas; Lincoln and other towns ly ing west of that line must accept their geo- 
graphical situation and its consequences. 

Lincoln Board of Trade v. Missouri Pacific Railway Company. 

The general plan upon which rates are constructed from Chicago to St. Louis, to 
Missouri River points and Nebraska points are approved, no better system be- 
ing as yet suggested. Difficulties which might result from throwing this 
system into confusion stated. (Jb.) : 

CARRIER CALLED UPON TO JUSTIFY VIOLATION AT PUBLIC HEARING.—A railroad 
company which, for causes not apparently affected by water competition or 
by the competition by carriers not subject to the act to regulate commerce, 
had issued rate sheets, which in many cases made for the transportation of 
like freights the greater charge for the shorter haul on the same line in the 
same direction, the shorter being included in the longer distance, was called 
upon to justify such rate sheets at a public hearing. 

In re Chicago, St. Paul and Kansas City Railway Company. 

RAILROAD COMPETITION BETWEEN TERMINALS.—The showing by respondent that a 
competitor for business between the termini of its line makes charges for 
the transportation of freight which are below what are reasonable and just to 
the carrier itself, does not alone make out the dissimilar circumstances and 
conditions entitling the respondent to make charges for the transportation of 
freights from one terminus to an intermediate station, which are greater than 
those made for the transportation of like freights from the same terminus to 
the other. (Jb.) 

A leading purpose of the act to regulate commerce is to prevent the giving of un- 
just preferences and advantages, as between localities in railroad transporta- 
tion. This purpose would be defeated it any one carrier by making an un- 
reasonably Jow rate to any locality, would thereby entitle all other carriers 
competing with it to make on their lines greater charges upon the. shorter 
hauls to other stations than were made over the same line in the same direc- 
tion to the locality thus favored. (Jb.) 
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MILK RATES.—The existing arrangement by which the same rate is charged for the 
transportation of milk from all points reached by the regular dairy milk 
trains of the defendant road found not to be illegal, and on the whole to be 
the best system that can be devised for the general good of all interested 
parties. : 

Howell et al. vu. New York, Lake Erie and Western Railroad Company 

et al. 


BuRDEN OF PROOF.—Where, on a question of rates, it appears that higher rates are 
made upon the shorter hauls on the same line and in the same direction, the 
carrier making them must take the burden of proof to show their reasonable- 
ness. 

Spartanburg Board of Trade vy. Richmond and Danyille Railroad 
Company et al. 


PROCEEDINGS OF THE COMMISSION UNDER THE FOURTH SECTION STATED.—Second 
Annual Report of the Interstate Commerce Commission. 


CONCESSION OF RATES BEFORE DECISION.—In several cases where a violation of the 
fourth section was complained of, the defendants, before decision was ren- 
dered, changed their tariffs so as to give to Lincoln the same rates from the 
Pacific coast that were given to Omaha. As this was all that could be 
claimed in respect to rates for the future, the Commission abstained from 
any expression of opinion and gave leave to withdraw the petitions. 

Second Annual Report of Interstate Commerce Commission. 


PASSENGER RATES.—Reductions in competitive passenger rates can not be legally 
made without at the same time reducing intermediate rates, as required by 
the fourth section of the act. 

In re Passenger Tariffs and Rate Wars. 


GROUP RATES.—Group rates may be properly made from a large number of mines 
composing a coal mining district extending across the State of Illinois, to 
points in western Wisconsin, Minnesota and Dakota, the distance from each 
part of the group by same route, being substantially a fair equivalent of the 
distance of other parts, and commercial necessities being substantially the 
same for all. 

Rend v Chicago and North-Western Railway Company. 

A reduction of the rates on local shipmentsfrom Chicago to the proportion received 
by the Northwestern lines upon the division of the through ratés would in- 
volve either a general reduction from the entire group under the short-haul 
clause of the law or an abandonment by defendant of the through rates in 
question, neither of which would benefit complainant, while both would do 
great injury to all other interests. (Tb.) 

A group rate is not unlawful merely on account of differences in the geographical 
location of different producers and their respective distances from the market. 

Imperial Coal Company ef al. v. Pittsburgh and Lake Erie Railroad 
Company e¢ al. 

PROPORTIONS OF RATES TO PARTICIPATING ROADS.—The question of a greater 
charge in the aggregate for a shorter than for a longer distance over the same 
line in the same direction is not to be determined by the proportion allotted 
to different points on the line, but by the rate as an entirety. (J0.) 


THROUGH RATES.—Through rates are not necessarily illegal which, when divided be- 
tween carriers, give them less than their local rate, provided that the through 
rate itself is not less than some one of the local, or unjustly discriminating 
against individuals or localities, or so low as to burden other business with 
part of the cost of the business upon which it is imposed. 

Lippman & Co. v. Illinois Central Railroad Company. 
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DIFFERENT LINES OF THE SAME CARRIER.—The Chicago and North-Western Railway 
Company has two routes or lines between Chicago and Sioux City, formed 
by its main line and different branch lines, and a greater charge for a shorter 
than for a longer distance, in the same direction, the shorter being included 
in the longer distance, on either of said routes or lines, is unlawful under 
the fourth section of the act to regulate commerce. 

Logan et al. v. Chicago and North-Western Railway Company. 

TARIFFS AND CLASSIFICATIONS.—Investigations by the Commission on its own mo- 
tion concerning course pursued by certain carriers in respect to compliance 
with the provisions of the act to regulate commerce. 

In re Tariffs and Classifications of Atlanta and West Point Railroad 
Company etal. 
Results, as ascertained, stated and recommendations made for farther advances 
in the direction of conformity to the law. (Ib.) 
Short-haul clause, principles giving application of, as heretofore announced by 
the Commission, again affirmed and applied. (Jb.) 

WHEN COMBINED COMPETITION BY RAIL AND WATER DO NOT JUSTIFY.—The pres- 
ence of combined rail and water competition at a longer distance point does 
not justify a greater charge for a shorter distance while the carrier main- 
tains the shorter distancerate where such competition is of greater force and 
more controlling than at the longer distance point. 

James & Abbott v. East Tennessee, Virginia and Georgia Railway 
Company et al. 

WHERE FREIGHTS HAVE PAID LOCAL RATES.—Nor does the fact that the freight is 
lumber which has paid a local rate over the roads of the defendants or of 
other railroad companies to the longer distance point justify such greater 
charge for a shorter distance. (Ib.) 

EMPTY CARS AND RETURN LOADS.—Nor is such greater charge justified by the fact 
that the lnmber business of the roads of a connecting line or any of them was 
done in cars which carried machinery to the longer distance point when the 
profitable return loads were not always to be had. (Jb.) 

BULK AND VALUE OF THE FREIGHT.—Nor Goes a difference in the bulk and value of 
lumber justify such greater charge when the carriers in their published rate 
sheets put the lumber in the same class and at.the same rate. (Jb.) 


MILEAGE TICKETS. 


IsSUANCE OF.—Authorized by section 22 of the act to regulate commerce. 
Larrison v. Chicago and Grand Trunk Railway Company. 

Associated Wholesale Grocers of St. Louis v. Missouri Pacific Railway 

Company. 

Authorization of, does not relieve carriers from requirements of reasonableness 
and impartiality as to rates charged, which are prescribed by other sections 
of the act. (Jb.) 

Special contract limiting liability of carrier in mileage tickets to commercial 
travelers will not justify a lower rate than is charged the public, when same 
terms are not offered to all who will not accept such special contracts, . (Ib.) 

Must be sold impartially. (/0.) 

ABUSES IN ISSUING.—Existing methods respecting excursion and mileage tickets con- 
sidered, and found to lead to various abuses. 

g In re Passenger and Rate Wars. 
MUST BE IMPARTIALLY OFFERED.— 
In re Passenger Tariffs. 

RATES MUST BE PUBLISHED.—(JD.) c 

APPLICATION OF THE LAW TO.—The general requirements of the act to regulate 
commerce, as amended, are as applicable to mileage, excursion or commuta- 
tion tickets as to any others. (Jb.) 
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MILLING IN TRANSIT. 


No AUTHORITY TO COMPEL.—Milling in transit having long been permitted by common 
carriers to millers at some points, and a large quantity of the transits being 
said to be out which can be and are made use of to give the millers at Min- 
neapolis an advantage in rates over those of St. Louis, the Commission can 
not correct the wrong by giving or authorizing special rates to the St. Louis 
millers. 

Inve St. Louis Millers’ Association. 
In re Iowa Barbed Steel Wire Company. 

A FAVOR IN TRANSPORTATION.—Whether or not the system known as ‘milling in 
transit” be objectionable under the act toregulate commerce, it is clear that 
the Commission has no power to compel the granting of such a favor when 
the privilege would be in the nature of a concession to a particular locality. 

Crews v. Richmond and Danville Railroad Company. 
La Crosse Manufacturers and Jobbers’ Union v. Chicago, Milwaukee 
and St. Paul Railway Company. 

MILLING IN TRANSIT RATES AS A PART OF A THROUGH RATE DISCUSSED.— 

Chamber of Commerce of the City of Milwaukee v. Flint and Pere 
Marquette Railroad Company et al. 


PARTIES. 


PERSONAL INTEREST.—One may complain on public grounds of a violation of the act 
to regulate commerce which amounts to a public grievance, without having 
any personal interest to be affected by the violation except as one of the 
public. ‘ 

Vermont State Grange v. Boston and Lowell Railroad ef al. 

VOLUNTARY ASSOCIATION.—A voluntary State association of persons engaged in an 
industrial pursuit may be complainant in proceedings charging a violation of 
the long and short haul clause of the act. (Jb.) 

COMPLAINT UNDER FOURTH SECTION.—AIl the roads constituting the line which 
makes the through rate complained of should be parties to a complaint which 
seeks to compel a reduction of such through rates. 

Allen v. Louisville, New Albany and Chicago Railway Company. 

ALL INTERESTED ENTITLED TO BE HEARD.—Parties affected are entitled to be noti- 
fied in case a change in rates is asked. No order correcting unjust discrim- 
ination made for want of proper parties; amendments allowed, ete. 

~Harwell v. Columbus and Western Railroad Company. 

ABSENCE OF PARTY INTERESTED.—Where the relation of any carrier to the matter 
complained of is such that it is in whole or in part materially responsible for 
the alleged grievance, and has direct interest in any investigation of the 
subject matter involved, that carrier should be a party to the proceeding, 
and if not a party no relief can be given against it. 

Riddle, Dean & Co. v. Pittsburgh and Lake Erie Railroad. 

WHEN INITIAL CARRIER MAY BE MADE SOLE DEFENDANT.—In a proceeding to cor- 
rect a classification of freight made by the initial carrier, which freight, be- 
fore reaching its destination, must pass over the roads of several carriers, it 
is proper to make all such carriers parties; but if the initial carrier alone is 
made defendant, the proceeding is not for that reason defective. An order 
requiring that carrier to make the correction will be effectual for the pur- 
poses of all subsequent consignments, and there is no difficulty in its being 
complied with without asking the consent of others. 

Hurlburt v. Lake Shore and Michigan Southern Railway Company. 
Hurlburt v. Pennsylvania Railroad Company. 
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PERSONS INTERESTED NEED NOT BE MADE FORMAL.—Persons having an interest in a 
question pending before the Commission will be allowed to appear and be 
heard when the case is being submitted, without their being made formal 
parties. (Jb.) 

ABSENCE OF NECESSARY PARTY.—When a question of rates as between two carriers is 
involved, the Commission will express no opinion upon it in a case to which 
one of the carriers is not a party. 

Kentucky and Indiana Bridge Company v. Louisville and Nashville 
Railroad Company. 

WHO ARE NECESSARY.—The reasonableness of rates can notbe fairly determined in 
proceeding to which some of the parties responsible for such rates are not 
parties. 

New Orleans Cotton Exchange v. Cincinnati, New Orleans and Texas 

Pacific Railway Company e¢ al. 
When the reasonableness of through rates agreed upon by several connecting 
lines is complained of it is necessary to make all such lines parties defend- 


ant. 
Michigan Congress Water Company v. Chicago and Grand Trunk 


Railway Company. 

The rule laid down on this subject in Allen ». Louisville, New Albany and Chi- 
cago Railway Company (1 I. C. C. Rep,, 199), and in Harwellet al. v. Colum- 
bus and Western Railroad Company etal. (1 I. C. C. Rep., 237), and in Riddle, 
Dean & Co. v. Pittsburgh and Lake Erie Railroad Company (1 1.C. C. Rep. 
490), cited and affirmed. (Jb.) 

See Act to Regulate Commerce ; Coniplaiut: Practice. 


PASSENGERS. 


DISCRIMINATION IN SALE OF TICKETS.— 
Larrison v. Chicago and Grand Trunk Railway Company. 
Michigan Central Railroad Company v. Chicago and Grand Trunk 
Railway Company. 
Associated Wholesale Grocers of St. Louis v. Missouri Pacific Rail- 
road Company, 
Smith v. Northern Pacific Railroad Company. 

COLORED PEOPLE.—May be properly assigned separate carson equal terms. Such a 
separation of the races does not create undue prejudice or unjust prefer- 
ence. 

Councill v. Western and Atlantic Railroad Company. 
Heard v. Georgia Railroad Company. 

Complainant, a colored man, paid the same fare as other first-class passengers, 
and it was only fair dealing and common honesty that he should have the 
security and convenience of travel for which his money had been taken. 
The fact being found that he did not, the defendant was held guilty of viola- 
tion of the act to regulate commerce. (Jb.) 

IMMIGRANTS.— 

Savery & Co. v. New York Central and Hudson River Railroad Com- 
pany et al. 
See Party Rates; Passenger Car-load Rates; Rate Wars. 
Unjust Discrimination. 


PENDING PROCEEDINGS. 


The amendment of March 2, 1889, expressly provides that it shall have no appli- 
cation to pending proceedings, and as this proceeding was pending at that 
time, no reparation can be awarded, and the remedy of the petitioner is in 
the courts. 

Rawson v. Newport News and Mississippi Valley Company et al, 
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PRACTICE, 


EVIDENCE REQUIRED.— When issues of fact are presented a decision can not be made 

without some evidence upon which to base it. 
Leonard v. Union Pacific Railway Company. 

ABANDONMENT OF PROCEEDING.—Petitioner not appearing or being heard from after 
receiving copy of defendant’s answer to his complaint, the Commission as- 
sumes that he is satisfied and dismisses the case. 

Jackson v. St. Louis, Arkansas and Texas Railway Company. 

AFTER RELIEF CONCEDED.—When after trial, but before decision, the defendant con- 
cedes the relief sought and reduces its tariff to the rates claimed by the pe- 
titioner, no order is made or opinion announced by the Commission; a report 
of the facts is made to complete the record of the case. 

Manufacturers and Jobbers’ Union of Mankato v. Minneapolis and 
St. Louis Railroad Company et al. 
CASES AT 1SSUE.—Proceeding to be in the simplest form consistent with reasonable 
z certainty; no replication required. When facts are not agreed upon depo- 
sitions may be taken on notice, and the work should be entered upon imme- 
diately after answer. Assignment for hearing made on request of either 
party. Parties will be heard orally or upon briefs, as they prefer. 
In re Procedure in Cases at Issue. 

QUESTIONS OF LAW. —Dilatory pleadings considered objectionable and a single 
speedy hearing desired in every case ; all proper questions will then be en- 
tertained, whether jurisdictional or relating to the merits of the controversy. 

In re Procedure Concerning Questions of Law. 

COMPLAINT TO, AND ADJUDICATION BY, COMMISSION.— 

First Annual Report of Interstate Commerce Commission. 

ORDER CHANGING RATES NOT RETROACTIVE.—After decision petitioners raised the 
question whether they were not entitled to have payments refunded which 
had been made in excess of the rate now fixed, Held, that an order chang- 
ing the rate was not retroactive, but would reduce the rate from the time of 
promulgation only. 

Farrar & Co. v. East Tennessee, Virginia and Georgia ieglaee Com- 
pany. 

Tunory.—A case can not be decided on a theory which is neither aoe by the 
complaint nor advanced at the taking of the testimony. 

Martin et al. v. Chicago, Burlington and Quincy Railroad Com- 
pany et al. 

SEPARATE PROCEEDI¥Gs.—When the evidence presented in the case is insufficient to 
determine the reasonableness of rates complained of, the Commission will 
investigate the question in a separate proceeding under the statute by which 
all the parties will have opportunity to bring forward all the evidence and 
be fully heard. 

Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 

COLLATERAL INQUIRY.—When the evidence is introduced for the single purpose of 
the bearing it may have upon the reasonableness ofa rate which would be in- 
admissible for any other purpose and presents a collateral inquiry, the car- 
rier not being allowed to controvert it except as to the reasonableness of 
rates, the Commission will not determine the collateral inquiry until an op- 
portunity has been furnished the parties to be heard in a proceeding such as 
is provided for by the statute. (Ib.) 

PUBLIC HfARINGS.—In cases of the violation of the fourth section not apparently 
affected by water competition or by competition of carriers not subject to 
the act, notice of the hearing was ordered published, that competing carriers 
and the public generally might have opportunity to attend and be heard. 

In re Chicago, St, Paul and Kansas City Railway Company, 
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CASE RETAINED FOR A FURTHER SHOWING.—On the question of the reasonableness of 
rates charged for transportation of milk and cream from producing points to 
Jersey City, the case was retained for further evidence. 

Howell e¢ al. v. New York, Lake Erie and Western Railroad Com- 
pany et al. 

AMENDMENT WHEN NOT NECESSARY.—Amendment is not necessary to bring in mat- 
ters that would have been the subject of proof under the complaint as origi- 
nally filed. 

Delaware State Grange, etc., v. New York, Philadelphia and Norfolk 
E Railroad Company et al. 

PLACE OF HEARING.—A case involving local rates ordered to be heard at a central 
point in the territory immediately affected by the rates. (Jb.) 

CONCESSION OF RATES BEFORE DECISION TERMINATES THE CONTROVERSY.—Second 

Annual Report of Interstate Commerce Commission. 

Deciston.—In deciding a case against one or more carriers who are charged with 
making rates which are unjustly discriminating in a certain line of traffic, 
the decision made upon the facts of a particular case does not necessarily 
govern rates in other sections of the country where the facts bearing upon 
them may be altogether different. 

In re Relative Tank and Barrel Rates on Oil. 

APPLICATION FOR REHEARING.—The Commission will promptly and carefully exam- 
ine an application for a rehearing witk a view to the immediate correction 
of an error of law or fact found to exist, but will not direct a rehearing un- 
less satisfied that it might have the effect of changing the result of what the 

_Commission has already done. 
Riddle, Dean & Co. v. Pittsburgh and Lake Erie Railroad. 

DECISION AND REPORT.—The Commission does not report evidence which is only 
cumulative, or which is immaterial or irrelevant, or mere details of evidence 
embraced in substantial facts stated. (Ib.) 3 

The statute is construed as dealing with the substance. of things and as contem- 
plating speedy methods of procedure which come at once to the very right 
of questions arising in the transportation of persons and freight. (J0.) 

- REHEARING.—After a complaint has been heard and determined by the Commission, 
and no party to the proceeding has applied for a rehearing, an application 
for a rehearing made by others who are not parties will not be granted. 

In re Produce Exchange of Toiedo. 

If upon a new or different complaint it should appear that any conclusion of 
the Commission in the case so decided has been erroneous, the Commission 
would feel it to be a duty to correct such conclusions. (Jb.) 

When a question of general public interest is involved, the Commission, in its 
own discretion and in furtherance of justice, may open a case to give parties 
the benefit of a more extended investigation of the same subject-matter in 
other pending cases. 

Rice, Robinson & Witherop v. Western New York and Pennsylvania 
Railroad Company. 

A petition to re-open a case that has been decided and have a rehearing, 
should show prima facie that some material testimony has been overlooked 
or misapprehended, or some error in the findings of fact or conclusions of law. 

-Myers, survivor v. Pennsylvania Company et al 

When the application is insufficient in these respects, and only asks for a redis- 
cussion of the facts and law already considered, with no offer of new evi- 
dence that can change the result, the application will be denied. (1b.) 

SUBPGNAS FOR PRODUCTION OF BOOKS, PAPERS AND DOCUMENTS.—Rules governing 

application for. 

Rice vy. Cincinnati, Washington and Baltimore Railroad Company et 
alinre Application of Petitioner. 


224 REPORT OF THE INTERSTATE COMMERCE COMMISSION, 


ABANDONMENT OF TARIFF.—Where a tariff complained of is abandoned by the 
carriers for a long period of time before the complaint was made and shortly 
after the tariff was put in force, the Commission will not make an order re- 
quiring the carriers to cease and desist from enforcing such tariff, because 
such an order would be vain and useless. 

Rawson v. Newport News and Mississippi Valley Company et al. 


REPLICATION.—The rules of practice before the Commission do not require and pro- 
vide for the filing of a replication. 
Oregon Short Line v. Northern Pacific Railroad Company. 
See Amendments; Parties; Petition; Railroad Company; Parties; Inter- 
state Commerce Commission; Complaints; Rule XIV, Rules of 
Practice. 


PREFERENCE AND ADVANTAGE. 


WHEN UNDUE AND UNREASONABLE,—Rates and charges not unreasonably high of 
themselves can be so adjusted in their relations to each other as to produce 
the undue preference and unreasonable advantage which the third section of 
the act to regulate commerce makes unlawful. 

Boards of Trades Union, etc., v. Chicago, Milwaukee and St. Paul 
Railway Company. 
Raymond v. Chicago, Milwaukee and St. Paul Railway Company. 
Preference and advantage become undue and unreasonable when the results are 
such as to effect some tangible injury to the complaining parties. 
Howell et al. v. New York, Lake Erie and Western Railroad Com- 
pany et al. ; 

MEASURE OF PROOF REQUIRED TO JUSTIFY.—When water competition is brought for- 
ward as a justification of preference and advantage, the same measure of 
proofis required to overcome the presumption that such distinctions are 
undue and unreasonable as is required to work an exception under sec- 
tion 4 of the act. 

Harwell v. Columbus and Western Railroad Company. 

COLORED PKOPLE.—Colored people who buy first-class tickets must be furnished with 
accommodations equally safe and comfortable with other first-class passen- 
gers. A car furnished complainant found to be only second class in comforts 
for travel, and held that he was thereby subjected to undue preference and 
unreasonable disadvantage, in violation of section 3 of the act to regulate 
commerce. 

Councill v. Western and Atlantic Railroad Company. 
Heard v. Georgia Railroad Company. 

RAILROAD MATERIAL,—A producer of railroad material (e. g., ties) is entitled to sell it 
when he wishes in the best available market. Common carriers are for- 
bidden to attempt to prevent this by applying disproportionate or unreason- 
able rates, 

Reynolds v. Western New York and Pennsylvania Railway Com- 
pany. 

IN SHIPMENT OF COAL.—The selection of either goods or customers is forbidden to 
common carriers. Less desirable traffic, which is ordinarily the subject of 
transportation and not dangerous to handle, ntust be accepted upon reason- 
able terms, as well as that which is more desirable. 

Riddle, Dean & Co. v. New York, Lake Erie and Western Railroad 
Company. 

GROUP RATES ON COAL.—Through rates by way of Chicago to points in western 

Wisconsin, Minnesota and Dakota, from mines jn the eastern part of a coal 
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GROUP RATES ON CoAL—Continued, 
mining district extending across the State of Illinois are necessarily made 
the same with the group rates established on other routes from the same 
district, and their discontinuance would simply leave the market open to 
the product of other Illinois mines at the same transportation charged. 

Rend, v. Chicago and North-Western Railway Company, 

Under the exceptional circumstances requiring such through rates, shippers lo- 
cally from Chicago, of Ohio and Pennsylvania coal, can not justly insist upon 
rates no higher than the division of such through rate which appertains to 
the lines running northwest from that city, the circumstances under which the 
through rate is made being such that it can not be differently adjusted. (Ib.) 

Such a reduction of the rates on local shipments from Chicago would involve 
either a general reduction from the entire group under the short-haul clause 
of the law, or abandonment by defendant of the through rates in question, 
neither of which would benefit com plainant, while both would do great injury 
to all interested. Under such circumstances the preference is not undue nor 
is the advantage complained of unreasonable. (Zb.) 

On complaint of a group rate on coal from a district covering a radius of 40 miles 
around Pittsburgh, Held, that the rate in itself not being unreasonable, it 
does not appear that it subjects the complainants to undue prejudice, al- 
though it gives an unreasonable preference to the more distant mines. 

Imperial Coal Company et al. v. Pittsburgh and Lake Erie Rail- 
road Company et al. 

Actual undue preference or advantage of which the rate was the cause must re- 
sult to the more favorably-situated producers to render a group rate unlaw- 
ful. (b.) ; 

CONSIDERATIONS WHICH AFFECT THE QUESTION.—In determining the question of 

undue prejudice from a rate, distance is only one of the factors, and other 

- material facts, such as character and quality of the commodity, cost of pro- 

duction, extent and nature of the competition in the business itself, and by 

other transportation lines, and the interest of the public in the use of the 
commodity and its market cost, are to be considered. (1b.) 

WHAT DOES NOT AFFECT THE QUESTION.—Municipal subscriptions or gratuities do 
not affect the question of undue preference under section 3 of the act to 
regulate commerce. 

Lincoln Board of Trade v. Burlington and Missouri River Railroad 
Company in Nebraska, et al. 

DISPARITY IN RATES.—Disparity in existing rates to Lincoln and Omaha found to 
correspond closely with the difference in distance that no change is required 
on that ground. (Jb.) 

[TRANSPORTATION OF PETROLEUM OILS.—When for a special traffic, e. g., the trans- 
portation of petroleum oils, a carrier provides rolling stock for one method, 
but does not provide it for another, for which it publishes rates, the terms 
on which such rolling stock is to be provided should be uniform and pub- 
lished with the rate sheets, and can not lawfully be left to be the subject of 
bargain and different terms in the case of different shippers. 

Rice v. Louisville and Nashville Railroad Company. 

When two methods for the transportation of an article of merch indise are nomi- 
nally offered by the carrier, for only one of which it offers rolling stock, and 
for the other of which the shipper must supply his own rolling stock, at con- 
siderable expense, it can not be said that the resorting to the latter by the 
shipper is so far a matter of choice that he has no concern in charges for 
transportation in the other mode; such charges should be relatively just and 
equal. (Jb.) 

It is properly the business of a carrier by railroad to supply rolling stock for the 
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TRANSPORTATION OF PETROLEUM o1Ls—Continued. 
freight he offers or proposes to carry ; and if the diversities and peculiarities 
of trattic are such that thisisnot always practical, and the consignor is allo wed 
to supply it for himself, the carrier must not allow its own deficiencies in 
this particular to be made the means of putting at unreasonable disadvantage 
those who may usein the same traffic all the facilities which it supplies. (Jb.) 

WHAT CONSTITUTES UNLAWFUL.—To render a preference of one over another un- 
lawful, under the act to regulate commerce, it is not necessary that it 
should be accomplished by any “device,” and it is equally true that the in- 
genuity of man can not invent a device for the perpetration of an unlawful 
preference on the part of a carrier engaged in interstate commerce without 
incurring the penalties prescribed by the statute. 

Scofield et al. v. Lake Shore and Michigan Southern Railway Com- 
pany et al. 

TRANSPORTATION OF PETROLEUM OILS.—Upon the facts of this case it is found and 
held that there is an unlawful preference given by the carriers in favor of 
oil shipments in tank-car lots, as against like shipments in barrels, car-load 
lots, which is ordered to be corrected, and the mode prescribed by which this 
must be done, giving equal rates upon each per pound. (Jb.) 

DRIED FRUIT AND RAISINS.—Classification of dried fruit and raisins, both Califor- 
nia products, in different classes, taking different rate, works an injustice to 
shippers. 

Martin v. Southern Pacific Company et al. 

BETWEEN LOCALITIES.—The fact that under rates which are impartially arranged 
as between large and small towns, one large distributing center may have 
an advantage over another in competition for the business of the small 
towns, does not make out a case of undue preference in favor of one dis- 
tributing center as against the other. Impartial rates are not rendered 
illegal by their effect upon the business of localities. 

Martin et al. v. Chicago, Burlington and Quincy Railroad Company 
et al. 

UNREASONABLY LOW RATES.—A leading purpose of the act to regulate commerce is 
to prevent the giving of unjust preferences and advantages, as between local- 
ities, in railroad transportation. This purpose would be defeated if any one 
carrier, by making unreasonably low rates to any locality, would thereby 
entitle all other carriers competing with it to make on their lines greater 
charges upon the shorter hauls to other stations than were made over the 
same line in the same direction, to the locality thus favored, 

In re Chicago, St. Paul and Kansas City Railway Company. 

PROOF OF DAMAGE NECESSARY.—Without some proof of damage resulting to com- 
plainants, an advantage in rates, as related to distance, is not necessarily 
undue or unreasonable, no substantial difference in expense appearing to 
exist. 

Howell et al. v. New York, Lake Erie and Western Railroad Company 
et al. 


FREE TRANSPORTATION OF PERSONS.—When a free pass is given to a discharged em- 


ployé of the company on the assumption that he might still be regarded as 
an employé, but which was never used, and expired by limitation in the 
hands of the party to whom it was issued and which was produced before 
the Commission as an unused instrument in a proceeding in which complaint 
of its issue was made, Held, that the facts did not show that a breach of the 
third section of the act had been committed, no free transportation whatever 


having been had, and the party being entitled to none, according to the 


terms of the instrument as it then was. 


Griffee v. Burlington and Missouri River Railroad Company in 
Nebraska. 
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RELATIVE RATES.—Rates must be relatively fair and reasonable as between localities 
in essential respects similarly situated, not according to any rule of mathe- 
metical precision, but in substance and in fact, having regard to the geograph- 
ical and relative positions of the localities, so that one will not be favored to 
the unjust prejudice of the other. 

Detroit Board of Trade et al. v. Grand Trunk Railway of Canada et al. 
A tariff naming a rate from one locality lower than that enjoyed by its neighbor, 
when the circumstances are the same, tenders a preference or advantage to 
the first, and when any shipper is damaged by the exaction of an additional 
burden, the preference becomes undue and unreasonable, unless it can be 
justified upon some sound and substantial ground. 
Inre Tariffs of Transcontinental Lines. 


DIFFERENCES IN THROUGH RATES.—The difference between proportions of through 
rates along the same line should be fairly reasonable in amount and properly 
guarded in their application, and not such as to injure or suppress business 
in one locality in order that it may be stimulated and built up in another. 

Chamber of Commerce of the City of Milwaukee v. Flint and Pare 
Marquette Railroad Company e¢ al. 

TRANSPORTATION OF MINERAL WATER. —On complaint of unreasonable rates, Held, 
that neither the defendant nor any of its officers or agents have been engaged 
in combinations with connecting lines or other parties to prevent complain- 
ant from obtaining reasonable rates and facilities for the transportation of 
its mineral water or to give other mineral waters a preference in rates and 

, facilities over those accorded to complainant. 
Michigan Congress Water Company v. Chicago and Grand Trunk 
Railway Company. 

MALEVOLENCE.—That defendant’s officials and agents have not acted in a malevolent 
spirit toward complainant in throwing obstructions in the way of its trans- 
porting mineral water over defendant's line and its connecting lines. (b.) 

IN SHIPMENTS OF CORN.—Defendant’s tariff sheet in force from Nebraska points to 
Turner, Ill., directed corn destined to the sea-board to be billed to Turner 
at different rates when destined to different sea-board points. The corn was 
carried from Nebraska to Chicago, where the rebilling and transferring was 
done. No shipments could be made under this tariff from Iowa points, 
Held, that as billed the shipment was to Turner; that by billing at different 
rates to Turner an illegal preference was given, and that Iowa grain-growers 
were subjected to unreasonable disadvantages in marketing corn. 

Logan et al. v. Chicago and North-Western Railway Company. 
See Act to Regulate Commerce; Unjust Discrimination ; Long and Short 
Haul Clause. 


RATES. 
GROUPING OF.— 
First Annual Report of Interstate Commerce Commission. 
Business Men’s Association of the State of Minnesota v. Chicago, St. 
St. Paul, Minneapolis and Omaha Railway Company. 
Howell ¢¢ al. v. New York, Lake Erieand Western Railway Company 
et al. 
Imperial Coal Company e¢¢ al. v. Pittsburgh and Lake Erie Railroad 
Company et al. 
Rend v. Chicago and North-Western Railway Company. 
DISPARITY IN.— ce 
First Annual Report of Interstate Commerce Commission. 
UNSTEADINESS IN. (Jb.) 


Wars oF. (1b.) 
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INFORMATION CONCERNING.—Dnuty of carriers in respect to furnishing precise infor- 
mation to the public concerning all matters affecting rates and charges in 
transportation, stated. 

Rice v. Louisville and Nashville Railroad Company. 
See Concession of Relief; Preference and Advantage; Reasonable Rates; 
Unjust Discrimination. 
COMBINATION. — 
Martin v. Southern Pacific Company. 
In re Passenger Tariffs. 

SINGLE.— 

Martin etal. v. Chicago, Burlington and Quincy Railroad Company 
et al. 

LOCAL AND THROUGH, CONSIDERED, (J0.) 

Business Men’s Association of the State of Minnesota 7. Chicago, St. 
Paul, Minneapolis and Omaha Railway Company. 

Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 

MUST BE EQUAL AND OPEN.— 

In re Tariffs of Transcontinental Lines. 

PASSENGER.— : 

In re Passenger Tariffs and Rate Wars. 

THROUGH, DEFINED.— 


Chamber of Commerce of the City of Milwaukee v. Flint and Pere 


Marquette Railroad Company et al. 
MILLING IN TRANSIT. (1D.) 


SPECIAL, PRIOR TO THE ACT.— 
Myers’ Survivor v. Panevan Company etal. 
See Concession of Relief; Joint Rates; Reasonable Rates ; Relative Rates; 
Preference Atl Advantage; Unjust Discrimination ; Long and 
Short Haul Clause. 


RATES UNREASONABLY LOW, ‘ 


COMMISSION WILL NOT PROHIBIT.—The first section of the act does not render rates 
that are unreasonably low illegal in a sense that will authorize the Commis- 
sion to prohibit their being made. 

In re Chicago, St. Paul and Kansas City Railway Company. 
The Commission has no power to order rates increased upon the ground that they 
are so low that persistence in making them would be ruinous. (Jb.) 

CONSIDERED AND DISCUSSED.— 

Second Annual Report of Interstate Commerce Commission. 

RaTE wars.—A passenger rate war, in which rates were repeatedly reduced by sey- 
eral competing lines to an exceedingly low basis on a particular class of 
traffic, without any filing of tariffs, was contrary to the requirements of law, 
as well as against the true interest of each party thereto. 

Inve Passenger Tariffs and Rate Wars. 
No necessity or compulsion is created by war of rates which justifies disobedience 
of the statutes. (Ib. ) 
See Unjust Discrimination. 


REASONABLE RATES. 
SUBJECT CONSIDERED.— 


First Annual Report of Interstate Commerce Commission. 
EvipENCE.—Rates will not be declared unreasonable and unlawful under the first 
section of the act without other testimony than that afforded by comparison. 
Raymond v. Chicago, Milwaukee and St. Paul Railway Company. 
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CONSIDERATIONS WHICH AFFECT QUESTION.—In determining what is a just and rea- 
sonable rate for a particular commodity (for example, wheat), the Com- 
mission will take into consideration the earnings and expenses of operating, 
rates charged upon the same commodity upon other roads as nearly similarly 
situated as may be, the diversities between the railroad in question and such 
other roads, the relative amount of through and local business, the proportion 
borne by the commodity in question to the remainder of the local traffic, the 
market value of the commodity and its gradual reduction, the reductions 
made by the carrier upon other articles which are consumed and necessarily 
required by the producers of the article in question, and all other circum- 
stances affecting the traffic of itself and as related to other considerations 
entering into the charges of the carrier. 

Evans v. Oregon Railway and Navigation Company. 
Reed v. Oregon Railway and Navigation Company. 

PRINCIPLES RELATING TO.—When the reasonableness of rates is in question the 
charges made on long through lines can not, for reasons stated in the opinion, 
form a just basis for comparison with local rates for relatively shorter dis- 


tances. 
Crews v. Richmond and Danville Railroad Company. 


La Crosse M. and J. Union v. Chicago, Milwaukee and St. Paul Rail- 
way Company. 

A carrier is compellable by law to give the merchants of a town on its line the 
privilege of shipping their goods from the point of purchase to their own 
locality, and again from thence to the place at which the goods may be sold 
by them at the same rate which would have been charged had there been 
but one shipment from the point of purchase to the point of ultimate deliv- 
ery. (Jb.) 

Principle, that the ratio of rates should decrease with the increase of distance 
conceded, but modifying conditions often exist; some of them stated ; as ap- 
plied to the facts in this case no change in rates required. 

Lincoln Board of Trade v. Burlin gton and Missouri Railroad Com- 
pany in Nebraska. 

TO SMALL AND LARGE TOWNS.—A distributing center, however great or important, 
can not demand as a matter of right that the rates from a common source of 
supply to more distant and smaller towns shall be made up of the sum of the 
rate to itself, and the rate thence tosuch smaller towns; but the carriers may 
make rates from the common source of supply to the smaller towns directly 
as single rates; andif the single rate is less than the sum of the two which 
are made to and from the distributing center, it is not for that reason neces- 
sarily objectionable. 

Martin et al. v. Chicago, Burlington and Quincy Railroad Company 
et al. 

RESPONSIBILITY OF CARRIERS OWNING THROUGH LINES.—When railroad companies 
make a through and continuous line and offer it for the use of the public, 
they can not rid themselves of responsibility for unjust charges by breaking 
the whole in two and calling themselves carriers from the severed end of 
their through lines. 

Parkhurst & Co. v. Pennsylvania Railroad Company et al. 
Nicolai v. Pennsylvania Railroad Company. 

The Pennsylvania Railroad Company operates a part of a through line which 
it joins in making and ow 8 a controlling interest in the capital stock of 
the Pittsburgh, Cincinnati and St. Louis Railway Company, by which the 
other parts is operated. Held, that the Pennsylvania Railroad Company 

x can not free itself from the responsibility of excessive through rates by get- 
ting behind the corporate existence of the other company as a separate car- 
rier. (J0.) 
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PROPORTIONS OF THROUGH RATES.—The apportionment of rates to different parts 
of a through line do not determine the charge to the public, but may be sig- 
nificant on the question of reasonable rates for the whole distance. (Jb.) 

Distance by shortest route is properly to be considered in determining the propriety 
of rates by a longer competing line. 

Lincoln Board of Trade v. Missouri Pacific Railway Company. 

One feature of the transportation of freight by railroads in long hauls on joint 
rates, or what is usually called through rates, unless there be exceptional 
conditions which modify the rule, is that the rate per ton per mile grows 
less in the proportion to the greater distance, while the aggregate of the rate 
increases in proportion to such greater distance; but this is not found to 
exist in the case of the local rates of a railroad, where the stations are occa- 
sionally grouped, but more usually graded according to distance, except as 
an incident of rare and highly exceptional conditions of the transportation 
service. 

Business Men’s Association of the State of Minnesota v. The Chicago, 
St. Paul, Minneapolis and Omaha Railway Company. 

The method of testing the freight rates of a railroad bythe rate per ton per mile 
does not take into consideration the surrounding circumstances and condi- 
tions that enter into the making of the rate, and for this reason it can not be 
considered a controlling rule in determining the reasonableness of rates. 
(1b.) 

In determining the reasonableness of any freight rate all the surrounding cir- 
cumstances and conditions must be considered as well as the rights of the 
shippers. (Jb.) 

COMPARISON WITH EXCEPTIONAL RATES ON OTHER PORTIONS OF THE LINE.—Ex- 
ceptional rates caused by competition and not illegal under the act to regu- 
late commerce can not be adopted as a standard by which to measure other 
rates on the same line where the exceptional conditions do not exist. (Jb.) 

Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 

COMPARISON WITH RATES OF OTHER CARRIERS.—Comparison of rates charged by 
railroad companies under circumstances and conditions substantially dis- 
similar proves nothing and can not be adopted as standard in arriving at 
the reasonableness and justness ofrates. (Jb.) 

RAILROAD MATERIAL.—Rates established by a common carrier in order to keep upon 
its line material for which the road has use, or to keep the price !ow for its 
own advantage, can not be justified. 

Reynolds v. Western New York and Pennsylvania Railroad Com- 
pany. 

NOT NECESSARILY PROPORTIONATE TO DISTANCE.—As a rule in the transportation of 
freight by railroads while the aggregate charge is continually increasing the 
further the freight is carried the rate per ton per mile is constantly growing 


less. 
Farrar & Co. v. Fast Tennessee, Virginia and Georgia Railway Com- 


pany. ® 

In the nature of things joint rates on long hauls usually are and as a rule should 
be lower in proportion to distance than local rates on short hauls on the same 
commodity. (lb.) 

The act to regulate commerce throws no restrictions or obstacles in the way of 
the operation of this rule, but gives it the benefit and aid of its sanction and 
safeguard. (1b.) 

Joint rates on lumber from Dalton to Roanoke and Lynchburgh shown to be un- 
reasonable upon the grounds and for the reasons set forth in the opinion. 
(10.) 

Certuixt oval rates held not unreasonable. (b.) 
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NOT NECESSARILY PROPORTIONATE TO DISTANCE—Continued. 

On freight hauled through the cities of Detroit and Chicago to and from the 
Northwestern States and Territories and the sea-board or New En gland points, 
the rule invoked by the petitioners that an estimated portion of the through 
rate as between the points of origin of the freight and Detroit must not be 
lower in proportion to distance than the rate upon the freight from such 
points of origin destined to Detroit is one that can not be sustained. 

Detroit Board of Trade et al. v. Grand Trunk Railway of Canada et al. 

Upon complaint of alleged unreasonableness of arate on grain and grain products 
from Port Huron to Buffalo, as compared with a through rate from Chicago 
to Buffalo, Held, that though the local rate from Port Huron to Buffalo might 
be regarded as disproportionate on basis of distance alone, other considera- 
tions are involved, but no good reasons having been shown for a higher rate 
upon grain products than upon grain, that portion of the complaint is con- 
sistent and the products ordered to be carried at the same rate as grain. 

MeMorran e¢ al. v. Grand Trunk Railway Company of Canada. 

PROFITABLE RATES MAY NOT BE UNJUST.—Proofs that certain rates are very profitable 
to the road, and that they are higher than the rates charged on certain other 
somewhat similar commodities, is not of itself of a sufficient ground for deter- 
mining either that such rates are unjust or what rates wodld be just and 
reasonable for the traffic in question. 

Howell eé al. v. New York, Lake Erie and Western Railroad Company 
et al. 

.WHAT SHOULD BE CONSIDERED IN DETERMINING.—A question of reasonable rates can 
not be properly decided without full knowledge of all the facts concerning 
the particular traffic in question and its relations to the other traffic of the 
carrier; some of the elements stated which are necessary and proper to be 
considered. (Jb.) ; 

GROUP RATES ON MILK.—Grouping of milk rates over large extent of territory not 

= shown to injuriously affect the producers who complain; their productis not 
reduced in value nor is any part of it left unsold, while the requirements of 
consumers demand a steadily increasing area of supply. (JD.) 

WHEN RATES ARE PRIMA FACIE JUSTAND REASONABLE.—Rates that are just and rea- 
sonable from selected mannfacturing points, through the entire territory east 
of the Missouri River and west of the Atlantic sea-board, are prima facie just 
and reasonable from all other points ia the same territory. 

In re Tariffs of Transcontinental Lines. 

SMALL EARNINGS DO NOT JUSTIFY EXCESSIVE.—In determining what are reasonable 
rates the fact that a road earns a little more than operating expenses is not 
to be overlooked, but it can nct be made to justify grossly excessive rates. 

New Orleans Cotton Exchange v. Cincinnati, New Orleans and Texas 

Pacific Railway Company e¢ al. 

PARTIES.—The reasonableness of rates can not be fairly determined in a proceeding 
to which some of the parties responsible for such rates are not. parties. (Jb.) 

CIRCUMSTANCES AND CONDITIONS.-—In arriving at what is a just and reasonable rate 
on freight transported by a carrier on a short local line having but a small 
volume of business, where the cost of transportation is exceptionally great, 
arising from steep grades, sparse population and like traffic, these are cir- 
cumstances and conditions of controlling weight in the making of rates and 
can not be overlooked when a question of their reasonableness is involved. 

Rice, Robinson & Witherop v. Western New York and Pennsylvania 
Railroad Company. 

Under the exceptional circumstances requiring through rates, shippers, locally 
from Chicago, Ohio and Pennsylvania of coal can not justly insist upon rates 
no higher than the division of a throngh rate from Illinois ines, which ap- 
pertains to the lines running northwest from that city, the circumstances 
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CIRCUMSTANCES AND CONDITIONS—Continued. 
under which the through rate is made being such that it can not be differ- 
ently adjusted. é 

Rend v. Chicago and North-Western Railway Company. 

ON LONG HAUIS.—Where a rate is in itself a through rate and made up of percent- 
ages to an intermediate point on a long haul, the circumstances and condi- 
tions of transportation must be rarely exceptional indeed to be of such con- 
trolling force as to warrant any considerable excess of such a rate in amount 
over a percentage of a through rate for an equal distance along the same line 
by way of the same point to a more distant point. 

Chamber of Commerce of the city of Milwaukee v. Flint and Pére 
"Marquette Railroad Company et al. 

FORMER PREFERENTIAL RATES NOT A FAIR TEST.—A former special and preferred 

rate is not a fair test of the reasonableness of a present rate. 
Myers, Survivor v. Pennsylvania Company, et al. 

LOCAL AND THROUGH BUSINESS.—A railroad company is under special obligation to 
give reasonable rates for its local business, but there are many influences 
which may affect through rates while not bearing upon local rates at all, or 


if at all in less degree. 
Lippman & Co. v. Illinois Central Railroad Company. 


RATES AT OTHER POINTS WILL BE CONSIDERED.—In determining the reasonableness 
of rates at one point, which are the same at other points not far distant on 
the same system of railroads, the Commission will consider the bearings and 
relative equality of rates at all of the points so situated. 

In re petition of the Produce Exchange of Toledo. 

ON DIFFERENT BRANCHES.—Two of the south branch lines of the Chicago and North- 
Western Railway Company are crossed by the main line of the Chicago, Mil- 
waukee and St. Paul Railway Company. From points on these branch lines 
the North-Western Company comes in competition with the St. Paul Com- 
pany from its main line points. Held, that the charges on these branches do 
not establish a standard of reasonable rates for like distances from points on 
a north branch of the same company, where no such competition exists. 

Logan et al. v. Chicago and North-Western Railway Company. 

LIVE CATTLE IN CAR LOADS.—A practice had existed on the part of certain carriers of 
live cattle to make a car-load rate irrespective of weight, leaving the shipper 
to load into the cars as many cattle as he pleased and was able to put into 
it. The carriers substituted for this practice the rule that while naming a 
car-lot rates they prescribed a minimum rate, then charged by the hundred 
pounds in proportion to the car-lot rate for any excess over the minimum. 
Held, that this rule was not unlawful. 

Leonard & Chapelle v. Chicago and Alton Railroad Company. 
Prima facie the new rule is more just and reasonable than the practice it sup- 
planted, since the charge is more in proportion to the service rendered. (1b.) 

DISTANCE AS A MEASURE OF RAILROAD SERVICE.—Distance is not always a controll- 
ing element in determining what is a reasonabie rate, but there is ordi-- 
narily no better measure of railroad service in carrying goods than the dis- 
tance they are carried. And where the rate of freight charges over one line, 
on similar freight carried from neighboring territory to the same market, is 
considerable greater than over other lines for distances as long or longer, such 
greater rate is held to be excessive, and should be reduced. 

James & Abbott v. East Tennessee, Virginia and Georgia Railway 
Company et al. 
Logan et aly. Chicago and North-Western Railway Company. 
See Act to Regulate Commerce; Preference and Advantage; Rates Un- 
reasonably Low ; Unjust Discrimination; Classification ; Rates ; 
Long and Short Haul Clause; Relative Rates. 


POINTS DECIDED SINCE ORGANIZATION, 233 


REHEARINGS. 


APPLICATION FOR, BY OUTSIDE PARTIES.— 
See Practice. Rule XIV, Rules of Practice. é 
PETITION FOR.—After a case has been decided a petition to open it for further testi- 
mony and a rehearing should be verified, and should indicate the nature of 
the new testimony and its purpose. 
Rice, Robinson & Witherop v. Western New York and Pennsylvania 
Railroad Company. 


RELATIVE RATES. 


UNDER SECTION 1 OF THE AcT.—Rates must be reasonable relatively as well as ab- 
solutely. 
Boards of Trade Union of Farmington, etc., v. Chicago, Milwaukee 
and St. Paul Railway Company. 
ADJUSTMENT OF.—Rates and charges not unreasonably high of themselves can be so 
adjusted in their relation to each other as to give undue preference. 
Raymond v. Chicago, Milwaukee and St. Paul Railway Company. 

Whether railroad companies combine or act separately in making rates and 
charges is not so important, the essential requirement is that however made 
they shall be reasonable of themselves and so fairly adjusted as to be reason- 
able in their relations to each other and in their results. 

New Orleans Cotton Exchange v. Cincinnati, New Orleans and Texas 
Pacific Railway Company et al. 

Through rates admit of very great variety in the forms they assume; and such 
rates, when reasonable and fairly adjusted in their relations to local busi- 
ness, are greatly favored in the law, because they furnish cheapened rates 
and greater facilities to the public, while at the same time they give in- 
creased employment and earnings to a larger number of carriers. 

Chamber of Commerce of the City of Milwaukee v. Flint and Pare 
Marquette Railroad Company etal. 

The question of relative injustice must be viewed upon broader grounds than a 
mere balancing of one rate against another. A reduction which will throw 
into confusion an adjustment of rates over a large section of country which 
are not claimed to be unreasonable of themselves, should not be required 
without a clear right thereto exists under some direct provision of the law. 

Rend v. Chicago and North-Western Railway Company. 
CIRCUMSTANCES AFFECTING.—The relative reasonableness of rates on shipments 
from western points to cities on the Atlantic sea-board is1o be determined by 
all the circumstances and conditions that affect the traffic to the respective 
points between which the rates are questioned, and not solely by one stand- 
ard of comparison. : 
Boston Chamber of Commerce y. Lake Shore and Michigan Southern 
Railway Company. 

The length and character of the haul, the cost of service, the volume of business, 
the conditions of competition, the storage capacity and the geographical 
situation at the different terminal points are all elements of importance. 
(Ib.) 

Tn view of the longer haul to Boston than to New York, the greater cost of trans- 
portation to Boston, the very much greater volume of business to and from 
New York, the competition by water transportation, and also by several rail- 
road lines, and the geographical and commercial advantages of New York, 
Held, that the existing differentials ate not unreasonable. (Jb.) é 

Where relative rates are the same at points not far distant from each other on 
the same system of railroads, it is the practice of the Commission in determin- 
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CIRCUMSTANCES AFFECTING—Continued. 
ing the reasonableness of rates upon a complaint made at one of these points 
to consider the bearings and relative equality of rates at all of the points so 
situated before ordering a change at any one of them, in order to avoid pref- 
erence to one and prejudice to another. 

In re Petition of the Produce Exchange of Toledo. 

DuTy CONCERNING.—The spirit and purpose of the act to regulate commerce requires 
that when the circumstances and conditions will fairly admit of it the charges 
to all points for a like service should be made relatively equal. 

Crews v. Richmond and Danville Railroad Company. 
La Crosse Manufacturers and Jobbers’ Union v. Chicago, Milwaukee 
and St. Paul Railway Company. 

It is not a ground of complaint against a railroad company that it equalizes its 
rates as between large and small towns, even though the effect may be prej- 
udicial to the large towns, which before had been specially favored. (Jb.) 

PROOF REQUIRED.—The Commission is not willing to determine the relative reason- 
ableness of rates at many stations, and, in a large extent of territory, upon 
the mere face of tariffs, and without further proof. 

Spartanburg Board of Trade v. Richmond and Danville Railroad 
Company e¢ al. 

BETWEEN LOCALITIES.—Rates must be relatively fair and bein as between 
localities in essential respects similarly situated. 

Detroit Board of Trade et al. v. Grand Trunk Railway Company of 
Canada et al. 

Where a system of rates is made by a number of carriers covering a widely ex- 
tended territory which seems to be reasonable in themselves and relatively 
fair so far as the evidence in this case shows, the Commission will not order 
them to be changed at one important point, thereby rendering other changes 
unavoidable at a large number of other points, and throwing the rates of 
the entire system into confusion and unsettling values, unless a case arises 
in which it is necessary that this should be done in order to enforce com- 
pliance with the law and to reach the ends of substantial justice. (Jb.) 

ON COMPETING LINES.—Where a change of rates, for example those on the defend- 
ant’s line in this instance, would involve a reduction of rates on the Dun- 
kirk, Allegheny Valley and Pittsburgh and other competing lines not parties 
to this proceeding, and unsettled relative rates in a large extent of territo- 
ry, such a change ought not to be made unless based upon adequate grounds. 

Rice, Robinson & Witherop v. Western New York and Pennsylvania 
Railroad Company. 

ON DIFFERENT BRANCHES.—A departure from the rule of equal mileage rates as ap- 
plied to the several branches of the road is not conclusive that such rates 
are unlawful, but the burden is on the company making such departure to 
show its rates to be reasonable when disputed. 

Logan et al. v. Chicago and North-Western Railway Company. 
See Preference and Advantage ; Unjust Discrimination. 


REPLICATION. 
NOT REQUIRED.— 
In re Procedes in Cases at Issue. 
NOT NECESSARY TO BE FILED.— 


Oregon Short Line v. Northern Pacific Railroad Company. 
REPARATION. 


Can not be awarded in proceedings pending before the Commission on Maren 2, 
1889, the date of the amendment of the act to regulate commerce. 
Rawson v, Newport News and Mississippi Valley Company et al. 
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STATE RAILROAD COMMISSIONS. 


ACTION RESPECTING CATTLE IN CAR-LOADS.—The fact that by the action of certain 
State commissions a car is permitted to be loaded by the shipper at discre- 
tion without the car-lot rate being affected thereby is not a reason for adopt- 
ing the like rule in interstate traffic, if that course is found not to be most 
just and politic. ¥ 

Leonard & Chappelle v. Chicago and Alton Railroad Company. 


SUBPGNA DUCES TECUM. 


Rice v. Cincinnati, Washington and Baltimore Railroad Company et al., in re 
Application of Petitioner. 


TARIFFS. 


MODIFICATION OF, BY CARRIERS.— 
First Annual Report of Interstate-Commerce Commission. 
FILING AND PUBLICATION OF. (1b.) 


CIRCULAR CONCERNING FILING JOINT TARIFFS.— 
ORDER FOR PUBLICATION OF JOINT EXPORT TARIFFS.— 


TO BE FRAMED BY CARRIERS.— 

In re Tariffs of Columbus and Western Railway Company. 

PREPARATION OF.—The Commission prefers to permit carriers to work out for them- 
selves all tariff details, and accords a reasonable time for that purpose. 

Martin v. Southern Pacific Company et wl. 

SPECIAL.— 

In re Tariffs Transcontinental Lines. 

_-FILING AND THE PUBLICATION OF.—Reduction of passenger rates without consent of 
connecting lines over which tickets are sold, and without filing schedules 
thereof with the Commission. Held, to be in violation of section 6 of the act 
to regulate commerce. 

In re Passenger Tariffs and Rate Wars. ; 

Methods generally adopted by carriers in the preparation and publication of 
rate sheets, if in substantial compliance with the law, and sufficient for pur- 
poses of public information, while not necessarily to be accepted by the 
Commission as a standard, may be acquiesced in until a better mode can be 
substituted. 

In re Passenger Tariffs. 

New individual or joint passenger tariffs must be posted at stations to which they 
apply, and tickets can legally be sold on combinations of initial or terminal 
locals therewith. (JD.) 

CIRCULAR RELATING TO CHANGES IN JOINT TARIFFS.— 

In re Joint Tariffs, Circular. 

FOREIGN CARRIERS.—Foreign common carriers engaged in the transportation of 
passengers or property for a continuous carriage or shipment from a place in 
the United States to a place in an adjacent foreign country are subject to the 
provisions of the act, in respect to the printing of schedules of rates, fares 
and charges for the traffic they carry, the posting and filing with the Inter- 
state Commerce Commission of copies of such schedules, the notice of ad- 

: vances and reductions, and the maintenance of the rates, fares and charges 
established and in force at the time. 
In re Acts and Doings of the Grand Trunk Railway Company of Can- 
ada. 

Such common carriers are also subject to the provisions of the act in respect to 

joint tariffs of rates, fares and charges for continuous lines or routes, (1b.) 
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Form or.—The form of tariffs and classifications in use criticised, and requirements 
of statute stated in respect thereto. 
In re Tariffs and Classifications of Atlanta‘and West Point Railroad 
Company et al, 


THROUGH RATES. 


WHEN REQUIRED.—Through rates and through bills of lading given on other com- 
modities and to other points similarly situated should be given on cotton 
when no excuse is shown for refusing same. 

Harwell v. Columbus and Western Railroad Company. 
RATE PER TON PER MILE.— 
Business Men’s Association v. Chicago, St. Paul, Minneapolis and 
Omaha Railway Company. 
Business Men’s Association of the State of Minnesota v. Chicago and 
North-Western Railway Company. 
THROUGH AND CONTINUOUS LINES IMPLY.— 
Parkhurst and Company v. Pennsylvania Railroad Company et al. 
Nicolai v. Pennsylvania Railroad Company et al. 

FROM GROUPED STATIONS.— 
Rend v. Chicago and North-Western Railway Company. 

WHAT ARE.—A rate is none the less a through rate when freight is shipped upon a 
through bill of lading becanse the initial carrier charges its local rate as part 
of the total rate, and the remaining lines charged an agreed rate made by 
percentages. 

Chamber of Commerce of the City of Milwaukee v, Flint and Pére 
Marquette Railroad Company eé al. 

When a combined rate, evidenced by a through bill of lading has every substan- 
tial constituent of a through rate, it is not necessary that it should be tor- 
mally quoted by one of the carriers to another who is engaged in the making 
of it in order to constitute a through rate. Names are nothing in such a 
transaction ; the law looks at the elements and substance of the transaction 
itself. (1b.) 

Through rates as such discussed and defined. (1b.) 

WHEN NOT ILLEGAL.-—Through rates are not necessarily illegal, which, when divided 
between carriers, give them less than their local rates, provided that the 
through rate itself is not less than some one of the locals, or unjustly dis- 
criminating against individuals or localities, or so low as to burden other — 
business with part of the cost of the business upon which it is imposed. 

Lippman & Co, v. Illinois Central Railroad Company. 
See Combination Rates; Reasonable Rates; Unjust Discrimination; 
Water and Rail lines; Long and Short Haul Clause. 


TICKETS. 
COMMISSION ON THE SALE OF.— 
Second Annual Report of Interstate Commerce Commission. 
In re Passenger Tariffs and Rate Wars. 
MILEAGE, EXCURSION AND COMMUTATION.— 
In re Passenger Tariffs, 
See Mileage Tickets; Tariffs; Act to Regulate Commerce. 

OVERCHARGE ON.—A misapprehension under which a party has paid for one journey 
in two sections, whereby the cost of the transportation has been made more 
than it would have been had a through ticket been purchased, may be law- 
fully corrected by return of excess, though the carriers were without fault 
and only charged for each portion of the journey the regular rates. 

Sanger v, Southern Pacific Company et al. 


POINTS DECIDED SINCE ORGANIZATION, 237 


UNDERBILLING. 


CHARACTER OF TRANSACTION.—The shipper in such cases pays freight upon a less 
quantity than is actually carried, the result of which is that upon the gross 
amount he pays a reduced rate; in other words, a less sum than is charged 
to other shippers for a like service. 

In re Underbilling. 

VIOLATION OF LAW.—The service known as underbilling explained and found to be 
in contravention to the act to regulate commerce. (Ib.) 

EXTENT oF.—Facts stated showing extent to which this device has been employed 
during winter of 1887~88. (Ib.) 

REMEDIES FOR.—Various suggestions made in respect to duties of common carrier, 
inspection of goods tendered for shipment, ascertaining correct weights in 
all cases, etc. (Jd.) 

Second Annual Reportof Interstate Commerce Commission. 


UNJUST DISCRIMINATION. 


DISCOUNT FOR QUANTITY.—An offer by a railroad company to give a discount to any 
consignee who within a year shall receive at any one station a specified 
amount of freight, which offer purports to be made to secure speedy dispatch, 
but is not conditioned on speedy dispatch being made, is void, and if a dis- 
count is made to one dealer in pursuance of it, all others will be entitled to 
a like discount. 

Providence Coal Company v. Providence and Worcester Railroad 
Company. 

If the real consideration of the offer were to secure speedy dispatch, it should 
have been open to all who could accept it, regardless of quantity. (1b.) 

An offer of a special discount made professedly on one ground in the published 
tariff, can not, when that ground fails, be supported by referring it to some 
other and different ground. (Jb.) 

A railroad company can not support a discount based on quantity of freight re- 
ceived by any one shipper, on the principles which are applied among mer- 
chants, whereby they give better prices in wholesale than in retail dealings. 
The cases are not analogous, since the naming of the quantity of freight that 
shall be compared to wholesale purchases must necessarily be altogether ar- 
bitrary, and the duty of impartial service which the company owes to the 
public will preclude special discriminations being determined by arbitrary 
tests. (Jb.) 

TWO TERMINAL STATIONS AT ONE END OF ROAD.—The Providence and Worcester 
Railroad Company has one terminus on the riverin Providence; and another 
across the river in East Providence; the one in Providence having been first 
constructed, and the other later, and for the convenience of the company. 
From the Providence terminus to points reached from both the distance is 
slightly the less. The company is not at liberty to make from Providence, 
to such common points higher charges than from East Providence, in order 
to force the business to the latter terminus, and would be chargeable with 
unjust discrimination if it should do so. (Jb.) 

EsToPrPeL.—The fact that a railroad company for many years has paid the charge 
for hauling freight from wharves to its stations, does not bind it to continue 
that practice, and if not bound by contract it may stop doing so at any 
time. (Jb.) 

Miteace.—As the Burton Stock Car Company does not use cars of railroad compa- 
nies, or exchange cars in any manner, but rents them to the public for hire 
the refusal of the defendants to pay the same mileage allowed on exchanges 
of cars between each other does not constitute unjust discrimination. 

Burton Stock Car Company v. Chicago, Burlington and Quincy Rail- 
road Company ¢t al. 
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DATE OF TRANSACTION.—The act to regulate commerce does not afford a remedy 
for unjust discrimination which occurred before the act was passed. 
Ottinger v. The Southern Pacific Company. 


MILEAGE TICKETS.—A railroad company that sells mileage tickets must sell them 
impartially to all the public who apply for them; their sale to a particu- 
lar class of persons at lower rates than are charged to others is unjust dis- 
crimination. 

Larrison v. Chicago and Grand Trunk Railway Company. 
Associated Wholesale Grocers of St. Louis v. Missouri Pacific Rail- 
way Company. 


Stock YARDS.—It is the duty of common carriers of live stock to provide reasonable 
and proper facilities for loading and unloading live stock free of charges 
- other than the usual transportation charges. 
Keith v. Kentucky Central Railroad et al. 


PASSENGER TRANSPORTATION.—Discrimination in rates charged passengers who enjoy 
the same accommodations is not justified by proof that the carrier’s present 
or future business will be thereby stimulated, or that the settlement of the 
country will be promoted, or that those receiving the more favorable rates 
are persons of small means who are about to locate permanently in the 


northwest. 
Smith vy. Northern Pacific Railroad Company. 


The rule under which passenger transportation should be conducted requires 
absolute eauality of payment from all persons enjoying the same accommo- 


dations. (Jb.) 
Colored passengers may properly be assigned separate cars on equal terms; but 


the accommodations provided must be the same as those provided for white 
passengers holding the same class of tickets. 

Councill v. Western and Atlantic Railroad Company. 

Heard v. Georgia Railroad Company. 


RELATIVE RATES.—Rates must not only be reasonable in themselves, but they should 
be so relatively reasonable as to protect communities and business against 
unjust discrimination. 

Boards of Trade Union of Farmington, etc. v. Chicago, Milwaukee 
and St. Paul Railway Company. 

When the same carrier operates parallel lines, and for any cause accepts lower 
rates on one of them, it should provide sufficient corresponding advantages 
to the patrons of the other line to preserve the substantial equality contem- 
plated by the statute. (Jb.) 

Low charges upon one of two routes operated by the same carrier should not be 
made up by relatively high charges upon the other, when the result disas- 
trously affects the business of communities situated upon the latter line. (Ib.) 

If a railway company in establishing charges on different divisions and branches 
of its road so adjusts them as to divert trade and business to one locality, 
which naturally, under an equitable adjustment of charges, would go to 
another, such preference is not excused by the fact that some of such charges 
are not entirely voluntary but result from competition between carriers. 

Raymond v. Chicago, Milwaukee and St. Paul Railway Company. 


WATER COMPETITION.—When water competition is alleged as a justification for dis- 
crimination between localities, the same measure of proof is required to over- 
come the presumption that it is unjust which is necessary to work an excep- 
tion under section 4. ; 

Harwell v. Columbus and Western Railroad Company. 
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DISTRIBUTION OF CARS.—Where, according to its usual experience, a railroad company 
has sufficient equipment to meet the demands upon it, or by reason of un- 
usual circumstances freights have accumulated to an exceptional extent, it 
is not chargeable with violation of law because unable to respond at once to 
all demands for cars. 

Riddle, Dean & Company v. Pittsburgh and Lake Erie Railroad 
Company. 

Nor in such case does it violate any law by refusing to allow itscars to be sent off 
its line to distant points, when the business offered upon its own line keeps 
them fully occupied. (JZb.) 

Where by reason of extraordinary circumstances a railroad company can not 
promptly meet all calls for cars, it should furnish them ratably and fairly to 
all shippers in proportion to the freights offered by them respectively. (Ib.) 

It is not a valid excuse for refusal to furnish a fair allotment of a certain class of 
cars that they can be more profitably employed, and can supply the wants 
of a larger number of shippers upon another portion of the line. 

Riddie, Dean & Company v. New York, Lake Erie and Western Rail- 
road Company. 

Regular patrons are not entitled to preference in the use of equipment of com- 
mon carriers. The public must be justly and equally served. (Jb.) 

Upon the facts stated, from which it appears that it was the duty of the owners 
of a mine to have inquired of the agent of the railroad company in respect 
to cars, which they failed to do: Held, That a complaint of unjust discrimi- 
nation can not be sustained. 

Riddle, Dean & Company v. Baltimore and Ohio Railroad Company. 


BETWEEN LOCALITIES.—The fact that a refusal to give a through rate as for one ship- 
ment to shippers who purchase goods to sell again operates prejudically to 
the town desiring the privilege, and favoraby to another town, does not 
make the refusal an unjust discrimination when the same rule is applied to 
all towns, and the privilege accorded to none. 

Crows v. Richmond and Danville Railroad Company. 
La Crosse Manufacturers and Jobbers’ Union v. Chicago, Milwaukee 
and St. Paul Railway Company. 

Unjust discrimination must consist in the doing for or allowing to one party or 
place what is denied to another; it can not be predicated of action which in 
itself is impartial. (Ib.) 

AFFECTING BOSTON RATES.—No unjust discrimination shown to exist in respect to 
the present differential charges on business from western points to Boston 
as compared with New York. ; 

Boston Chamber of Commerco gpa Shore and Michigan Southern 
Railway Company. ; 

RATES ON OIL.—When oil is transported in tanks permanently affixed to car bodies 
the tank is to be considered as part of the car, and for oil transported therein 
the charge for transportation should be the same by the hundred pounds 
that the carrier charges for transportation between the same points of bar- 
rels filled with like oil and taken in car-load lots; the carrier is guilty of un- 
just discrimination if the shipper in barrels is charged a higher rate. 

Rice v. Louisville and Nashville Railroad Company. 


EvIpENCE.—Upon a complaint of unjust discrimination, to rebut the inference aris- 
ing upon circumstances appearing in the proofs, evidence is admissible to 
show that during a long course of business the carrier has never exhibited 
any unfriendly spirit toward the shipper, and that, on the contrary, its 
agents made extra exertions in good faith to accommodate the shipper in the 
matter complained of. (I0.) 
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TRANSPORTATION OF PETROLEUM OIL.—In cases against carriers who were charged 
with discriminating unjustly in theirrates as against those shipping petro- 
leum and its products in barrels in favor of those who shipped in tank cars, the 
evidence, among other things, showed that in the territory served by the de- 
fendants the shipment in barrels was most dangerous, and alsothat when ship- 
ment was in tanks there is greater likelihood of return loads. Difference in 
rates made by the carriers was considerable ; the Commission equalized this, 
but still permitted a charge for the weight of the barrel. In the same cases 
it was incidentally made to appear that on the Pennsylvania system of roads 
some of the conditions affecting rates on this traffic were the reverse of those 
above stated, and the rates had theretofore been made the same by quantity 
whether the shipments were in tanks or in barrels. On the decision above 
referred to being made, the rates on barrel oil were raised by the managers of 
the Pennsylvania system so as to include a charge for the weight of the bar- 
rel. This was claimed to be done in order to come into conformity with the 
action of the Commission: Held, That the action was unwarranted. A de- 
cision on facts does not establish a principle to govern where the facts are 
different, and no facts which had been laid before the Commission would 
have authorized aruling raising the rates on the Pennsylvania roads on 
barrel oil either absolutely or relatively. 

Inre Relative Tank and Barrel Rates on Oil. 

In arriving at what is a just and reasonable rate on oil transported by a carrier 
on a short local line having but a small volume of business, where the cost 
of transportation is exceptionally great, the fact that an independent pipe 
line from Titusville to Buffalo transports oil between these points at lower 
rates than the railroad company constitutes no just reason why the railroad 
company should be required to reduce its rates to those of the pipe line. 

Rice, Robinson & Witherop v. Western New York and Pennsylvania, — 
Railroad Company. 

The charge of unjust discrimination is not sustained by the evidence in this 

case. (Ibd.) 


SHORT BRANCH ROADS.— 
Heck & Petree v. East Tennessee, Virginia and Georgia Railway et al. 
COMBINATION RATES.—Rates obtained by combination which are lower than tariff 
rates for the same point are unjust and illegal. 
Martin v. Southérn Pacific Company et al. 


BETWEEN SMALL AND LARGE TOWNS.—Trade centers or large commercial towns are 
not, as a matter of right, entitled to have more favorable rates than the 
smaller towns for which they form distributing centers; andif carriers shall 
give to such smaller towns rates as favorable as te the larger, the Commission 
will not interfere. 

Martin et al. v.Chicago, Burlington and Quincy Railroad Company 
et al. 

The principles laid down in the case of Crews v. Richmond and Danville Rail- 
road Company (1, I. C. C. Rep., 401) re-stated and re-affirmed. (Jb.) 
TRANSPORTATION IN CARS OF OTHER COMPANIES.—The law does not forbid a carrier 
from obtaining cars for the transportation of freight over its line from other 
carriers or car-furnishing companies, but in every such instance the rates of 
freight must be exactly the same, and none other, as they would be if such 

cars were owned by the carrierso using them. 
Scofield et al. v. Lake Shore and Michigan Southern Railway Com- 
pany. 
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TRANSPORTATION IN CARS BELONGING TO THE SHIPPER.—The law does not forbid 
a carrier from obtaining cars from a shipper for the transportation of such 
shipper’s freight over its line, but in every such instance, after deducting a 
reasonable rent, published in the tariffs as part of the rate and made by the 
carrier to the shippers for the use of such cars, the rates must be exactly the 
same, and none other, as upon freight transporte in the same service in the 
carrier’s own cars. (J0.) 

MILK TRANSPORTATION.—The existing arrangement by which the same rate is 
charged for the transportation of milk from all points reached by the regu- 
lar daily milk trains of the defendant roads found to be not illegal, and op 
the whole to be the best system that can be provided for the general good of 
all interested parties. : 

Howell et al. v. New York, Lake Erie and Western Railway Com- 
pany et al. 


BY SPECIAL TARIFFS.—Discriminations are made and undue advantages are given 
by the special tariffs in question in giving different rates to places named 
and those not named; to the manufactured articles named and to those not 
named; to jobbers at places named and those not named ; to manufacturers 
and to jobbers and other dealers. : . 
In re Taritis of Transcontinental Lines. 


PASSENGER CLASSES.—There is nothing illegal or wrongful in a railroad company 

: making a rate for emigrants as a class and declining to give the same rate 
to others for whom different accommodations are furnished. 

Savery & Co. v. New York Central and Hudson River Railroad Com- 
pany et al. 

FREE TRANSPORTATION.—The offense under section 2 of the act to regulate com- 
merce of giving free transportation to an individual consists in the charging, 
demanding, collecting or receiving by the carrier from some other person or 
persons a compensation for a like service when none is contem poraneously 
charged or received from the persons thus transported free. 

Griffee v. Burlington and Missouri River Railroad Company in Ne- 
braska. 

Free transportation issued in the form of an annual pass to a person not in the 
regular and stated service of the carrier nor receiving any wages or salary 
under a contract of employment but requested by him as compensation for 
throwng in his way what business he conveniently could, Held, to be illegal. 

Slater v. Northern Pacific Railroad Company. 

TICKET BROKERS.—The employment of ticket brokers and scalpers for the sale of 

railroad tickets placed in their hands to be disposed of at reduced rates under 
the pretense of paying commissions thereon, Held, illegal. 

In re Passenger Tariffs and Rate Wars. 

Rates obtained from ticket brokers lower than those offered at the regular offices 
of the company effect unjust discrimination. (Zb.) 

Local aND THROUGH RATES.—Through rates are not necessarily illegal which, when 
divided between carriers, give them less than their local rates, provided 
that the through rate itself is not less than some one of the locals, or un- 
justly discriminating against individuals or localities, or so low as to burdén 
other business with part of the cost of the business upon which it is imposed. 

Lippman & Co. v. Ilinois Central Railroad Company. 

RATES ON BRANCH LINES.—The service may be rendered under such dissimilar cir- 
cumstances as to make it lawful to charge more for the same distance on one 
line or branch line than on another line or branch of the same road. 

Logan etal. v. Chicago and North-Western Railway Company. 


H. Mis. 50-——16 
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RATES ON BRANCH LINES—Continued. 

A railway company while long maintaining a rate without the presence of com- 
petition on other than equal terms is making evidence that such rate is not 
too low. (1 Jb.) 

JOINT WATER AND RAIL LINES.—The fact that a railroad company makes joint ar- 
rangements with carriers by water for through carriage at through rates for 
one of its branch roads will not charge it with unjust discrimination for re- 
fusing to make identical arrangements on other parts of its system, when it 
appears that from such other parts of its system it actually makes through 
arrangements by more direct route and at the same rate, which are presump- 
tively of equal convenience to shippers. 

In re Joint Rail and Water Lines. 

PARTY AND PASSENGER CAR-LOAD RATE.—Party rates and passenger car-load rates 
lower than cortemporaneous rates for single passengers constitute unjust 
discrimination between persons entitled to transportation at equal rates, and 
are therefore illegal. 

In re Passenger Tarifts. 

INLAND RATES ON EYPORT TRAFFIC.—From November 4, 1887, to February 20, 1888, 
the trunk lines made through export rates, of which the inland proportion 
accepted by them was at the port of New York often 10 cents or more per 
hundred pounds less on light traffic than the published tariff rates charged 
at the same time to the same port. Held, vhat the discrepancy between the 
proportion of the through rate accepted and the established tariffs for sea- 
board consignments for the same inland carriage is not shown to have been 
justified by any circumstances tending to show that it was just or proper, and 
that it must therefore be deemed an unjust and unlawful discrimination as 
between the transportation terminated at that point. 

New York Produce Exchange v. New York Central and Hudson River 
Railroad Company eé al. 

IN RATES ON COAL TO POINT3 IN CANADA.—Upon an investigation by the Commis- 
sion it appeared that the Grand Trunk Railway Company of Canada trans- 
ports coal and coke under a schedule specifying a total from Buffalo, Black 
Rock and Suspension Bridge in the United States to Hamilton, Dundas and 
several other points in Canada, and that the published tariff rate for trans- 
portation from the points named to Hamilton and Dunéas is $1 a ton, but 
that it accepts a reduced charge or allows a rebate of 25 cents a ton in favor 
of certain consignees at Hamilton, Dundas and other points in Canada. Held, 
that the reduced charge accepted or rebate allowed is in violation of the act 
to regulate commerce and unlawful. b 

In re Acts and Doings of the Grand Trunk Railway Company of 
Canada. 
See Act to Regulate Commerce; Interstate Commerce ; Classification ; 
Preference and Advantage; Underbilling Passengers. 


WATER AND RAIL LINES. 


JOINT ARRANGEMENTS.—The act to regulate commerce does not empower the Com- 
mission to compel railroad companies to enter into joint arrangements with 
carrier by water for through carriage at through rates. 

In re Joint Water and Rail Lines. 

CoMPETITION By.—Does not justify greater charge for shorter distance while the 
carrier maintains the shorter distance rate where such competition is of 
greater force and more controlling than at the longer distance point. 

James & Abbott v. East Tennessee, Virginia and Georgia Railway 
Company et al. 
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WATER COMPETITION. 


WHEN NOT SUFFICIENT TO CONSTITUTE EXCEPTION UNDER SECTION 4.— 
Harwell v. Columbus and Western Railroad Company. 
IMPORTANCE OF,— 


First Annual Report of Interstate Commerce Commission. 
EFFECT OF UNDER FOURTH SECTION, (Ib.) 
EXCEPTIONAL CONDITIONS. 


Business Men’s Association of the State of Minnesota v. Chicago, St. 
Paul, Minneapolis and Omaba Railway Company. 
In re Tariffs of Transcontinental Lines, 
Second Annual Report of Interstate Commerce Commission, 
See Long and Short Haul Clause, 
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REPORT OF INVESTIGATION OF METHODS OF KEEPING FREIGHT 
ACCOUNTS. 


Proceeding under the order of the Commission a visit was made to the general 
offices, and the billing and loading stations of the larger roads at New York, Phila- 
delphia, Baltimore, Chicago, and Buffalo. At these points an examination was made 
of the various records kept in the accounting offices at the billing and receiving sta- 
tions and at junction points, pertaining to the movement of freight traffic, the collec- 
tion of freight earnings, and the payment of claims and vouchers; also as to the 
manner of recording and settlement of earnings from car mileage. 

In respect to all these matters it was found that the methods of the companies ex- 
amined were practically the same; that is, the same general system of accounting is 
followed by all. It was found that forrherly many companies worked independently 
of others, under a system which was considered most convenient for themselves; 
latterly, however, there has been considerable change in this respect, pertaining to 
traffic which is interchanged between roads and an effort made to place upon a uni- 
form basis all records and accounting. The Association of Railway Accountants, hay- 
ing a large membership of railways, is now dealing with plans for simplifying the ac- 
counting between roads, and will do much to bring about uniformity in this respect. 

For the information of the Commission and the purposes of this report, it seems 
only necessary to describe in general terms the records and methods of all. When 


making an examination of the records a copy was obtained of all forms and books — 


which came under my notice, and their use learned. Many of them, however, are 
used for office purposes only, but were retained with the others. Such of these fori 
and books which it is thought could in any way be of service to the Commission in 


making an examination of the freight records of any company, are here referred to 


with a brief explanation of their use. 


SHIPPER’S RECEIPT. 


The title of this blank differs, it being variously called ‘‘shipper’s receipt,” “ ship- i 
ping ticket,” and “‘dray ticket.” They are forms usually furnished by railroads to : 
Shippers, upon which a receipt is given by the representative of the railroad for — 
freight received for shipment. These forms are usually filled in by the shipper, and — 
show the shipping marks of the goods, description, consignee, and destination. In™ 
the larger cities where business firms are shipping daily, the shipping ticket, or dray — 
ticket is used by carmen and others to obtain a receipt for the delivery of the goods — 


at the railroad station. For local traffic passing between points on the same road 


the shipping receipt is frequently a combined receipt and bill of lading, and upon © 


the receipts so used there appear what are termed ‘conditions and rules,” or “ con- 

tract,” showing the conditions under which the traffic will be received aud carried 

by the company. These conditions contain, for example, a release for certain goods 

liable to leakage, or damage to perishable property, damage on account of storms, 

etc.; they state what goods will not be received for shipment, and give various rules 
244 
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as to the manner in which goods should be packed, etc. Where areceipt issued con- 
tains all the rules and conditions which are usually found in a bill of lading, it is 
understood that it is given as a bill of lading, and some roads call a shipping receipt 
so constructed a ‘bill of lading.” : 

The shipping tickets, or dray tickets, do not usually contain the rules and con- 

ditions, and are used principally by regular shippers for obtaining simply a receipt 
for the delivery of the goods at the depots. This is especially the custom with 
through traffic from the larger cities forwarded by the fast freight lines, 

The authority to issue bills of lading is not usually given to the agents at the depots 
where freight is received for shipment. For all through traffic bills of lading are 
generally procured by the shipper. and this may be done by presenting the receipt 
obtained at the depots at the office of the company where bills of lading are issued. 
When the shipping receipt is surrendered and a bill of lading issued in its place the 
bill of lading is the paper upon which the shipper depends for the fulfillment of the 
obligation of the railroad with respect to his shipment. 

At the large receiving stations in New York when freight is delivered the receipts. 
are usually presented iu duplicate; one is signed and returned to the shipper and the 
duplicate is retained at the station by the receiving clerks. When the freight is 
weighed and loaded into the car the weight of the freight, number and initial of 
car is noted on the duplicate receipt, which is then passed to the billing office where 
the way-bill is made. 

At the large stations, where a great quantity of freight is received daily, the receiv- 
ing clerks accept the freight at the shipper’s description ; that is, if several pack- 
ages of freight are brought for shipment, and described upon the receipt as containing 
certain articles, and the general appearance of the packages indicates that they do 
contain the articles described, the receipt is promptly given. Later, however, when 
the freight is weighed and loaded, it may be noticed that the goods have been wrongly 
described by the shipper for the purpose of evading the classification and securing a 
lower rate. When this is discovered by receiving clerks, inspectors, or others, the 
duplicate receipt which is retained at the loading station is changed, and upen it the 
goods are described as they are actually found to be. It therefore frequently occurs 
that the description of the articles upon the receipt retained by the shipper is en- 
tirely different from the articles as actually shipped and way-billed ; in such cases 
when a bill of lading is procured on the receipt held by the shipper the bill of lading 
is incorrect. 

At stations where considerable business is done, and the receiving of freight is re- 
stricted to certain hours, it is impossible for receiving clerks or agents to assure 
themselves that the contents of the packages are actually as the receipt made out by 
the shipper calls for, The weighing and loading of freight continues long after the 
prescribed time for receiving the freight, and when the weighing and loading is being 
done, agents, inspectors, and othersexamineand verify the description of the contents 
of the packages. There is a rule by which all roads using the official classification 
are governed, which is as follows: 

Agents at point of shipment will take care to assure themselves that contents of 
packages are actually what they purport to be. If they have reason to suspect that 
an attempt is being made to deceive the carrier, or avoid proper classification, they 
will require an examination of the contents, or other sufficient evidence that they 
are correctly described before receipting for same. Should freight be Incorrectly de- 
seribed and escape detection at shipping point, if the real character of the goods is 
discovered before delivery to consignee, or to connecting road, charges will be col- 
lected according to the proper classification. In case of loss or damage owner will 
‘be paid for articles as called for by receipt or bill of lading given at the time of ship- 
ment. 

Owing to the large amount of traffic at many of the important stations, as stated 
above, it is impossible for the agent to make the necessary examination of packages 
before receipting for same, as the foregoing rule requires; but the carriers claim the 
tight to satisfy themselves as to the contents of the packages and to way-bill, and col- 
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lect freight charges accordingly ; and in cases where the description of the article is 
changed by the railroad after the receipt and bill of lading have been issued, these 
papers become valueless in any subsequent dispute if the railroad can show delivery 
to the consignee of the goods as described and shipped by therailroad. The receipt is 
of value to the shipper to prove his delivery of the goods to the railroad; the 
bill of lading is generally used for this purpose when it has been procured. The 
subject of uniform receipt and dray ticket is receiving attention from the various 
freight associations. 
BILLS OF LADING. 


The object of the ‘bill of lading” is so well known that special comment upon 
its use does not appear necessary. A shipper after delivering his goods at a depot may 
there receive a bill of lading, or if not issued at the freight depot, may procure one 
at a designated office of the road or line on presentation of his shipping receipt. On 
all the lines leading from the sea-board to the Western cities the bills of lading are 
generally alike; on the business going west there is one style used, on business com- 
ing east another, and for the foreign or export business still another. The form of 
each does not vary materially ; the difference, ifany, is to be found in the rules show- 
ing the conditions under which the bill of lading is issued. A bill of lading issued 
by the Erie Dispatch (a fast-freight line operating over the New York, Lake Erie and 
Western Railway) for general merchandise from the east may be taken as an illus- 
tration of the bill of lading issued generally by the larger roads, and has the follow- 
ivg conditions: 

(1) In consideration of a through rate being given the right is reserved to forward 
the goods by any railroad line between points of shipment and destination. 

(2) The Erie Dispatch is responsible only as warehousemen when g ods are at any 
of their stations waiting delivery to consignee. 

(3) They will not be liable for injury to goods occasioned by weather, accidentak 


delays, or natural decay, or for loss from leakage, improper packing, or for loss or 
damage by fire while in transit, or while in depots or places of transshipment, or for 


loss or damage by tire, collision, or dangers from navigation while on sea, river, etc. 


(4) No responsibility is assumed for damage arising from chafing of goods packed 
in bales. 

(5) No guaranty of special time for delivery of goods. 

(6) Contains a list of perishable goods and other articles which will only be taken 
at owner’s risk unless specially agreed in writing to the contrary. 

(7) Gunpowder, friction matches, and combustibles will not be received except by 
special agreement. 

(8) When the merchandise covered by the bill of ladingis lost, the valne of same 
at point of shipment is tu govern the settlement, except where the value is specially 
agreed upon and the rates made accordingly. Carriers shall have the benetit of any 
insurance effected by the owner. 5 

(¥) Itis stipulated that in case of loss or damage sustained by property covered by 
the bill of lading during transportation, whereby any legal liability shall be incurred, 
ee Ce, in whose custody the goods were at such time shall be held answerable 
therefor. ; 

(10) No claim allowed for deficiency or damage to package if receipted for in good 
order at the point to which it is contracted by the bill of lading. 

(11) No claim allowed arising from insufficient packing or incorrect marking. 


The foregoing are in substance the conditions found upon all bills of lading apply- 
ing from the east to the west For business going in the opposite direction the bills. 
of lading are somewhat different; many of the conditions are identical, while others 
are inserted to meet the requirements of bulk traffic and other traffic which is trans- 
ported from the west to the east only. 

Another bill of Jading, known as a ‘foreign bill of lading,” or, as called by some 
roads, a ‘through bill of lading,” is used in connection with traffic from the west in- 
tended for export, and shows what line of steam-ships it is made in connection with. 
This differs somewhat from the other forms, to meet the requirements of this class of 
business more conditions appear, among them being the rule regarding the exchange 
of the rate to the equivalent foreign rate, and other rules regarding the transfers to 
the steam-ship line, and what release is made against accidents to the steam-ship 
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line, ete. So far as examined it is found that most of the larger lines issue through 
bills of lading jointly with the steam-ship companies, and that the conditions are 
practically the same. 

Another style of bill of lading is sometimes issued for the special traffic of spirits to 
be exported when such traffic is shipped in bond. The form of this is somewhat dif- 
ferent from the other bills of lading, but the conditions are very much the same as 
govern the bill of lading covering business passing from the west to the east. 

No detail examination has been made for the purpose of ascertaining to what ex- 
tent the bills of lading of the various roads and the various fast-freight lines differ. 
The question of a uniform bill of lading is one that has been for sometime under 
consideration by the freight associations. Ata recent meeting of the Central Traffic 
Association a special committee appointed in connection with this subject reported 
that they would soon be in position to submit a uniform Dill of lading for adoption 
by the joint committee, which represents ail of the roads east of the Mississippi and 
north of the Ohio River. The committee is at this time considering the manner of 
stating upon the Dill of lading what is known as the “non-negotiable clause.” If 
the action of this committee is accepted, and uniformity in the construction®of bills 
of lading secured for the large territory of the joint committee, it is thought that, 
similar action will follow from other associations. : 

The bill of lading is of value to the shipper to insure proper delivery of goods at 
destination ; it is an important paper iv connection with all claims that may sub- 
sequently arise from loss or damage, or other failure to properly transport the goods 
it covers. It is the custom in connection with claims for loss or damage to have the 
bill of lading accompany such papers, in order to ‘prove the character and condition 
of the goods at tiwe of shipment. 

Railroads are now in the habit of issuing a through bill of lading to any point in 
the country to which a through rate may be made, guarantying the delivery of the 
goods at destination, collecting the charges from each other, etc., so that the shipper 
has nothing to do but to ship his goods to the consignee at point of destination, who 
on receiving the freight pays the full charge. This saves a great deal of labor to the 
shipper, who instead of having to deal with every road in the route over which his 
freight passes, need only transact his business with the initial road. It is one of the 
objects of the freight associations to extend the system of through billing and in- 

crease the number of points to which through bilis of lading may be issued. There 
are now few points inthe United States between which through rates and through 
bills of lading may not be obtained. 

Copies of the bills of lading of all the important fast-freight lines and railroads 
have been obtained and may at any time be produced for examination. 

It is proper here to call attention to the consideration given by the Commission to. 
the subject of “ conclusive bills of lading ;” this may be found at page 484 of the 

Second Annual Report of the Commission, ‘ 


TALLY-BOOK. 


It frequently occurs that when freight is received at the larger stations it is tera- 
porarily stored before loading it into the cars. Certain portions of the depot are: 
allotted for freight for certain destinations, and all freight for the same or common: 
destination is assorted and placed together. ‘When this freight is afterward loaded 
into the carsit is ‘‘ tallied in”; thatis, record is made by the checker or tallyman upon 
the tally-book. This record shows the marks, name, destination, consignee, descrip- 
tion, and weight of goods. The tally-book is afterwards passed to the billing offlece 
and the way-biils are made. 

The tally-book is also used for checking large shipments of sugar, flour, and other 
articles requiring a check on the count before receipting and billing. A shipment of 
sugar of a thousand barrels is often made by one shipper to several consignees, and 
for such shipments it is not always the custom to mark each barrel. The shipment 
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may be received at the railroad station or pier from boats or lighters. A memoran- 
dum accompanies the cargo, showing that a certain number of barrels are to be for- 
warded to certain consignees. When this is unloaded the tally-book is used by the 

tallyman, or checker, to get a record of the name of each consignee and the number 

of barrels for each, and from the tally-book check the loading into the car. When 

the loading is finished the way-bills are made from the tally-book. The tally-book, 

is also used to check freight received, to ascertain that the contents of the car check 

outas billed. It isthe custom at some stations, when way-bills are received by mail 

of car-loads of mixed freight, to havea rough copy of the way-bill made into the tally- 

book showing simply the names ‘of the consignees and the articles. This tally-book~ 
is then passed to the checkers, who are at the car when it is unloaded and check 

upon the tally-book the items for each consignee as unloaded; any discrepancy 

in the billing or loading is then discovered. 

The books or blanks used for tallying purposes are variously called “‘tally-book,” 
“‘checker’s book,” ‘‘checker’s tally-list.” The book is a sort of a blotter, no special 
form being followed. Where they are used they form a rough record of traffic re- 
ceived and forwarded, and are frequently of use as reference in settlements of claims 
arising for loss or damage to shipments, and would be further useful for proving the 
actual loading or unloading of freight. 


WAY-EILLS OR MANIFESTS. 


The ‘‘way-bill” is a bill made at the office of a station of a road from which freight 
is forwarded. It describes the shipment, and usually accompanies the freight to its 
destination, being placed in the charge of the various conductors of trains upon which 
the freight is carried. The form of way-bills differs to meet the requirements of par- 
ticular freight. For freight which is purely local, passing between points on the same 
road, there is used a way-bill for general merchandise, which, with most roads, is 
alike in its form. With some roads a special form of way-bill is used for other 
freight, such as live etock, coal, perishable freight, and for company’s freight. On 
nearly all of the business passing from Eastern cities to Western cities, such as Chi- 
cago, St. Louis, etc., way-bills are made ‘“‘ through,” such freight usually being carried 
by the fast freight lines. These way-bills are called “‘through” or ‘line way-bills.” 
The railroads keep separate the traffic of each fast freight line, and for this purpose 
each line has its own form of way-bill. The forms of the line bills, however, are not 
materially different from those the railroads use for their own business. Freight upon 
which the charges are prepaid is way-billed on a separate form of bill. Freight in 
bond received at the port of New York for immediate’shipment is forwarded under a 
special way-bill. Merchandise in bond destined to points in Canada is consigned to 
the collector of customs at ports of transshipment. A special form of way-bill is used 
for such freight. 

All way-bills show date of shipment, number of way-bill, car initial and number, 
points from and to which the shipment passes, name of consignor, name of consignee, 
description of articles, the weight, the rate. freight charges, advance charges, the 
amount of prepaid charges, or the total charges to be collected. 

As stated, way-bills usually accompany the freight when the shipment passes be- 
tween points on the same line, and also when the freight is billed by the car-load, 
such as coal, oil, lumber, ete. Ifthe shipment is for a mixed car-load of freight pass- 
ing over the entire length of a road, or between stations a considerable distance 
apart, it is the custom to send with the car what is termed a “running card” or 
‘memorandum way-bill,” or “loaded car ticket.” These show only the number 
and initial of the car and its destination, and are for the guidance of conductors 
These cards are also used for solid car-loads of freight going long distances, or when 
it is impossible to make the regular way-bill without delaying the movement of the 
freight, and whenever they are used the regular way-bill, giving a full discription 
of the shipment, is usually sent by the agent at the forwarding station to the agent 
at destination by mail. The through freight between the sea-board and western cities 
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ds all forwarded on the through or line way-bills. The various fast-freight lines have 
their own bills, bearing the name of the line. AU freight solicited for shipment by a 
fast freight line is way-billed on a bill of that line. No separate office organization, 
however, is maintained by the fast-freight lines for billing purposes; this work is 
done by the same force that handles the work of the road over which the line oper- 
ates. For example, the Commercial Express line operates over the New York, Lake 
Erie and Western Railroad and connections. Freight solicited and to be shipped 
via the Commercial Express line is received at the depots of the New York, Lake 
Erie and Western, and while the shipping receipt and Dill of lading are made on 
Commercial Express line blanks, the freight is treated the same as if it were road 
freight proper, except that it is loaded into Commercial Express line cars when avail- 
able, and the way-bills are made on Commercial Express line blanks. 

The billing offices keep separate for accounting purposes the records of the billing 
of each line. 

When a through way-bill is made from New York to Chicago, as if the entire dis- 
tance was covered by one road, it is called “ through billing.” Some years ago it was 
the custom to way-bill goods only to the terminus of aroad. Ifthe shipment was to 
pass over several roads to reach its destination, each road would take it up as a new 
shipment and way-bill it for its portion of the haul, showing upon the way-ill, un- 
der the head of ‘‘adyvance charges,” the freight charges which accrued to the line 
delivering it to the road making the new billing. The custom of through billing 
has been in yogue with many of the fast. freight lines for years, and in the last few 
years much has been done to improve and extend this practice under the supervision 
of the various freight associations. At this time this subject is receiving attention 
at the hands of the Western associations (The Central Traffic Association and the 
Western Freight Association), with a view to organizing through billing arrange- 
ments between points in the territory of each association. The advantages of through- 
billing arrangements to the carriers and shippers are apparent. To the shipper much 
time is gained in the movement of freight by avoiding the delay consequent upon re- 
billing and transfers at the termini, and to the railroads a vast amount of clerical 
work is saved. 

Through billing is also done jointly by many railroads which may not have their 
through fieight business handled by a fast-freight line organization. Neighboring 
toads frequently so arrange that traffic originating on eitherroad destined to a point 
on the other road may be way-billed through to destination without rebilling at the 
termini. Wherever this is done, it is necessary for the roads parties to the arrange- 
ment to agree upon a basis upon which the division of the rate shall be made in a 
final settlement as between themselves, and upon most way-bills covering through 
business appear the percentages upon which the division of the earnings is made, 
and the amount of earnings accruing to each road. Other roads having joint billing 
arrangements do not show the percentage division of the rates upon the way-vills ; 
the allotment of earnings between such roads is made in the accounting departments 
of the roads monthly under the agreed percentages. 

The Star Union line is the through-freight department of the Pennsylvania Rail- 
road and Pennsylvania lines west of Pittsburgh. All way-bills for the through busi- 
ness of these roads east and west of Pittsburgh are analyzed in the office of the andi- 
tor of the Star Union line, and the revenue divided upon the established "percentages. 

The majority of the way-bills of the fast freight lines show the proportion of the 
earnings accruing to each road forming the route. For example, on a shipment via 
the Lackawanna fast freight line from New York to Chicago, the way-bill would show 
the through rate and the through charges. Such a shipment would pass over the 
Delaware, Lackawanna and Western Railroad to Buffalo, and thence via the New 
York, Chicago and St. Louis Railroad to Chicago. The way-bill would show the per- 
centage of the rate to be allowed the Delaware, Lackawanna, and Western Railroad 
to Buffalo, and the percentage of the New York, Chicago and St. Louis Railroad from 
Buffalo to Chicago. 
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When way-bills are made, copies of them are always sent to the accounting offices: 
ofrailrvads and to the fast-freight line interested. From these way-bills the accounts 
ing of the business of the line may be made up. Therefore, in the particular ship- 
ment just referred to, when the copy of the way-bill was received at the auditor’s 
office of the Delaware, Lackawanna and Western Railroad, it would show that that. 
road had carried certain freight to Buffalo which was destined to Chicago, and upon 
which the Delaware, Lackawanna and Western Railroad’s earnings were so much-— 
a stated figure. The way-bill would also indicate that this freight was forwarded — 
via the New York, Chicago and St. Louis Railway, and as the latter road would col- 
lect the total freight charges at destination, the Delaware, Lackawanna and Western 
in its current account charges to the New York, Chicago and St. Louis Railway the 
earnings due the Delaware, Lackawanna and Western on that particular bill. The 
agent of the New York, Chicago and St. Louis Railway, when that freight is received. 
at destination, collects the total freight charges as appear upon the way-bill, and a 
remittance of the money and statement is made to the accounting office of the New 
York, Chicago and St. Louis Railway. That latter office ascertains that of the total 
amount collected for that bill a certain portion of it is due the Delaware, Lacka- 
wanna and Western Railroad for its haul to Buffalo, and accordingly credits the Dela- 
ware, Lackawanna and Western with that amount. At the end of the month a set- 
tlement is made, the balances audited, and the money paid by one to the other, as the 
case may be. 

When settlements are made in this mannef at the end of the month they are termed. 
“auditor’s settlements.” Where railroads are closely allied and their interchange: 
business large this custom prevails, but with others the charges accrued up to a 
junction point are at once paid by the receiving road tothe delivering road when the 
freight is transferred. Settlements made in this manner are called ‘junction point 
settlements.” For two or three years past there has been an attempt to bring about. 
a uniformity of practice in this respect. Many roads are in favor of junction point. 
settlements only, while others prefer the auditor’s settlement, which is made through 
the accounting officesonly. The volume and character of the business usually guides 
as to which method is preferable. At the large junction points, such as Buffalo, the 
agencies are quite important offices, and there is established with most ro.ds the cus- 
tom of exchanging balances at least once a week. At the smaller junction points 
many roads will not place the authority with their agents to receive and collect these 
interchange charges, preferring to make the settlements through the accounting 
offices at the end of the month. 

The methods in vogue at jnnction points governing the collection and payment of 
charges shown upon the way-bill will be further referred to under the heading of 
“ Accounts at junction points.” 

When the way-bill is made in the office of the freight forwarding station it is the 
custom to make a number of tissue impressions of the way-bill; these tissue impres- 
sions are sent to the various offices, where any accounting may be done with respect. 
to the movement of the freight they cover, and also to the offices of agents and others 
for their gnidance as to the character and volume of freight being shipped daily. If 
the business is ‘‘line” freight, a copy of the bill is sent to the office of the auditor 
of the “line” organization. By this arrangement officials in charge of the commer- 
cial department of a road are in‘ormed what important shippers are shipping, and 
the management has general information as to the character of the business moving. 
Daily copies are also sent to the office of the auditor of the road and are used there 
for many purposes. They are taken as the original record of the movement of all 
freight and axe used to make the necessary charges agaiust the station at which the 
money is collected, or against the connecting road when freight is delivered to an- 
other road at a junction point. In the auditor’s office all the way-bills are examined 
and checked to ascertain whether the rates charged are correct and also whether the 
freight charges have been correctly computed ; if errors are found the other offices 
affected are notified and the necessary corrections made. In an auditor’s office way- 
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bills are constantly needed for reference. If claims for loss or damage are made, it is 
customary, before proceeding in any way to adjust such claims, to first ascertain how 
the goods were actually way-billed. This information is procured from the copy of the 
way-bill in the auditor’s office. The way-bills are also used for the compilation of 
statistics showing the tonnage moved and the distance carried, and also for the con- 
densation of the tonnage of traffic delivered to and received from connections, This 
latter information generally appears upon the way-bills, as they show the initials of 
connecting lines from which the traffic is received or to which it is delivered. 

Copies of all way-bills are kept at the stations where made, and copies and the 
original are retained in the auditor’s office. If the methods of any road were in 
question, an examination of the way-bills would show: 

(1) What rates were charged. 

(2) Whether the rates charged were in accordance with the published tariffs. 

(3) Whether the articles were properly classified. 

(4) Whether estimated weights, when used, were correctly stated. 

(5) Whether the weights were generally correct. 

(6) Whether any exception had been made in the way-billing and handling of 
particular shipments. 

Ou traffic passing over a bridge on which toll is charged or traffic subject to light- 
erage, terminals, or special switching charges, it is customary to deduct from the- 
through rate, before dividing the same between the roads in the route, the amount 
charged for this special service, and credit the same to the road or bridge company 
performing such service These charges are separately shown upon the way-bill.. 
For example, at Philadelphia the Philadelphia and Reading Railroad make a termi- 
nal charge of 14 cents per 100 pounds on all freight passing into Philadelphia over 
its line, in addition to the proportion which the Philadelphia and Reading Railroad 
would receive for its haul out of the through rate. A through rate from East St.. 
Louis to Philadelphia of 50 cents under the arrangements now in effect would be di- 
vided as follows: 


r 
Percent. | Cents. 
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It will be noticed that in the above the division between the roads is made on the 
basis of 48.5 cents, which is the rate after deducting the Philadelphia and Reading 
terminal. The Philadelphia and Reading proportion of the 48.5 cents is 8.1, to which 
is added the terminal, making 9.6 cents of the through rate. 

The Pennsylvania Railroad also charges a terminal of 5 cents on all freight des~ 
tined to Jersey City or New York. This terminal it is understood is allowed owing to 
their extensive facilities at Jersey City and on account of the large amount of money 
invested in the eastern division of the road. On most of the traffic the terminal 
charge is 5 cents per 100 pounds, Certain western roads will not consent to a ter- 
minal allowance to the Pennsylvania Railroad in the division of rates of over 3 cents 
per 100 pounds; but an arrangement exists with the Pennsylvania lines west of Pitts- 
burgh to the effect that the division of the rate east of Pittsburgh will be so adjusted 
as ie allow the Pennsylvania road proper 5 cents as a terminal charge. In the ac- 
counts of the Pennsylvania-Railroad the earnings of the various divisions of the 
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road are kept separate, and the division of rates is always so made that the New 
York division will receive 5 cents terminal charge on all freight. In cases where only 
3 centsis allowed by the western roads the revenue accruing to the Peunsylvania road 
east of Pittsburgh is so divided between its own divisions in the ultimate account- 
ing that the New York division. will receive its 5 cents terminal, ~ 

The switching which may be done to place the car at a warehouse door after 
arrival at destination is usually charged for according to the location of the switch 
from the general receiving depot. Such charges do not always appear upon the way- 
bill; the service may be charged for independently of the freight charges. 

It is claimed by some companies that it would be impossible to move freight with- 
out a way-bill of some description being made. By the records of one road it appeared 
that freight could not be forwarded without a way-bill showing charges, except 
freight for company’s use; the agent at forwarding station would be required to make 
a regular way-bill for freight of any description, and such way-bill would be num- 
bered in a regular series. After the freight has been forwarded and manifested the 
charges or any portion of the bill can not be canceled except on an order from the 
the records office of the auditor. It would therefore seem impossible to move freight 
withont showing such movement. 

For traffic passing over the lake lines the same general plan for way-billing and 
accounting is followed as in use by the railroads. The Western Transit Company, a 
line operating on the Erie Canal and lakes, use three kinds of manifests; one for 
billing westward freight at Buffalo re eived from the railroads and local shippers; 
another for billing freight received from the canals; and a somewhat different form 
for the business coming eastward from Chicago. The forms are nearly similar to 
those used by the railroads and show consignor, consignee, description of shipment, 
the lake rate, the lake earnings, and the charges accrued up to the point of delivery 
to the lake line. 

The ‘‘Anchor Line,” the lake line connection of the Peunsylvania Railroad, follows 
the methods of the Pennsylvania Railroad. By this line the forms used for business 
interchanged with the Pennsylvania Railroad are slightly different from the forms 
used for business interchanged with other roads, and a distinction is made in the 
way-billing of business to and from Lake Superior ports; the infurmation shown upon 
‘the bills, however, is practically the same. 

With the lake lines, as well as with the railroads, the way-bills are the original 
papers showing details of all shipments, which together with the records pertaining 
to the way-bills, would be the proper source of reference for the purpose of ascer- 
taining the rates of freight charged by such lines. \ 


AGENT’S RECORD OF FREIGHT FORWARDED. 


At every forwarding station or billing office a record is kept showing the details of 
each consignment shipped. These records are kept in what are called ‘ freight for- 
warding book,” ‘‘freight forwarding register,” ‘ way-bill record,” and ‘‘ manifest- 
book.” They contain practically acopy of the way-bills. At the lacgestations these 
books are made of tissue copying paper, and when the way-bill is made an impression 
is made on one of the leaves of the book; in such cases the record book is the same 
as the way-bill. At stations where the business is not so large a record book is kept 
into which is entered the same particulars of a shipment as are shown upon the 
way-bill. If for any reason the originals or copies of way-bills were not to be ob- 
tained these records would be of use as giving the same information for each ship- 
ment as appears upon the way-bill. 

With the lake lines a similar record is kept for recording the west-bound ship- 
ments from Buffalo. The title of a book of this kind used by the Western Transit 
Company is, “record of west-bound shipments from Buffalo.” This book contains 
the substance of the manifests; it is also arranged to show the division of the earn- 
ings of the lake line and its immediate eastern connections. For the business coming 
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eastward from Chicago, Milwaukee, etc., a different form is used to accommodate the 
different character of the traffic, but the information contained is practically the 
same as the west-bound book. 

All roads keep a book of this character at stations from which freight is forwarded, 
and at junction points. At stations where the traffic of the fast freight lines is way- 
billed similar books may be found for such traffic. 


AGENT’S RECORD OF FREIGHT RECEIVED. 


At all freight stations a record is kept of freight received. These records are dif- 
ferently named, such as “ freight received book,” ‘record freight received,” and 
‘‘freight received register.” The form is nearly the same as the way-bill. At some 
stations a space is allowed for the consignee to receipt for the delivery of the articles ; 
at other stations receipt is taken separately on a regular receipt form. At every sta- 
tion receiving freight there should be found a record of this kind, which should con- 
tain complete description of all freight received at that station. 

For the lake lines a form similar to the one used for freight forwarded is in use for 
recording the freight received. 

Separate freight received records are kept for the fast freight lines. 

Reference to these records would show whether the freight charges were accurately 
stated at point of delivery. of the goods, and whether the expense bill for payment of 
freight charges by shipper or consignee was correctly made. 


AGENT’S REPORT OF FREIGHT FORWARDED. 


Agents at stations forwarding freight are required to make a report daily to the 
auditor’s office. This report is an abstract of the way-bill, dealing particularly with 
the money items, and by many companies is called ‘‘agent’s abstract report of 
freight forwarded.” Upon this blank each way-bill must be reported separately, and 
a clear impression or written copy of every waybill must accompany the report. 
This report and the way-bills are used in the auditor’s office to charge against the other 
stations the amount of freight consigned to each station, and are otherwise used for 
the purpose of compilation of the tonnage and earnings. 

Some roads make a distinction in the abstract report made to the auditor by using 
separate blanks for their local traffic and another form for freight received from other 
roads; these latter blanks are usually used at the junction points and show more de- 
tail as to eachshipment. For example, if areport of passing freight was made at a 
junction point of the New York Central road it would show all of the freight passing 
on tothe New York Central road for each twenty-four hours. This report would show 
where the traffic originated, to what point it was destined, the date of the way-bill, 
car initials and number, the character of freight, weight, proportion of earnings 
which would acerue to the New York Central road, the advance charges, and the total 
charges to be collected. If freight is way-billed through from Chicago to Boston con- 
signed to the New York Central, when that freight reached Buffalo and was for- 
warded east the agent at Buffalo would make a report upon the blank last referred 
to, showing the date it passed east from Buffalo, and other details with respect to 
charges, etc. 

This report, in counection with copies of way-bills and agent’s record, should show 
that all traffic moved had been correctly reported to the accounting office. 


AGENT’S REPORT OF FREIGHT RECEIVED. 


This form is used by agents to report to the auditor all freight received at their 
stations. The form for local business is the same as ‘‘agent’s report of freight for- 
warded.” Forthe through or line business the agents at junction points are required 
to make a report of all traffic received at their stations destined to points beyond. 
When a shipment passing from Chicago to Boston via Buffalo and Albany is made, 
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the agent of the New York Central and Hudson River Railroad at Albany would be 
required to report to the auditor of that road the arrival of the freight at his station 
and delivery to connecting road, This form shows point of origin and destination, 
the date it passed the junction point, the weight, the earnings of the road making 
the report, as well as the other charges making up the through charges to destina- 
tion. Agents at junction points are required to make to the auditor a full report of 
all freights received at and forwarded from their station, as well as to report sepa- 
rately freight passing through their station received from or delivered to connecting 
lines. This is the custom of the New York Central and Hudson River Railroad. It 
is not understood, however, that many roads require agents at junction points to 
make an abstract report of freight passing such stations. With other companies 
almilar information is obtained from the impression copies of the way-bills which it 
is understood are furnished all roads parties to a route over which freight is passing 
on a through way-bill. 

A similar form of report which agents are required to make to the accounting offi- 
cers is for traffic upon which the charges are adjusted through the general officers of 
the company. For example, it is the custom with many of the eastern roads to settle 
with the large coal companies once a month, or at other stated periods, for the freight 
charges upon traffic carried. One road receives coal from large shippers located on 
its line, and its agents are instructed to way-bill such traffic as prepaid. The freight 
‘is 80 way-billed and forwarded, and the agents forward to the auditor’s office on a 
blank specially prepared a report showing the weight and charges on coal shipped 
from their station, giving the date, the point to which shipped, weight, rate, and 
amount of charges. It is understood that with these large shippers an open account 
is kept in the general offices of the railroads, and settlements are made at stated 
periods. The agent’s account for the money which would apparently be in his pos- 
session by the prepayment of such freight is adjusted in the accounts of the general 
office. Another road handles its ice traffic in the same manner. The payment of 
freight charges on both coal and ice traffic is made by the shipper, as these com- 
modities are sold “delivered.” No special reports of this freight are required from 
the agent after it is received ; it is simply reported with other freight and the earnings 


reported as prepaid. 
OVER-SHORT-AND-DAMAGE REPORTS. 


When freight is received at a station, and it appears that the articles do not corre- 
spond with the way-bill, that is, if anything is lost or damaged, or if there is any more 
of one article than the way-bill calls for, it is the custom to make what is termed an 
“‘over-short-and-damage report.” The form of this report isso constructed as to show 
the station at which the freight is received, the train bringing the freight to the station, 
the condition of the car when received—whether locked or unlocked—and to show 
the difference in the articles as manifested and as actually received. If the shipment 
is not received as billed the agent is required to fill out one of these reports and for- 
ward it to the freight claim department ; also to the agent at the forwarding station. 
The form requires that he shall state regarding such shipments what the condition of 
the car was when received at his station, whether the marks of the freight were 
plain; if damaged, what was his estimate of the amount of damage ; whether any- 
thing was loaded against or on the freight damaged ; what he would state as his rea- 
son for the “over,” ‘‘short,” or “damage,” and other particulars concerning the con- 
dition of the freight. The copy of the report sent to the forwarding agent requires 
the answering of several questions which will show the condition of the freight when 
received at the station to be forwarded. When these are written in the agent at 
the forwarding station is required to send the copy of the report to the freight claim 
department. 

The freight claim department therefore has full knowledge of the condition of the 
freight when received for shipment at the forwarding station and when delivered at 
destination, All agents being required to report to the claim department freight 
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which may be “ over short or damaged ” at their station, the claim department is at 
once able to forward to proper destination any freight which may have been left at 
neighboring stations through error, or from other causes. If the report of ‘over 
freight” from the various stations will not account for the freight reported “short,” 
it is concluded that the freight missing must have passed on to the line of some con- 
nection. By this system of reporting, freight which has gone astray is readily found. 
The question of loss to shippers on freight which is not found, and the amount of 
damages to be allowed for freight so reported, is a matter of subsequent investigation 
and adjustment. Freight received at a station which does not belong there is at 
once forwarded to the proper destination if known, but if there is any doubt as to 
where it belongs the agent is instructed to keep it until he receives orders to forward 
it to some other station. Regular forms are provided for this purpose, and when 
necessary are sent to the station agent from the general offices of the company, order- 
ing the movement of the freight to some other station. This is his authority for so 
doing, and he reports the movement to the general office accordingly. When freight 
is lost-and not found by an “over” report, a tracer is sent out as below described, 


TRACERS, 


It is the custom, where freight is reported by station agents as being short, for the 
general office—usually the claim department—to send out what is called a “ tracer.” 
The heading on a tracer sheet reads as follows: 

Freight agents at stations named below will make careful search through their 
freight house and report promptly hereon whether they find any freight unclaimed 
with or without mark, answering the following description. 

The blank then provides for the description of the shipment. This form is first 
sent to the station at which the freight was received for shipment. Space is pro- 
vided for the agent to state whether the freight is at his station or not; ifin the neg- 
ative, it is then passed to the next station, and so on until it reaches the end of the 
road. With the tracer issent a copy of the way-bill showing the initial and number of 
the car in which the freight started. Ifthe tracer fails to locate the property at any of 
the stations on the line of the first carrier the papers are referred to the connecting 
road to which the freight was understood to have been transferred, and a similar 
tracer is forwarded until the goods are traced to their destination. A regular form of 
tracer is used between connecting roads to show the date of the transfer of goods, and 
further particulars regarding the shipment. 

A book is also kept in the claim department containing a description of the ship- 
ments for which tracers have been made, the date the tracer was started, and result 
of tracing—whether the goods were found, if not, how the matter was adjusted. 


CORRECTION SHEETS. 


When an agent at a receiving station discovers an error in the waybills of freicht 
received, a ‘correction sheet” is made and forwarded to the agent at the billing 
point, and a copy is also sent to the auditor. In the same manner if the agent ata 
forwarding station discovers after the freight has been way-hilled that there was an 
error in the rate or computation of the earnings, he at once makes a “correction 
sheet” and forwards the same to the agent at destination, and a copy to the auditor. 

When the reports of agents for freight forwarded and freight received reach the 
auditor’s office they are examined, and if errors of any kind are found by the auditor’s _ 
office, a “‘ correction sheet” is made and copy of same is forwarded to the agent at 
starting point and to the agent at destination, and their records are adjusted accord- 
ingly. 

If corrections are made upon through billing it is the custom also to send correc- 
tions to the agents of connecting roads to which traffic was delivered, so that the 
proper charges may be collected at destination. If the traffic is covered by a fast 
freight-line way-bill it is also necessary to advise the counting office of the fast 
freight line of any changes necessary in such billing. 
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UNDER-AND-OVER-CHARGE REPORT. 


At many of the large stations the errors made in the billing frequently aggregate 
large sums. Where these errors affect the amount of charges to be collected they are 
adjusted before the freight is delivered, This may not always be possible, and an 
account is kept which is termed an ‘‘under-and-over-charge account,” and at the 
end of each month the agents are required to make a report of such ‘ under-and- 
over-charges,” showing the difference which may appear as a debit or credit to their 
accounts. Ifan agent from this cause becomes indebted to the company, and such 
indebtedness can not be otherwise adjusted, a voucher is passed for the purpose of 
balancing the account, such voucher being termed ‘‘re-imbursement voucher,” and 
record of the same may be found in the auditor’s office. 


FREIGHT EXPENSE BILL. 


When freight is received at a station the agent makes what is termed an “expense 
bill.” This gives a description of the consignment, and should correspond with 
the way-bill and agent’s record of freight received, showing the weight, rate, and 
amount of charges to be collected. When the freight is delivered the charges shown 
by the ‘expense bill” should be paid by consignee, who retains the ‘* expense bill’” 
as a receipt for the payment of the charges. The “expense bill” is required by the 
railroads to be produced to show what payment was made by consignee in case of 
any subsequent claim or controversy as to rates, or other questions arising in connec- 


tion with a shipment. 
MEMORANDUM AGREEMENT. 


It is the custom to require the prepayment of freight charges on all perishable 
property. Sometimes this practice is waived by the railroad companies, and whenit 
is the shipper gives a guaranty that if the freight charges are not paid by the con- 
signee at destination they will be paid by the shipper. A regular form is used by 


the railroads for this guaranty. 
E RELEASE, 


Certain articles of freight, as specitied by the classification governing, will not be 
shipped unless a ‘‘release ” from all damage in the transportation of such articles is. 
given by the shipper. For this purpose a regular form is used, and when signed by 
the shipper “releases ” the railroad from certain liabilities. 


LIVE-STOCK CONTRACT, 


For all shipments of live-stock most roads havea form of contract which states 
certain conditions under which live-stock will be transported. The value of the live- 
stock is stipulated in the case of injury; it also states that the shipper is to load, 
feed, and water stock, and contains rules regarding the passing of men in charge of 
live-stock. 

MISCELLANEOUS BLANKS- 


At some stations a form of receipt is used to be signed by consignee for the delivery 
of the goods; there are also books for this purpose. 

At the larger stations when freight is received it is the custom to notify the con- 
signee, by postal card or otherwise, of the arrival of his goods. In New York, where 
the delivery of the freight is to be completed by lighter, it is the custom to notify 
the consignee that goods are ready for delivery and will be transferred to the depots 
of the road receiving same unless the consignee notifies the road that delivery is pre- 
ferred at some other point within the lighterage limits. 

Most of the trank roads at New York have consigned to them direct from foreign 
ports traffic for shipment to interior points in the, United States. Such traffic is 
termed ‘Foreign Freight,” and separate reports are made by agents at forwarding 
stations of such freight. Forms are specially provided for this purpose. 
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ACCOUNTS AT JUNCTION POINTS. 


The process of passing or transferring freight from one road to another at junction 
points is governed by the character and volume of business at such points. Buffalo 
is a large junction point as well as a large local st ition. Freight is transferred at 
that point between several railroads, between the railroads and the lines operating 
on the lakes, and between the canal and the lake lines. The methods for the expe- 
ditious movement of through freight at Buffalo are under the general supervision of 
what is called the “Buffalo local committee,” composed of agents of the different 
roads connecting at Buffalo, under the direction of the Central Traffic Association. 
Similar committees have supervision of the business at other important junction 
points. 

Nearly all of the eastern roads delivering freight to western roads have yards ad- 
joining those of their connections, so that for solid car-load freight the actual transfer 
ismade simply by the change of engine and crews. In the vicinity of Buffalo are 
Black Rock and Suspension Bridge, both terminal points of the eastern and western 
roads. In order to connect with the western roads which have their freight terminus 
at either of these points, the eastern roads will way-bill their freight to the point neces- 
sary to make the direct connection. For example, if freight from the east is routed 
via the Lake Shore road from Buffalo, it would be way-billed by the eastern road to 
Buffalo; if the same eastern road had freight for the Grand Trunk Railway, it would 
be way-billed to Suspension Bridge; if for delivery to the lake lines, it would be 
way-billed to the particular local station in Buffalo nearest the wharves of the con- 
necting lake line. Traffic coming east is way-billed to the point near Buffalo at 
which direct connection is made with the eastern road over which the freight is 
consigned. Grain from the lake lines passes into the elevators and then to the 
ears. The live-stock traffic coming eastward is all way-billed to the stock-yards at 
East Buffalo. All of the railroads entering Buffalo have trackage arrangements by 
which they can reach the stock-yards, and if the stock is unloaded for any reason 
from the cars of the western roads they can be reloaded at the stock-yards into 
the cars of the road over which they are consigned. 

For freight passing West on a through way-bill no new way-bill would be made at 
Buffalo; the original bill or running card would pass Buffalo with the freight. For 
such freight the agent at Buffalo would record its arrival upon “Agent's Record 
of Freight Received,” designating it as passing through, and a corresponding report 
would be made to the auditor of each day’s business. A form of receipt, which is 
called by some a ‘Transfer Slip,” or a “‘ Transfer Way-bill,” would be made by 
the agent of the eastern road, giving a description of the goods, way-bills, ete., and 
signed by the agent of the connecting road forwarding the freight. At some stations 
a book is kept for this purpose. At other stations an order is given to the yard mas- 
ter in charge of switching that certain cars are ready for delivery to-a connecting 
road. When the switching is done a receipt is signed, which becomes the agent’s re- 
ceipt for the delivery of the cars to the connecting road. A record of some sort may 
be found at junction points showing delivery of all freight to or received from con- 
nections. 

When freight is way-billed through, and is moving under a “running card” or 
“loaded car ticket,” such car-ticket moves with the freight. to junction point. Upon 
the backs of these car tickets is a space which is required to be filled up by the freight- 
train conductors, showing the movement of the cars. It is therefore an easy matter 
to trace the actual movement of all traffic which may be covered by a through way- 
bill, and to ascertain the exact time it reached and left a junction point, as the run- 
ning cards may be found on file in the auditor’s office. 

The manner of unloading package freight at junction points depends entirely upon 
the character of the freight and the quantity. .When loading mixed car-loads at the 
eastern cities for western points an attempt is made to keep together all freight for 
common destinations, in order to avoid the reloading at the junction point. West 
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of Buffalo there are a great many points which are called ‘“‘ Through Billing Points,” 
principally the cities and the larger towns, and freight destined for smaller towns 
throughout the western States is way-billed through and loaded in cars for the larger 
points to which there is generally sufficient freight to make a car-load. Package 
freight destined for points beyond. Buffalo which are not through billing points 
would be transferred to the proper connecting road at Buffalo. The mannerin which 
these transfers are actually made varies, owing to the arrangements which may be 


made between the local agents at Buffalo, such arrangements being usually with a — 


view to make the labor as light as possible, and facilitate the quick movement of 
freight. Thus, if the New York Central road had package freight in several cars ar- 
riving at Buffalo, and that freight occupied the greater portion of several cars, all 
such cars might be switched to the station of the connecting road; or if there was 
sufficient freight in several cars of the New York Central road consigned to the Lake 
Shore road, such freight would be concentrated into one car and the car turned over 
to the Lake Shore road. 

The accounting in billing offices with respect to package freight not billed through 
is the same as if the freight became a new shipment from Buffalo; that is, the rec- 
ords in the office of the New York Central Railroad would show its arrival at Buffalo, 
and the records of the connecting road would show it as having been forwarded from 
Butfalo. The agent of the New York Central and Hudson River Railroad would col- 
lect his freight from the agent of the Lake Shore road the same as from a consignee 
at Buffalo. At junction points, where the interchange business is large, there is 


usually an open money account between the agents. The New York Central agent © 


becomes daily indebted to the agent of the Lake Shore Railroad for the charges on 
freight delivered by the Lake Shore agent, which would be collected by the New 
York Central road at destination, and, vice versa, the Lake Shore agent is indebted 
to the New York Central agent for the charges on freight delivered by the New York 
Central to the Lake Shore. When the freight is transferred, each charges or credits 
the other, as the case may be, and at the end of the day or week, as may be agreed, 
the balance is struck and money exchanged. Blanks and books are kept for this 
purpose. 

If any question should arise with respect to a shipment of freight from the east, there 
would be no difficulty in tracing the actual movement and charges on such freight. 
The records to be referred to at the junction point are: 


First. At the receiving station: 2 
Agent’s Record of Freight Received. 
The Transfer Slip, the Transfer Way-bill, or the Receipt-Book, showing the re- 
ceipt by the agent of connecting road for such freight. 
The Agent’s Report to Auditor of Passing Freight. 


Second. At the forwarding station of the connecting road. 
Agent’s Report of Freight Forwarded. 


And to further prove the movement of a particular car there’should also be found 
the report of the agent to the car record office, showing the departure of the car by 
number. 

If the freight was covered by a through line bill of one of the fast freight lines, 
and this fact being known, the same reports should be referred to as made by the 
agents upon the blanks of the particular fast freight line by which the shipment was 
made. 

For freight received at Buffalo by the agent of the New York Central road intended 
for delivery to the lake lines, the New York Central agents keep the same records 
and make the same reports as for freight delivered to connecting roads. Solid ear- 
loads of freight may be delivered to the wharves of the lake lines and the freight is 
then transferred to the boats and new way-bills are made. . 

Grain from the lake lines destined east, passing into the elevators, is entered upon 


the records at the elevators and settlements made with the vessels; these settlements 


demerit acre, jee 
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embracé the charges for freight, elevation, shoveling and. shortage, regular blanks 
being used for this purpose. 

The Association of American Railway Accountants are now considering the subject 
of through billing, and as this will necessitate changes of accounts at junction points, 
an effort will be made to keep informed as to the introduction of new methods of 
accounting at such points. 

CLAIMS AND VOUCHERS. 


The general freight office or the claim department, which is under the supervision of 
the general freight agent, is constantly. in receipt of claims presented by shippers for a 
refund of freight charges arising from loss or damage or from over charges due to errors 
in rates or weights. It is the duty of the vlaim department to examine and adjust , 
such claims. When a shipper has a claim against a railroad company it is usually 
presented to the agent of the company where the freight was delivered, or to the 
general freight agent of the company. Before such claims will receive the attention 
of the claim department, it is the custom to require the claim to be accompanied by 
a copy of the bill of lading, the expense bill, and all other papers fully explaining the 
nature of the overcharge. Record of the claim is then made in the office of the claim 
department, in a book called the “claim register.” The matter is then investigated 
and if it is found that the claim is one which is entitled to a refund a voucher is drawn 
for the amount due. Before the voucher can be finally settled it must be approved 
by the officer in charge of the claim department, the general freight agent, the 
general manager, or other official assigned that duty. As the auditor of the road 
keeps a record of all expenditures, vouchers or claims before paid pass through his 
office, where a record is made of them in what is termed the ‘‘ voucher record book,” 
which shows a synoposis of the claim, in whose favor the voncher is drawn, amount, 
ete.; the vouchers are then by him approved. 

With some roads the vouchers for the payment of claims are approved by only one 
or two officials, while with others they pass through the hands of several. One road 
has what is termed an “auditing committee.” After vouchers have been approved 
by the claim and freight departments of this road they are placed before the audit- 
ing committee, which is composed of the president, vice-president, and general 
manager. Claims of every nature requiring the payment of money are approved by 
this committee before paid. They are then forwarded to the treasurer’s office, where 
a record is made of them in a book entitled “register of paid vouchers,” and a check 
is drawn for the amount. It is the custom of the same road to pay every claim by 
check, so that with respect to all claims and settlements with shippers or roads a 
record is to be found in the check-book. 

With other roads the vouchers for claims are made in the general freight agent’s 
office, and sent to the office of the auditor of disbursements for approval; a record 
is then made of them, and the vouchers are sent to the treasurer’s office for payment. 
For advertising on account of passenger business voucher for the expense would be 
made by the general passenger agent, approved by him and the auditor, and sent 
to the treasurer for payment. For supplies the vouchers are generally accompanied 
by the bill and drawn by the officer in charge of the department making the pur- 
chase. 

Another road uses what is called a “bill,” which is required to be filled out by 

_ parties having any claims for settlement with the company. These bills are made 

out and with them also a voucher; both are filled in, giving in detail a description 
_of the claim, and in the case of a purchase the description of the articles and the 
amount. When the bill has been accepted and the voucher properly approved by 
the officials of the various departments, according to the character of the bill, the 
voucher is forwarded to the party in whose favor it is made. The voucher itseif is 
a draft upon a National Bank, and when presented at the bank properly signed will 
be paid. In the office of the auditor of disbursements is retained the original copy 
of all bills from which the vouchers are made. ‘These bills are filed in a systematic 
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order. There is also kept a book called a ‘‘register of vouchers,” which shows the 
date of the voucher, in whose favor it is made, the amount, and a reference number 
to the original bill which shows ali details connected with it. All vouchers pre- 
sented at the bank for payment are retained by the bank and at stated periods re- 
turned to the treasurer’s office and passed to the auditor of disbursements, who then 
makes record upon the ‘‘ voucher register” to the effect that they have been paid; 
so that it is possible for the auditor of disbursements to determine at any time what 
vouchers remain outstanding unpaid, and records of all payments of whatever nature 
made by this road is to be found in the same office, 

With all roads a record of vouchers drawn and approved should be found both in 
the office of the general freight agent or claim department, and in the office of the 
auditor, and the books containing these records are usually called ‘‘ voucher regis- 
ter,” or ** voucher record book.” There should also be found in the treasurer’s office 
a record of every voucher paid. 

When a shipment is made under a fast freight line billing, claims are frequently 
made direct upon the fast freight line offices. The methods of these offices in hand- 
ling and approving the claims are practically the same as those of the railroads, 
After they have been approved they are paid direct from the offices of the fast freight 
lines. At the end of the month, when an accounting is had between the railroads 
and the fast freight lines for the adjustment of earnings, etc., all claims paid by the 
fast freight lines are charged against the roads over which the freight passed, upon 
the same basis upon which the earnings would be divided. The vouchers of all 
claims for overcharge, loss, or damage are submitted to the freight agents of the 
different roads for approval, and are then passed upon at a monthly meeting and the 
payments audited and approved by the persons representing the different roads mem- 
bers of the line. : 

With some roads the form of voucher is alike for all expenditures; the particulars 
in each case are required to be written in. With other roads aseparate form is made 
for each class of regular payments; one road has the following forms: 

General form for miscellaneous expenditures. 

Form for loss or damage to freight. 

Form for claims for personal injury, or damage to property. 
Forms for claims for overcharge. 

Form for payment of car mileage. 

Owing to the long time which is necessary for the examination and approval of 
claims, six months or a year frequently elapse after the presentation of a claim legit- 
imately made for an overcharge before paymentismade. This is suggested as a dif- 
ficulty which would be encountered in an effort to ascertain whether at any subse- 
quent time a repayment had been made in connection with any particular shipment. 
The record of the voucher for such purpose is not necessarily connected with the 
record of the original payment of the freight charges, The voucher record, however, 
would show the date of shipment and other particulars in connection with the bill- 
ing, and should also fully explain what the payment covers. The nature of the pay- 
ment being to some extent known there should be no difficulty in ascertaining from 
the records of the auditor’s and treasurer’s office full particulars of all payments. 


CAR MILEAGE. 


In the transportation department of most roads isa subdivision known as the “‘ car 
record office,” where there is kept a record of the daily movement of all cars on the 
line of the road. These records are made up from the reports furnished by conductors 
of freight trains, and agents at freight stations. Conductors of freight trains are 
required to report the movement of all carsin their train, showing from what station 
they were taken, and at what station left. The agents at stations are required to 
report daily the number of cars received and forwarded from their stations. rem 
these reports the car record office has knowledge of the location and movement of 
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every car on the line. The reports made by conductors of the movement of cars are 
used as the basis for computing the mileage run by each car. A book is kept in the 
car record office into which is entered on the first of the month the name or number 
of the station at which each car is located. When a car is moved the conductor re- 
ports its movement and an entry is made in the book referred to accordingly. This 
book being divided into spaces for an equal number of days of the month will show 
that on a certain day a car was at one station and that on a later day it was at 
another station, and so on, showing it at different stations as often as so reported 
until it had passed off the road. At the end of the month the mileage between the 
various stations between which it was shown the car had passed is computed, and 
the total mileage run by each car is obtained. 

The records are arranged so that the cars of each road are recorded separately, and 
at the end of the month the mileage of each car is computed as well as the total mile- 
age run by all cars of each road. The report of the mileage of cars is made in the 
name of the owner of the car, whether it be a railroad, private car company, or an 
individual. For cars in the fast freight line service, which are contributed by various 
railroads and owned by such roads, the mileage and earnings are usually reported 
direct to the owners of the cars. It is known that one of the fast freight lines receives 
earnings for cars in the line, and in turn settles with the owners. 

It is the custom at this time to pay mileage on cars on the basis of a certain rate 
permile haul. For a long time past the Eastern roads had been considering the plan 
of charging for the use of cars at a per diem rate in addition to a small charge for 
mileage, such a plan, it is thought, would hasten the return of cars to owners and pre- 
vent them from being used by railroads and shippers for storage purposes, as well as 
to prevent roads with insufficient equipments from retaining them in their own serv- 
ice. This plan was given a trial by a number of roads and for some reason was dis- 
continued, but it is not understood that it has been permanently abandoned. 

Settlements for the payment of mileage accounts are usually made between rail- 
roads once a month. With roads whose debits and credits show nearly an equal 
amount it is understood accounts are allowed to stand until the balance becomes im- 
portant in amount, when it is then paid. At the end of the month a statement is 
made up from the records referred to in the car record office, and by the official in 
charge of that office forwarded to the auditor’s office for approval. With some roads 
a voucher for the amount due other roads is made in the car record office and passed 
with the statement to the auditor’s office; with other roads the vouchers are made 
in the auditor’s office from the statement furnished by the car record office, and the 
vouchers are passed to the treasurer’s office where check is made and forwarded to 
each company. Another form of settling the accounts is to advise each company 
that certain money is due it on account of car mileage, and ask them to make adraft 
for that amount. 

With one road bills for the payment of car service are prepared in the office of the 
general superintendent of transportation and are certified to as correct by that official 
individually. From these bills vouchers are made in the office of the auditor of dis- 
bursements and the same are approved by the comptroller. Each voucher is then 
forwarded to the road in whose favor it is made, and that voucher being the same as 
a bank check can be used accordingly. At the time the bills are prepared, and prior 
to the issuing of the voucher, the office of the general superintendent of transporta- 
tion advises the owners of the cars of the amount of car service which is due them, 
and the voucher which is made up and received from the office of the auditor of dis- 
bursements should correspond with the amount shown upon the advice received from 
the office of the general superintendent of transportation. 

The mileage earned by private car companies, or cars owned by individuals, is paid 
by all roads in the same manner as they pay mileage for cars owned by other rail- 
roads. 

At the office of one company it was observed that it would not be a difficult matter 
to allot an arbitrary mileage as having been earned by the private car companies. 
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It appeared that the statements for the mileage are made up in the car record office, 
and that these statements (which are forwarded to the auditor) simply gave the names 
of the owners of the cars and the total pumber of miles their cars had run during the 
month, and the amount of money they had earned computed at the agreed rate per 
mile. It was understood that these statements as rendered from the car record office 
are accepted at the auditor’s office as being final, and were not subject to any process 
of chesking. It was noticed that the mileage earned by the cars of one of the large 
owners of refrigerator cars for one month amounted to $1,800. This amount was 
arrived at by multiplying by three-fourths of a cent per mile the number of miles 
necessary to make that amount. As there was no check upon this amouut these 
refrigerator cars could as well have been credited with the necessary mileage to make 
the amount due it, $2,000, or, say, $2,500. In very few instances do owners of cars have 
any way of knowing the exact mileage which their cars run on other roads, except 
the statement of the car record office of the road using the cars. These statements 
are accepted as final, and it was not observed that there was any way by which either 
the auditor’s office or the treasurer’s office could verify the amounts which the ear 
record office reported as due to other companies. A general manager or other superior 
officer in charge of the car department could stipulate that the mileage of private 
cars of certain owners should not be less than a stated number of miles each month. 
Under the arrangement of the road in question it would not be a difficult matter to 
have the views of themanagement met in this respect. The increase of afew hundred 
miles on the statement made in the car record office would easily accomplish this re- 
sult, and the knowledge of it need not extend beyond the car record office. 


GENERAL REMARKS, 


Tf for any reason it became necessary to investigate the records of a railroad to as- 
certain the movement and charges upon any particular shipment, there should be no 
difficulty in readily obtaining all the records which would in any way show the bill- 
ing of such freight. Taking as an illustration for this purpose a shipment from New 
York via the Red Line to Chicago, the following records would be referred to: 


(1) The shipping receipt as issued by the agent at the New York Central for- 
warding station. 
(2) The bill of lading. 

These should show the date when the goods were delivered at the forwarding sta- 

tion. Knowing the date, reference would then be made to the following: 
(3) Copies of the way-bills in the billing station. 
(4) Agent’s record of freight forwarded. 

These should show a full description of the shipment, together with the weight, 
rate, and charges, and should also show the number and kind of car into which the 
freight had been loaded. Following these there should be— 

(5) Report from the agent to the car record office. 

This would show the number of the particnlar car into which the freight was 
loaded; also showing that the car had left the station on acertain date. Thereshould 
also be found in the car record office— 

(6) A report from the freight-train conductor. 

The report of the freight-train conductor would show that the car in question was 
in his train, and that it left the station at a certain time. Allowing the usual time 
for the car to reach Buffalo, reference would then be made to— 

(7) The Buffalo agent’s record of ieee received, or the Buffalo agent’s record 
of passing freight. 

Hither of the above would show that the car and the freight had arrived at Buffalo. 
It being a solid car, it would only then be necessary to trace the movement of the car 
by number. Reference could then be made to— 

(8) The records of copies of the transfer slip or transfer way-bill, 
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which would show that the car had been actually transferred to the connecting road. 
(9) The agent’s record of freight forwarded 
of the connecting road would show the departure of the car, and such departure 
would also appear upon— 
(10) The freight-train conductor’s report of cars moving as made to the car 
record office of the connecting road. 

At Chicago the agent of the connecting road would also report in his record of 
freight received this car and all the details of the shipments it contains. If the 
freight was consigned to a Chicago merchant there would be made out upon its 
arrival a notice to the consignee that his freight had arrived, and the expense bill. 
When the freight was delivered a receipt would be taken for such delivery, either 
upon a blank form or in a book provided for that purpose. The way-bill at the 
starting point being the original paper on which the freight is received, an examina- 
tion of this in connection with the tariffs covering the same points would show | 
whether the freight had been properly classified and correct charges on the shipment 
had been made. 

With the records here mentioned there should be no difficulty in tracing a ship-" 
ment through all the records which it may pass from point of shipment to point of 
destination, whether it be moved as a solid car-load or a package shipment. These 
records would show how the shipment was actually way-billed and what charges were 
collected; whether there was any subsequent reduction of these charges is a matter 
which would not necessarily appear on the face of the billing, and could only be as- 
certained from the records of the companies showing money payments, such as 
vouchers, claims, ete. The method of ascertaining information in this respect has 
been referred to under the heading of “ claims and vouchers.” : 

The information gathered at the various places visited would allow more detail to 
be given for the several subjects referred to; but for the purpose of this report it does 
not appear necessary, it being thought sufficient to indicate what records would be 
of service to the Commission for the purpose of being informed as to the methods of 
aly carrier concerning its manner of shipping freight, collecting charges, etc., and 
performing all service connected therewith. It is thought that the various forms and 
the comments pertaining thereto as mentioned will give this information. 

There are many other matters connected with the general subject here treated of, 
and to which some attention was given at the various points visited. Many of these 
have at different times come before the Commission, and quite full information re- 
specting them*may be found in the testimony of cases on file; they are, therefore, 
not here especially referred to. Some of these subjects are here mentioned, viz: 

Cartage charges, switching charges, terminal charges, mileage rates on refrig- 
erator cars and tank cars, demurrage rules, lighterage rules, milling in transit, 
weighing and handling live-stock, inspection and weighing bureau, underbilling, 
short billing, manipulation of rates, commodity tariffs, fureign bills of lading, ex- 
port traffic, lake and rail traffic. 

C. C. McCain, 
Auditor. 
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INTERSTATE COMMERCE COMMISSION, 
Washington, April 10, 1889. 
To the 


ee 


On the 26th day of October, 1888, a circular was sent to you by the 
Interstate Commerce, Commission, calling your attention to the pro- 
visions of an act of Congress, approved August 7, 1888, entitled “An 
act supplementary to the act of July 1, 1862, entitled ‘ An act to aid in 
the construction of a railroad and telegraph line from the Missouri 
River to the Pacific Ocean, and to secure to the Government the use 
of the same for postal, military, and other purposes,’ and also of the act 
of July 2, 1864, and other acts amendatory of said first-named act,” 
of which act a copy was also travsmitted to you. 

You were requested by that circular, with all reasonable promptitude, 
to comply with certain specified provisions of said act, by filing copies 
of contracts mentioned in the sixth section of the act, and also certain 
reports, required by the act, with the Interstate Commerce Commis- 
sion. 

These duties not having been complied with, you are now requested, 
pursuant to said act, within fifteen days from the receipt by you of this 
notice, to file with the Interstate Commerce Commission at its office in 
the city of Washington, D. C., full and complete reports upon the fol- 
lowing subjects: 

First. In what manner, and to what extent, if at all, you comply with 
the first section of the said act of August 7, 1888, which provides “that 
all railroad and telegraph companies to which the United States has 
granted any subsidy in lands or bonds or loan of credit for the con- 
struction of either railroad or telegraph lines, which, by the acts incor- 
porating them, or by any act amendatory or supplementary thereto, are 
required to construct, maintain or operate telegraph lines, and all com- 
panies engaged in operating said railroad or telegraph lines shall forth- 
with and henceforward, by and through their own respective corporate 
officers and empleyés, maintain and operate, for railroad, governmental, 
commercial and all other purposes, telegraph lines, and exercise by 
themselves alone all the telegraph franchises conferred upon them and 


obligations assumed by them under the acts making the grants as afore- - 


said.” 

Second. Whether any telegraph company which has accepted the 
provisions of Title 65 of the Revised Statutes, and ifso what company, 
has extended its line to any station or office of a telegraph line belong- 
ing to your company, and whether any telegraph company that has so 
extended its line has formed a connection for the prompt and conven- 
ient interchange of telegraph business between said companies; and 
whether you so operate your telegraph lines as to afford equal facilities 
to all, without discrimination in favor of or against any person, com- 
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pany or corporation whatever; and whether you receive, deliver and 
exchange business with connecting telegraph lines on equal terms, and 
affording equal facilities, and without discrimination for or against any 
one of such connecting lines, and on what terms such exchanges of 
business are made. 

Third. Whether, in operating your railroad or telegraph lines, you 
refuse or fail, in whole or in part, to maintain and operate a telegraph 
line as provided in the first section of the act, for the use of the Gov- 
ernment or the public, for commercial and other purposes, without dis- 
crimination; or whether you refuse or fail to make and continue such 
arrangements for the interchange of business with any connecting tele- 
graph company. 5 

Fourth. You are also required within the said fifteen days to file with 
the Commission copies of all contracts and agreements of every descrip- 
tion existing between your company and every other person or corpora- 
tion whatsoever in reference to the ownership, possession, maintenance, 
control, use or operation of any telegraph lines or property over or upon 
its rights of way. 

Fifth. You are also required within the said fifteen days to file with 
the Commission a report describing with sufficient certainty the tele- 
graph lines and property belonging to your company, and the manner 
in which the same are being used and operated by your company, and 
the telegraph lines and property upon its right of way in which any 
other person or corporation claims to have a title or interest, and set- 
ting forth the grounds of said claim, and the manner in which the said 
lines and property are being used and operated. 

Your attention is called to a provision in the sixth section of the act, 
as follows: 

And if any of said railroad or telegraph companies shall refuse or fail to make such 
reports or any report as may be called for by said Commission, or refuse to submit its 
books and records for inspection, such neglect or refusal shall operate as a forfeiture, 
in each case of such neglect or refusal, of a sum not less than one thousand dollars 
hor more than five thousand dollars, to be recovered by the Attorney-General of the 
United States, in the name and for the use and benefit of the United States; and it 
shall be the duty of the Interstate Commerce Commission to inform the Attorney- 
General of all such cases of neglect or refusal, whose duty it shall be to proceed at 
once to judicially enforce the forfeitures hereinbefore provided. 

Hipw. A. MosELEY, 
Secretary. 
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ANNUAL REPORT 


OF 


TO THE 


INTERSTATE COMMERCE COMMISSION 


OF THE 


UNITED STATES. 


For the year ending June 30, 1889. 


{NoTE,—This form should be filled out and returned to the Interstate Commerce Commission 
by October 1, 1889. It is believed that the questions asked are sufliciently plain, so that no 
detailed instructions are needed. In case, however, any question is not understood, a letter 
of inquiry to the Interstate Commerce Commission respecting it will meet with ready response. | 
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History. 


1. Name of company making this report? 


2. Date of organization ? 


3. Under laws of what Government, State, or Territory organized? If more 
than one, name all; give reference to each statute and all amendments thereof. 


4. If a consolidated company, name the constituent companies. Give ref- 
erence to charters of each, and all amendments of same. If successor to any 
other company, give name of company whose franchises or rights have been 
acquired. 


5. Date and authority for each consolidation, or of acquisition as successor 
of any other company. 


6. If operated by another telegraph company, give name of such company. 


7. If operated by a railway company, give name of such company. 
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ORGANIZATION. 
Name of directors. Post-office address. Date of expiration of term. 
———— 
OFFICERS. 
Titles. Name. Location of office. 


Total number of stockholders at date of last election ? 


Date of last meeting of stockholders for election of directors ? 


Give post-office address of general office. 


a 


) 
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OPERATING AGREEMENTS, 


1. Name all the companies with which this company has agreements for the 
interchange of business. _ 


2. State which of the above-mentioned agreements are in the form of written 
contracts, and designate the contracts by date or otherwise. State whether such 
agreements or contracts are filed with the Interstate Commerce Commission. 


3. State the points at which the lines of this company intersect the lines of 
other companies with which business is not exchanged. 


GOVERNMENT AID. 


1. Give date of any subsidy, grant, or aid received from the Government for 
telegraph purposes, and state the nature and extent of the same. 


2. State the nature, extent, and value, at the present time, of any property or 
aid acquired from the Government. 


3. State the nature, extent, and value, at the present time, of property other- 
wise acquired than by Government subsidies. 


< 
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PROPERTY OPERATED. 


[Description of every working division the ee of which are included in income account.— 
Page 9. 
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Terminals. are used at 
present time. 
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CAPITAL STOCK. 
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Market price of 


Dividends de- 


Total : clared during 
Total par shares. g 
Description ened gain iegaed ana ae 
P ; aes author- = & : 
Sune: ized. euuloeanid: June 30, | Average Rat A t 
ne: 1889. for year.| ~*®%e- rou. 
Capital stock : 
Common a asetecle ec ase do Sees e cae eel soca 29 28oadn | OSaosSao5> |soeseaororllasesanad| seeereenae 
He ete ey Se eae ae rare | sacs cue Be w..2 si leachs a) Meee ok pt eahteeelea aes 
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Manner of payment for | Number pe eee Date of Aart horiteetond R k 
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FUNDED DEBT. 


Time Interest. 
‘@lass/o f= mn Sout Cash re- 
Pe or aa oe ay ee poet alized on palates 
obliga- ates thorized | issued. ae amount When Amount 
tion. of yee issue. standing. issued. | Rate.| pay- ae te paid dur- 
issue. ; able. | (UUMS Jing year. 
year. 5 
RECAPITULATION AND APPORTIONMENT. 
Amount per mile 
c ; of line. 
Name of line. Capital stock. | Funded debt. urrent lia. Total. 
bilities. 
Miles. | Amount.| — 
; | 
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EARNINGS AND EXPENSES OF 


OPERATION. 
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A.—Karnings. 


Earnings from operation. 


Items. 


Total. 


Receipts from messages— 


Transmitted for the Government 


Mransmithed forthe press--csa+cascess-2220.-6-2.2---.- 


Transmitted for the railways 


Transmitted for private parties 


Transmitted for all other purposes:................ _.. 


Total earnings from operation. .............-..----. 


B.— Expenses. 


Expenses of operation. 


Items. 


Total. 


Expended for— 


Generalladministnation) =... sc. 522. 222<s6 vee nece nce 
MaintenaneeoMline=ssmc/esce se o-e aces. - 20 soe ee 
Improvements (if charged to operating expenses) 

All other operating GxPONAESt asec eae e etme oer eee 


Totalliexpenses of operation......--------.-.--. === 


Neb ineome:from operation .---.4--2se0es--e-822----. 


OperatlonvoMlinG 252s Sasccecce sence ace ae oe eee ceed 


| Per cent. of operating expenses to operating income..... ge 
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INCOME ACCOUNT. 


Items. Totals. 


Total earnings from operation ..-....---------------------- 
Less operating expenses..-..-.--.------ RAPP teeiccrics 


Netincome from Operations s-- ss -l—=-em sees ee 


Income from other sources: 
From bonds owned ......------------ S2ee Nees onset oe 
Mrom stocks Ownedse=--o.ctens seo seciscess=s asc se seas es 


Mis cellaneOUs':232.cnc secs cesses sess secs =a= nee seecee ee 


Total from other sources ..---- Bie ii eee te Shh 


MobalAancome@lesase-meticcasenesae see eee sae 


Deductions from income : 


unt eres bins Fete seve oa clacnete cisterns «els “ee enon ice ele ae ees 


MRentalsia Sacer a. eeecsee teeta cose wet Se 
Othemitine Uicharees: aamacece et ems ee Ser eee ee meee 


Total deductions from income 


INffa OT COL Dee Sopa ncosap cnomecossone coDoon ceosne secs 


Dividends per cent., Preferred Stock........-....-.-.- 


Dividends per cent., Common Stock ..:..-....2-.-..--. 


Other payments from net income .....-...........-...----- 


Surplus or deficit on June 30, 1888 ......-.-.....---.-----.- 
Surplus for year ending June 30, 1889..........-....-....-. 


Deficit for year ending June 30, 1889..-........--........- = 


GOVERNMENT-AIDED TELEGRAPH LINES. 


GENERAL STATEMENT. 


A.—Messages transmitted. 
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Number of Messages transmitted for the Press 


Number of Messages transmitted for the Government 


Number of Messages transmitted for the Railway Service 


Number of Messages transmitted for private parties 


Number of Messages transmitted for all other purposes 


Total number of Messages transmitted 


Number of Franked or Free Messages 


Number of Messages exchanged with other companies 


(Stating the number exchanged with each vompany.) . 


B.—LHmployés. 


Highest Lowest Average 
number em- | number em- | number em- 
ployed during|ployed during|ployed during 
year. year. year. 


Rank. 


Annual 
payment in 
salaries or 

wages. 


General Officers 


General Office Clerks ............-----:5-- 


Operators....... wuscehstkncascserece ete ss 
IMIeSSEM SONS emesis else sleinieisiele siseeia ae 


MENINA OMIEN (sac aarcerssisiots te Siviews cee eee Selo e esis 


PAG OTM ERS see Oe asia sean watsocees oe etek 


C.— Offices and instruments. 


Nim bervof Gemelli O fil COG er =ecterercleeoe tine a= eens iste sieicl ole lellalais l=» slais a\stelete(</s\-sare iste alee = 
INiMbomoLesranchiOtc eserises a ceecciclenacicisle ec cinielsin's s clarelcleiniole stele iain a)a1elelieialeleteelsiete(tateiste 


Number of setsiof Morse Instruments. .----.20-.<ce0-2 202 se 0 sce = sence aes» on om 
Number of sets of Other Instruments 


INumberof Cells'in' Batteries ==. :o2---.. == 2 -escie¢ oo erie =e Rane aWeeee ye kas 


Number of Dynamos..-..2+-02+ ---rere27---+208-- 
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STATE OF . 


County of 


8s: 


com- 


, president, and 


We, the undersigned, ——— , of the 
pany, on our oath do severally say that the foregoing return has been prepared, 
under our direction, from the origina! books, papers, and records of said com- 
pauy; that we have carefully examined the same, and declare the same to be a 


complete and correct statement of the business and affairs of said Company in 


respect to each and every matter and thing therein set forth, to the best of our 
knowledge, information, and belief; and we further say that no deductions 
were made before stating the gross earnings or receipts herein set forth, except 


those shown in the foregoing accounts; and that the accounts and figures con- 


tained in the foregoing return embrace all of the financial operations of said 


Company during the period for which said return is made. 


President, 
(or other Chief Officer.) 


u} 
Treasurer, 


(or other Officer in charge of the Accounts.) 


Subseribed and sworn to before me this 


, day of 


, 188 


APPENDIX 7%. 


FREIGHT CLASSIFICATIONS. 


At this time it may be said that there are but three freight classifi- 
cations in use throughout the United States, viz: 

The Official classification. 

The Southern Railway and Steam-ship Association classification. 

The Western classification. 

The Official classification is almost exclusively used by railroads 
throughout the territory east of Lake Michigan, Chicago and the Mis- 
sissippi River, and north of the Ohio and Potomac Rivers, to the sea- 
board. 

The Southern Railway and Steam-ship Association classification is 
applied generally by roads south of the Ohio River and east of the Mis- 
sissippi River to the sea-board. 

The Western classification governs in the territory north and west of 
Chicago, west of a line drawn from Chicago to St. Louis, and west of 
Mississippi River, St. Louis to New Orleans. 

In each of the three divisions of territory described exceptions to the 
principal classifications are made by State commissions and by indi- 
vidual roads for State or local traffic. Traffic between points in the 
different territories mentioned is taken at either one or the other of the 
leading classifications ; for example, the classified traffic from the At- 
lantie sea-board points to the Pacific coast is carried under the West- 
ern classification ; traffic from Chicago to Atlanta, Ga.,is carried under 
the Southern Railway and Steam-ship Association classification. Ex- 
ceptions are also made to each of these classifications for articles which 
are usually carried at commodity rates, such as coal, iron, oil, live 
stock, sand, grain, etc. The larger portion of the traffic from the East 
to the Pacific coast is forwarded under commodity rates. 

In the Second Annual Report of the Commission reference is made 
to some of the classifications used independently of the three leading 
classifications. In these, as well as others not there referred to, changes 
have been made by which the principal classifications have taken the 
place of the local classification. The following statement is presented 
to show the extent of these changes, and also what classifications are 
still used in addition to the leading classifications : 


IN TERRITORY COVERED BY THE OFFICIAL CLASSIFICATION. 


Adirondack Railway.—The local traffic of this road between Saratoga 
and North Creek, New York, is covered by a local classification. 
Baltimore and Ohio Railroad.—The greater part of the traffic of this 
road is covered by the official classification. Certain exceptions are 
made for local traffic where, it is claimed, they are obliged to make 
277 
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lower rates on low-class freight. These rates, it is understood, are 
necessary to meet the rates of roads not interstate, and competition by 
certain water routes. 

Bridgton and Saco River Railroad.—This is a short road in Maine 
which uses the local classification of the Maine Central Railroad, with 
which it connects. ; 

Bangor and Piscataquis Railroad.—Use a local classification, but hope 
to adopt the official classification as soon as may be. 

Boston and Maine Railroad.—Local traffic over the eastern, western, 
northern and Worcester, Nashua and Portland divisions is governed 
by a local classification. Local -traffic over southern and Passumpsic 
divisions is governed by official classification with exceptions. Traffic 
in connection with the Maine Central Railroad is governed by the Maine 
Central Railroad classification. The official classification is applied to all 
through traffic in connection with roads using the official classification. 

Canadian joint classification.—It is understood that a classification 


bearing this title is used by the Canadian Pacific Railway, the Canada: 


and Atlantic line, Grand Trunk Railway, and other Canadian roads, 
for traffic passing between points in Canada; for business interchanged 


between points in the United States and points in Canada the official _ 


classification is applied. 

Cincinnati, Washington and Baltimore Railroad.—For traffic between 
local points on the line of this road a local freight tariff is used differing 
considerably from the official classification. On all other traffic the 
official classification is used. - 

Cleveland, Lorain and Wheeling Railway.—At this time this railway 
uses a classification between local points on its own line differing from 
the official classification. Advices have been received that on January 
1, 1890, the local classification will be abandoned, and that thereafter 
the official classification will apply to all traffic passing over this road. 

Cumberland and Pennsylvania Railroad.—This is a short road in Mary- 
land, connecting with the Baltimore and Ohio road, which uses a local 
classification. 

Delaware and Hudson Canal Company.—This company formerly used 
a local classification on traffic between points in the same State. Within 
the last year they have abandoned the local classification and are gov- 
erned entirely by the official classification. : 

Greenwich andJohnsonville Railroad.—This road formerly used a local 
classification, but its traffic is now subject to the official classification. 

Illinois State Commission.—The railroad commission of the State of 
Illinois prescribe a classification for points in that State and it is under- 
stood that for such traffic the roads generally use that classification. It 
is further understood that where rates are lower when made under the 
official classification, that the latter is used instead of the State com- 
mission Classification. 


Iron Railway.—This is a short road in Ohio, using a classification of. 


its own issue. E 

Knox and Lincoln Ratlroad.—This road is 50 miles long, located in 
Maine, connecting with the Maine Central Railroad, and uses a local 
classification. 

Maine Central Railroad.—This company uses the official classification 
for all joint through traffic to or from points north of its western ter- 
minus at Lunenberg, Vt. On all local traffic and on all other joint 
traffic through billed to points on or off their western connection (the 
Boston and Maine Railroad) or their eastern connection (the New 
Brunswick Railway), they use the Maine Central classification. 


i a a 
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New York, New Haven and Hartford Railroad ; New York and New 
England Railroad.—The tariff which is used by these companies and by 
the Sound Line steamers, entitled “ New York and Boston A,” for 
traffic between New York and Boston, contains a long list of articles 
giving rates which are different from the official classification. The 
use of this tariff practically creates a different classification on such 
articles. 

New York and Northern Railway.—This company formerly used a 
local classification for business between points on its own line. The 
local classification has recently been abandoned and the official is the 
only one now used. 

New York, Providence and Boston Railway.—For traffic on the Provi- 
dence and Worcester Division of this road a local classification is 
used, and for the New York and Boston traffic the tariff used by the 
Sound Lines is also used by this company. It is expected that the lo- 
cal classification referred to will soon be replaced by the official classi- 
fication. : 

Ohio Valley Railway.—This is a short road running from Evansville, 
Ind., to Princeton, Ky. All local traffic has an independent classifica- 
tion, but is also governed by the official Western and Southern Rail- 
way and Steam-ship Association classifications. 

Rumford Falls and Buckfield Railroad. --This is a short road located 
in Maine and formerly used a local classification, but is now governed 
entirely by the official classication. 

Sharpsville Ratilroad.—This road formerly used a local tariff, but has 
recently arranged their tariffs so that they are now governed entirely 
by the official classification. 

Wood kiver Branch Railway.—A short road located in Rhode Island; 
uses a local tariff and is not governed by any classification. 


IN TERRITORY COVERED BY THE SOUTHERN RAILWAY AND STEAM- 
SHIP ASSOCIATION CLASSIFICATION. 


Associated Railways of Virginia and the Carolinas.—Throughout the 
territory covered by these roads exceptions are made to the classifica- 
tion of the Southern Railway and Steam-ship Association. These ex- 
ceptions are understood to be necessary to meet the requirements of 
the State commissions. After February 1,1890, exceptions to the South- 
ern Railway and Steam-ship Classification will be discontinued as far as 
possible. 

Hast Tennessee, Virginia and Georgia Railway.—For traffic between 
stations on this line the Southern Railway and Steam-ship Association 
classification is applied, with certain exceptions. On traffic from Knox- 
ville, Chattanooga to stations on the Norfolk and Western Railroad, - 
the local classification of the latter company is used. ; 

Hast Tennessee and Western North Carolina Railway.—This road is 35 
miles long, situated in North Carolina, and uses a local classification for 
its own business. : 

Florida State Commission.—The railroad commission of Florida pre- 
scribe a classification to be used on local business in Florida, which, it 
is understood, is the same as the Southern Railway and Steam-ship 
Association classification with a few modifications. 

Georgia State Commission.—The railroad commission of Georgia pie- 
Scribe a classification to be used by roads wholly within the State. It 
is understood that, this classification is still in use. 
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Louisville and Nashville Railroad.—Formerly this company had in use 
upon its road a classification for traffic between its local points which 

was entirely different from the Southern Railway and Steam-ship Asso- 
ciation classification. The local traffic of this company is now carried 
under the classification of the Southern Railway and Steam- ship ASso- 
ciation with certain exceptions. 

Louisville, New Orleans and Texas Railway.—A local classification 
is in use upon this road which is understood to be the Southern Rail- 
way and Steam-ship Association classification with exceptions. 

Illinois Central Railroad (Southern Division).—This road formerly used 
the Mississippi State classification, and also what was known as 
the Mississippi Valley joint classification. It is now understood that 
the traffic is governed by the Southern Railway and Steain-ship Asso- 
ciation classification with a few exceptions. 

Mobile and Ohio Railroad.—This company formerly used the Missis- 
sippi State classification for business between points in that State; they 
also used a local classification south of Cairo. But these two classifi- 
cations have been canceled and traffic is now covered by the Southern 
Railway and Steam-ship’ Association classification with some few ex- 
ceptions. 

Nashville, Chattanooga and St. Lows Railway.—This road formerly 

used a local classification for traffic between points on its own line. 
All such trafficis now covered by the Southern Railway and Steam-ship 
Association classification with a few exceptions. 

Norfolk and Western Railroad.—It is understood that this road ap- 
plies, for its local traffic, a classification different than the Southern 
Railway and Steam-ship Association classification. 

Ohio and Big Sandy Railroad.—This is a short road in Kentucky 
which uses a local classification for business between its own stations. 

South Carolina State Commission.—A classification is prescribed by 
the railroad commission of the State of South Carolina and used by 
railroads for traffic within the State. It is understood that this classi- 
fication is practically the same as the Southern Railway and Steam-ship 
Association classification. 

South Atlantic and Ohio Ratlroad.—This is a short road in Tennessee. 
All traffic taken at class rates is governed by the official classifica- 
tion. 


IN TERRITORY COVERED BY THE WESTERN CLASSIFICATION. 
Arizona and New Mexico Railroad.—This is a short road doing inter- 


state business which is not governed by any classification, its traffic 
being composed of bullion, copper, coke, ore, ete. 


Duluth, South Shore and Atlantic Railway.—A local classification was - 


formerly in use upon this road, but has been superseded by the western 
classification for all traffic. % 

Towa State Commission.—lIt is understood that the railroad commis- 
sion of the State of Lowa prescribes a classification to be used between 
points within the State. 

Missouri State Commission.—It is understood that the railroad com- 
mission of the State of Missouri prescribes a classification for traffic 
between points within the State. This office is informed by one road 
that the State classification isnot used if the Western classification-will 
make alower rate. It is not thought oe the State classification is 
now applied to any extent. 


ee EEE eee 


: 
: 


FREIGHT CLASSIFICATIONS. 281 


Mexican classification.—A classification of this title was formerly pub- 
lished in connection with the joint through Mexican tariff and clas- 
sification applying to or from points in the Republic of Mexico and 
Chicago, St. Louis, New Orleans, Kansas City, Galveston, and San 
Francisco. This classification does not appear to be now in use; such 
through rates as are issued are governed by the Western classification 
with exceptions. 

Oregon Pacific Railroad.—This is a road in Oregon 72 miles long; a 
local classification for its own traffic is used. 

Oregonian Ratlway.—This is a road 100 miles long in Oregon, which 
uses a local classification for its own traffic. 

Southern Pacific Company.—The Western classification applies to all 
interstate or interterritorial business on the Pacific system of this com- 
pany; also between San Francisco and Los Angeles in the State of Cali- 
fornia. All other local California business is governed by the Southern 
Pacific local classification. 


APPENDIX 8. 


CANADIAN RAILWAYS. 


The following statement shows the important Canadian railways, 
their location, connections, mileage, and the rates and the routing of 
traffic to and from American points. 


CANADIAN PACIFIC RAILWAY. 


The line of the Canadian Pacific Railway begins at the east at Mat- 
tawamkeag, Me. At this point connection is made with the Maine 
Central Railway over which the Canadian Pacific Railway has secured 
trackage rights to Vanceboro at the New Brunswick boundary, where 
connection is made with the railway system of the Maritime Provinces 
of Canada. From Mattawamkeag, Me., the line runs west through 

‘Sherbrooke, Farnham, and St. Johns, Canada, to Montreal, a distance 

of 327 miles. At Sherbrooke connection is made with the Quebec Cen- 
tral for Quebec, the Grand Trunk Railway for Portland, Me., and the 
Boston and Maine Railroad for Portland, Boston, and New England 
points and for New York. Another division runs from Quebec to 
Montreal, 172 miles, and from Montreal to Ottawa, 120 miles. At 
Quebee connection is made with the Intercolonial Railway, and at 
Montreal with the Grand Trunk Railway. 

What is termed the “ Montreal and Toronto Short Line” extends 
from Montreal through Smith Falls in the Province of Quebec to To- 
ronto, 344 miles. The ‘Toronto, Detroit and Chicago Line” extends 
from Toronto to St. Thomas, Canada, 121 miles. At St. Thomas con- 
nection is made with the Canada Southern Division of the Michigan 
Central Railway, by which route Detroit, Toledo, and Chicago are 
reached. Another line extends from Toronto to Owen Sound on Geor- 
gian Bay, 122 miles. At Owen Sound connection is made with the Cana- 
dian Pacific Steam-ship Company running between Owen Sound, Sault 
Ste. Marie, and Port Arthur. From Sudbury, Canada, a branch ex- 
tends to Sault Ste. Marie, Mich., the distance from Sudbury to Sault 
Ste. Marie being 183 miles, aud from Montreal to Sault Ste. Marie 623 
miles. At Sault Ste. Marie connection is made with lines to St. Paul, 
Minneapolis, and Duluth. 

From Winnipeg, Manitoba, the Canadian Pacific Railway has two 
branches running south to the border line of Minnesota and Dakota, 
connecting at Gretna and Emerson,.Canada, with two branches of the 
St. Paul, Minneapolis and Manitoba Railway, by which route connec- 
tion is made for St. Paul, Minneapolis, and points south and east 
thereof. 
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What is termed the “Transcontinental Route” extends from Mon- 
treal, Prescott, or Brockville through Sudbury, Port Arthur, Winnipeg, 
to Vancouver B. C.; distance, 2,906 miles. 


Mileage of Canadian Pacific Railway and connections. sie 
es. 
Total mileage operated by Canadian Pacific Railway located in Canada. 4,813 
Total mileage operated by Canadian Pacific Railway located in the United 


Siaves (approximately )yccsecs. cet scece pice oc seen ox couuccseucecnest 145 
Total mileage operated by Canadian Pacific vanilla yierae rete eee 4,958 
Boston and Maine Railroad, Boston to Newport, Vt ..-.--.----- secs sees 250 
Canadian Pacitic Railway, Newport, Vt., to Sault Ste. Marie........... 735 
Minneapolis, St. Paul and Sault Ste. Marie Railway, Sault Ste. Marie to 
CON Eo SERULL SS Bp ces i pee SN Ue eV 494 
Through line distance, Boston to St. Paul.......-......-0-.---0e- 1, 479 
Boston and Maine Railroad, Boston to Newport, Vt .....--.----ce.----. 250 
Canadian Pacific Railway, Newport, Vt., to Vancouver ...............- 3, 015 
Through line distance, Boston to Vancouver. ....-- Bae ween 3, 265 


New York, Ontario and Western Railroad, Weehawken to Ogdensburgh, 
(New York, Ontario and Western, 300; Rome, Watertown and Ogdens- 


UN Ov eeD 2) Berecery ee oe art eye eee Pay. uni ag 2 ate Wye) eee 424 

Canadian Pacific Railway, Prescott to Vancouver............-......... 2, 819 
Through line distance, New York to Vancouver........--...----. 3, 243 
New York, Ontario and Western Railway, Weehawken to Ogdensburgh, 

0. eeesmScts tie AE Se raH68 C0 SIS SE Te RSENS mE Me ec ot ce Ac 424 
Canadian Pacific Railway, Prescott to Sault Ste. Marie........... sebaee 539 
Minneapolis, St. Paul and Sault Ste. Marie Railway, Sault Ste. Marie to 

Sib. PENI: die gO GEISER CIES CIE Caes Fe AP eee cpea a 494 

Through line distance, New York to St. Paul .......-.......----. 1, 457 
New York, Ontario and Western Railway, Weehawken to Ogdensburgh, 

INN tearm tae See wie eee meen ae ees Meee ae Sess} asain ace Cen eee serene 424 
Canadian Pacific Railway, Prescott to Vancouver....-................. 2,819 
Pacific Coast Steamship Company, Vancouver to San Francisco ........ 833 

Through line distance, New York to San Francisco...........-... 4, 076 


The principal route for traffic from New York City and vicinity is by 
way of the New York, Ontario and Western Railway, and Rome, Water- 
town and Ogdensburgh Railway, connecting with the Canadian Pacific 
Railway at Prescott and Brockville, Canada. Business to and from 
Philadelphia and other points in Pennsylvania is also forwarded via 
Prescott and Brockville. Another route for traffic from New York City 
is by way of the Central Vermont line of steamers to New London, 
Conn., thence over the Central Vermont line to Rouse’s Point, N. Y., 
thence via the Canada Atlantic Railway to St. Polycarpe, Canada, a 
junction of the Canadian Pacific Railway. Traffic from Boston and 
other New England points is carried by the Boston and Maine Railroad 
(Boston and Lowell Division) to Newport, Vt., thence via the Canadian 
Pacifie Railway through Montreal. It is understood that some traffic 
is carried from Baltimore to Boston via the Merchants and Miners’ 
Steamship Company, for the Canadian Pacific Railway, to be routed 
from Boston, as other traffic is routed when consigned via the Canadian 
Pacific Railway. 

from the territory indicated the Canadian Pacific Railway may re- 
ceive traffic through its connection for points in Canada on its own line, 
and for St. Paul, Minneapolis, Duluth, and other northwestern points 
via Sault Ste. Marie; also for Winnipeg and Pacific coast points, 
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including San Francisco. The Canadian Pacific Railway terminates at 
Vancouver, British Columbia, at which point connection is made with 
steamship lines for Port Townsend, Seattle, and Portland, Wash., San 
Francisco, Cal., China, and Japan. By connection with the Michigan 
Central Railway at St. Thomas, Canada, a route is formed to Toledo, 
Detroit, and Chicago and other western ‘points; traffic is interchanged 
between Chicago and Canadian points over this route. It is under: 
stood that the interchange traffic via this route is confined to Canadian 
points, and that the Canadian Pacific does not carry traffic between 
Chicago and eastern points in the United States. A line is now under 
construction to the Detroit River, which, when finished, will give the 
Canadian Pacific connection with roads leading to Chicago, opening a 
route for the interchange of traffic between Chicago and eastern A meri- 
can cities. 

Rates charged via Canadian Pacific Railway.—At this time an ar- 
rangement exists between the lines from the Hast, operating via Chi- 
cago and the Canadian Pacific Railway, regarding the rates from New 
York and Boston to St. Paul, Minneapolis, and other northwestern 
points. Under this arrangement the lines via Chicago from New York 
and Boston charge the following rates to St. Paul, Minneapolis, etc., 
viz: Class 1, $1.15; class 2, 81; class 3, 80 cents: class 4, 56 cents; 
class 5, 48 cents; class 6, 40 cents. 

The rates to the same ‘points when the traffic is carried via the Can- 
adian Pacific Railway, are: Class 1, $1.05; class 2, 92 cents; class 3, 
74 cents; class 4, 52 cents; class 5, 44 cents; class 6, 37 cents. 

The Canadian Pacific Railway is a member of the Transcontinental 
Association, which association establishes the rates in connection with 
Eastern lines from Atlantic sea-board points and interior points east of 
the Missouri River to and from the Pacific coast. Under the present 
arrangement rates are charged on classified merchandise as shown in 
the following table: 


TRANSCONTINENTAL RATES. 


STATEMENT SHOWING THE CLASS RATES CHARGED BETWEEN PaciFIC Coast TER- 
MINAL AND INTERMEDIATE POINTS AND POINTS NAMED. 


{Rates in cents per hundred pounds.] 


Between Pacific coast ERE, 
terminals and intermediate 


points and— | 
lis 2. Bh 4. 5: A. B. (GE Ds E. 


Missouri River common 
points, Sionx City, Iowa, 
Kansas City, Mo., inelu- 
sive; also St. Paul, Min- 
neapolis, Duluth, Minn. ; 
West Superior, Wis., and 
Galveston, Houston, 
Le Se Ceneice ae ER steer eke ee $3.50 | $3.00 | $2.50 | $2.00 | $1.75 | $1.75 | $1.55 | $1.25 | $1.10 $1.00 


Mississippi River common 
points, Dubuque, Lowa, 


to New Orleans, La.......| 3.70 3. 20 2, 60 2.05 1. 80 1. 82 1.63 | 1.30 1.15 1.05 
Chicago, Milwaukee and 

common points ..-........ 3. 90 3. 40 2.70 2.10 1, 85 1,90 1,70 1.35 1, 20 1.40 
Cincinnati, Detroit and 

common points .......---. 3. 90e) 84D) |= Jao Me 2oLou|, ole SOs eels 1 le 7o. pela 4 Onl meteos 1.15 
Pittsburgh, Buffalo, and laa ‘ 

COMMON POINTS .-=.--4--- 4.00 3. 50 2. 80 2. 20 1.95 1. 95 eres 1.40 1.25 1.15 


New York, Boston, Phila- 
delphia, Baltimore and 
points common with each.) 4.20] 3.70] 2.95 | 2.30| 2,00] 2.00] 1.80] 1.45} 1.30 1. 20 


ee ty ee 
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The rates between San Francisco only and points named below, via the 
Canadian Pacific Railway, will be the following differentials, in. cents 
per 100 pounds, less than the through rates shown above. 


Between San Francisco and—. al, 2. 3 4, 5), A. B. C. D. iE. 
St. Paul and Minneapolis. ............ 15 12 10 10 10 8 8 7 5 5 
Chicago, Milwaukee, and common 
DOMME meweencasa seer e eiaceeee cesses 174 | 14% 12 10 LON es 8 7 5 5. 
Cincinnati, Detroit, andcommon points) 21 17 14 11 11 9 9 of 5 5 


Pittsburgh, Buffalo,andcommonpoints| 22 18 15 12 12 | 104 | 103 8 7 5 
New York, Boston, Philadelphia, Bal- 
timore, and points common with 
aGhrntentcee ceaec ese lemsectsuesecnac cc 28 24 17 14 14) 12 12 8 8 5 


The above are rates for freight carried under the Western classification, which is applied to all 
freight unless carried at a special commodity rate. 

For articles carried under commodity rates differential rates are also allowed the Canadian Pacific 
Railway. 


It will be observed from the foregoing table that when traffic to or 
from San Francisco to or from the various grouped points given is 
routed via the Canadian Pacific Railway a less charge is made than 
when forwarded via the all-rail all-American transcontinental routes. 
The charges via the Canadian Pacific are at stated differentials less 
than via the other lines. This, however, applies only to San Francisco 
traffic. It will also be noticed that the differential is allowed the Cana- 
dian Pacific on business to or from St. Paul and Minneapolis and not 
on business to or from the Missouri River common points or Mississippi 
River points. Itis understood that under certain arrangements, by 
which the Canadian Pacific Railway became a member of the Trans- 
continental Association, they would not compete for traffic to or from 
the Missouri River points, such as Kansas City, Mo., Sioux City, Iowa, 
etc., or to or from the Mississippi River common points, Dubuque, 
Iowa, to New Orleans, La., inclusive, except at the same rates charged 
by the all American lines. As stated, the differentials allowed the 
Canadian Pacific Railway apply on business*to or from San Francisco 
only. From other Pacific coast points which are covered by the rates 
of the Transcontinental Association, the Canadian Pacific Railway for 
such traffic as it may secure charges the same rates as do the other 
transcontinental routes. For example, the Canadian Pacific charge to 
or from Tacoma or Seattle, Washington, the same rates as do the other 
transcontinental lines from San Francisco and from Los Angeles, Cal. 

It is understood that the usual route for traffic over the Canadian 
Pacific Railway between the Pacific coast points and American points, 
such as St. Paul, Minneapolis, Chicago, Milwaukee and common points, 
Cincinnati, ete., and common points, is via Winnipeg, Manitoba, and 
from that point passing over the St. Paul, Minneapolis and Manitoba 
Railway to St. Paul and thence to Chicago via any of the various 
routes from St. Paul, connecting with the eastern lines at Chicago. 
Traffic to or from the eastern grouped points could be carried either 
via Winnipeg and Chicago, or via the eastern connections of the Cana- 
dian Pacific Railway at Brockville, Prescott, St. Polyearpe, Canada, or 
Newport, Vt. ; 
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CANADA SOUTHERN DIVISION, MICHIGAN CENTRAL RAILROAD. 


A part of the line of the Michigan Central Railroad is located in 
Canada and extends from the Niagara frontier to Detroit. Connections 
are made at Buffalo and Suspension Bridge, N. Y., with eastern roads, 
and at Windsor, Canada, and Detroit, Mich., with the Michigan Cen-_ 
tral Railroad proper, and with other roads. The Michigan Central 
Railroad competes with other through lines for traffic passing between 
the Atlantic sea-board and western points, and such through traffic as 
it may receive passes over the Canada Southern Division. The mile- 
age of the Canada Southern Division is about 385 miles. The portion 
of this line between St. Thomas and Detroit forms part of the route 
for traffic between Chicago and eastern Canadian points on the Cana- 
dian Pacific Railway. 


GRAND TRUNK RAILWAY AND CONNECTIONS. 


The line of the Grand Trunk Railway of Canada extends from Port- 
land, Me., through Montreal and Toronto to Point Edward, Canada. 
The line in the East also extends to Quebec. There are also lines from 
Buffalo and Suspension Bridge to Point Edward and Windsor, Canada, 
At Point Edward connection is made with the Chicago and Grand 
Trunk Railway for Chicago and at Detroit (Windsor, Canada,) with 
the Wabash Railway for Chicago. At Detroit connection is also made 
with the Detroit, Grand Haven and Milwaukee Railway running to 
Grand Haven on Lake Michigan, where connection is made for Mil- 
waukee by steamer. 

From Boston and New England points traffic reaches the Grand 
Trunk Railway over American roads, and from New York and vicinity 
traffic is forwarded to the Grand Trunk Railway at the Niagara frontier 
by the various trunk lines. 

Various fast freight lines operate over the Grand Trunk Railway and 
in connection with Eastern and Western American lines form through 
routes for traftic from the sea-board to western points. From Portland, 
Me., the Grand Trunk Railway has its own line practically to Chicago 
and Milwaukee. From Boston and New York the fast freight lines 
operating over the Eastern roads deliver traffic to the Grand Trunk 
Railway at Montreal, Canada, Buffalo, and Suspension Bridge. By the 
various through routes thus established the Grand Trunk Railway can 
compete for nearly the same traffic in the Hast as do the all-American 
lines. The principal points to which traffic is carried from eastern 
cities via the Grand Trunk route are Detroit, Chicago, Milwaukee, and 
points in the North and West through those cities. Traffic coming east 
is delivered to the Grand Trunk Railway by its connection, the Chicago 
and Grand Trunk Railway, which receives traffic for the Hast at Chicago 
trom the West and North through its connections. The dressed-beef 
traffic of the Chicago and Grand Trunk is a very important item from 
Chicago, the Chicagoand Grand Trunk carrying considerably the larger 
portion thereof. 

The various fast freight line organizations operating over the Grand 
Trunk Railway are as follows: 


NATIONAL DISPATCH FAST FREIGHT LINE. 


The National Dispatch Line operates from Boston over the Fitchburgh, 
Central Vermont, Grand Trunk, and Chicago and Grand Trunk Rail- 
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ways. ‘Traffic from Boston to Chicago is routed via these railways; 
traffic from Boston to Milwaukee is carried over the Detroit, Grand 
_ Haven and Milwaukee road from Detroit, and thence transferred by 
_ Steamer at Grand Haven, Mich., across the lake. The National Dis- 
‘patch may secure traffic from Boston and New England points and 
forward the same over the route mentioned when destined for Chicago 
and Milwaukee. Traffic for other western points is forwarded over the 
route indicated to Chicago or Detroit, at which points it is delivered to 
_ other roads according to its destination. 


COMMERCIAL EXPRESS FAST FREIGHT LINE. 


The Commercial Express Fast Freight Line operates from Boston over 
the Fitchburgh Railroad, Delaware and Hudson Canal Company’s 
Railroad, New York, Lake Erie and Western Railway, Grand Trunk 
Railway, and Chicago and Grand Trunk Railway. Traffic for Chicago 
is taken by this route. Business for Milwaukee passes over the same 
lines to Detroit and is there delivered to the Flint and Pere Marquette 
Railroad and by it carried to Ludington, Mich., and there transferred 
to steamers on the lake. 

The Commercial Express Fast Freight Line also operates from New 
York, the route being over the New York, Lake Erie and Western Rail- 
way to the Niagara frontier, and thence via Grand Trunk and Chicago 
and Grand Trunk Railways. This line also operates from Philadelphia 
and Baltimore, the Grand Trunk receiving the traffic from the astern 
lines at the Niagara frontier. 

By this fast freight line traffic may be forwarded from eastern points 
to Chicago and Milwaukee over the Grand Trunk Railway ; also to west: 
ern points beyond Detroit and Chicago. 


GREAT EHASTERN FAST FREIGHT LINE. 


Another fast freight line, known as “ The Great Eastern Line,” oper- 
ates from New York over the Delaware, Lackawanna and Western 
Railway, delivering its business to the Grand Trunk at the Niagara 
frontier, which in turn delivers it to the Chicago and Grand Trunk for 
Chicago and western points either across the lake or through Chicago. 
The Great Eastern Line also operates from Boston, the route being over 
the Fitchburgh Railroad, the Central Vermont Railroad, the Grand 
Trunk Railway, and Chicago and Grand Trunk Railway. This line also 
operates from Philadelphia via the Philadelphia and Reading Railroad 
and Delaware, Lackawannaand Western Railway to the Niagara frontier, 
thence via the Grand Trunk and its connection to Chicago. By this 
line traffic may be forwarded from the Hast over the Grand Trunk Rail- 
way to Detroit, Chicago, Milwaukee, and other western points. 


HOOSAC TUNNEL FAST FREIGHT LINE. 


This line operates from New York over the West Shore Railroad 
delivering its traffic at the Niagara frontier to the Grand Trunk for 
Detroit and points west and northwest. This line also operates from 
Boston over the Fitchburgh Railroad, Delaware and Hudson Canal 
Company, the West Shore to the Niagara frontier, and thence via the 
Grand Trunk Railway. 

By this line as well as the other fast freight lines mentioned traffic 
may be forwarded from the east over the Grand Trunk Railway to 
points in the west. 
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The foregoing indicates the general routes of the Grand Trunk Rail- 
way for traffic between eastern and western points. During the season 
of navigation there are other routes as follows: 

Traffic from New York is carried via water to New London, Conn., 
thence via the Central Vermont line to Ogdensburgh, N. Y., thence 
via lake to Toronto, Canada, by rail from Toronto to Collingwood, 
Canada, on Georgian Bay, and again by the lakes to Chicago or Mil- 
waukee. 

Traffic from Boston and New England is carried by all-rail to Og- 
densburgh, N. Y., and from that point is routed by the lakes via To- 
ronto and Collingwood. By another route traffic is given to the lake 
lines at Sarnia, Canada, and from Sarnia forwarded via the lakes to 
Chicago, Milwaukee, and western points. 

Traffic originating at Milwaukee, Chicago or Detroit, or received at 
those points from western lines may be routed to eastern points by the 
routes indicated for the various freight lines mentioned. 


Mileage of the Grand Trunk Railway. 


Miles 
Total mileage operated by Grond Trunk Railway located it) Canada --..-.----- Sh ez 
Total mileage operated by Grand Trunk Railway located in the United States. 360 
Total mileage operated by Grand Trunk Railway .-.--...--.------.----- 3, 487 
Grand Trunk Railway, Portland, Me., to Port Huron, Mich...........--...--- 801 
Chicago and Grand Trunk Railway, Port Huron to Chicago .......-..---.---- 335 
Through line distance, Portland, Me., to Chicago ..---.-.---.-----.---- TS 
Fitchburg and “entral Vermont Railways, Boston to Montreal te.c2.2 ere 337 
Grand Trunk Railway, Montreal to Port Huron, Mich ..---.....- Jom eae de ee 504 
Chicago and Grand Trunk Railway, Port Huron to Chicago ..---..-.-..------ 335 
Through line distance, Boston to Chicago ..........----.---.+--..----- Th, Wee 
Fitchburg Railroad, Boston to Rotterdam Junction, N. Y....--......----.---- 212 
West Shore Railroad, Rotterdam Junction to Buffalo ..........-...---.-.----- 268 
New York, Chicago and St. Louis Railway, Buffalo to Chicago .........-.-.-. 523 
Shortest distance by all-American lines .......--....--...--:.-.---..--- 1, 003 
Grand Trunk Railway, Montreal to Port Huron, Mich ....-....... See etts ster 504 
Chicago and Grand Trunk Railway, Port Huron to Chicago ...-. aaa e ee ee 335 
Through line distance, Montreal to Chicago.......-....-.---..-..---..- 839 
Fitchburgh Railroad, Boston to Rotterdam Junction, N. Y.....-.--...---...--. 212 
West Shore Railroad, Rotterdam Junction to Buffalo...-......---.......-.--- 2968 
Grand Trunk Railway, Buffalo to Port Huron, Mich .........--..:..-.-.+.-.- 198 
Chicago and Grand Trunk Railway, Port Huron to Chicago.----........-.... 335 
Through line distance, Boston to Chicago via Buffalo .................. 1, 013 
Distance by the shortest all-American lines -...---.----. conc aaeeibee fd eee 1, 003 
Grand Trunk Railway, Buffalo to Port Huron, Mich..............---...-.---- 198 
Chicago and Grand Trunk Railway, Port Huron to Chicago-..-.-........-... 325 
Through line distance, Buffaloto Chicago.........----0---.2-+.-+------ 533 
Dishancemby the shortest) American Time 222 aa eee ain) ree eee eeteeseeeicls ete 523 
New York, Lake Erie and Western Railway, New York to Buffalo ............ 423 
Grand Trunk Railway, Buffalo to Port Huron, Mich.......-............-----. 198 
Chicago and Grand Trunk Railway, Port Huron to Chicago -..........-..... Reco 
Through line distance, New York to Chicago via Buffalo -.............. 956 


Distance by shortest all-American line ....-.+-.e2r++reeeeceerer scores cree cone 912 


ee 
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CANADA ATLANTIC RAILWAY. 


This roads extends from Ottawa to Lacolle J unction, Canada, a dis- 
tance of 128 miles. At Lacolle Junction connection is made with the 
Grand Trunk Railway for Rouse’s Point, N. Y., and with the Del- 
ware and Hudson Canal Company, and the Central Vermont Railway. 
At Coteau, Canada, connection is made with the Grand Trunk for Mon- 
treal. At Coteau Landing the St. Lawrence River is crossed. At St. 
Polycarpe Junction, Canada, connection is made with the Canadian 
Pacific Railway; also at Ottawa. This road forms part of a through 
route in connection with the Canadian Pacific and Eastern railways for 
business to and from Boston and New England points and New York. 


INTERCOLONIAL RAILWAY. 


The main line of this company extends from Halifax, Nova Scotia, 
to Point Levis, Canada, opposite Quebec, a distance of 678 miles. At 
Point Levis connection is made with the Grand Trunk Railway and the 
Quebec Central Railroad, each of which connect with American roads 
through Sherbrooke, Canada. At Quebec connection is also made with 
the Canadian Pacific Railway. The total mileage of the Intercolonial 
Railway is 905 miles, all located in Canada. 


QUEBEC CENTRAL RAILROAD. 


This road extends from Sherbrooke, Quebec, to Point Levis, opposite 
Quebec, a distance of 143 miles. At Sherbrooke, connection is made 
with the Boston and Maine Railroad (Boston and Lowell system). via 
Wells River and White River Junction, Vermont, for Boston, and via 
Bellows Falls, Vt., and Springfield, Mass., for New York. Connec- 
tion is also made at Sherbrooke with the Grand Trunk Railway for 
Portland, Me., 196 miles, and for Montreal, 101 miles; also with the 
Canadian Pacific Railway. At Harlaka Junction, Canada, near Quebee, 
connection is made with the Intercolonial Railway for New Brunswick 
and Nova Scotia; at Quebec with the Canadian Pacific Railway and 
steamers for Saguenay River. The total mileage of this company is 161 
miles, all located in Canada. 


CENTRAL ONTARIO RAILWAY. 


This road extends from Coe Hill to Picton, Canada, 104 miles, all ir 
Canada. Picton is situated on Lake Ontario. At Trenton, 30 miles 
from Picton, connection is made with the Grand Trunk Railway. At 
Midland Railway Junction, 45 miles from Picton, connection is made 
with the Midiand Division of the Grand Trunk Railway. At Canadian 
Pacific Railway Junction, 55 miles from Picton, connection is made with 
the Canadian Pacific Railway. 


CENTRAL VERMONT RAILROAD. 


A portion of this road is located in Canada. The northern division 
extends from St. Albans, Vt., to St. Johns, Quebec, crossing the line at 
Province Line, 20miles north of St. Albans. Another division extends 
from St. Johns to Waterloo, all in Quebec, distance 43 miles. Con- 
nection is made at Richford, Vt., and Waterloo, Quebec, with the Ca- 
nadian Pacific Railway. The total mileage of this company is 48) 
miles, 66 of which are located in Canada, 


H. Mis. 60——19 
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NORTHERN PACIFIC RAILROAD. 


A portion of the Northern Pacific Railroad, known as the “ Duluth 
and Manitoba Railroad,” extends from Winnipeg Junction, Minnesota, 
to Winnipeg, Manitoba, 268 miles. The portion of this line from Pem- 
bina to Winnipeg is all in Manitoba, 67 miles, and is known as the 
‘Northern Pacific and Manitoba Railway.” At Winnipeg connection 
is made with the Canadian Pacific Railway. Traffic via this route 
can be carried to and from Winnipeg and St. Paul, Minneapolis and 
Duluth. 

NEW BRUNSWICK RAILWAY. 


This road is located in New Brunswick and Maine. At Vanceboro, 
near the boundary line of Maine and New Brunswick, connection is 
made with the Maine Central Railroad, which in turn connects with the 
Canadian Pacific Railway, and which also reaches Boston and New 
England points. The total mileage of this company is 445 miles, 33 of 
which are located in the United States. 

There are a number of other roads located in Canada, with small 
mileage, most of them having indirect connections with American 
roads. 

The roads mentioned herein have a total mileage in Canada of about 
10,000 miles. The total mileage of roads operated in Canada on De- 
cember 31, 1888 (Poor’s Manual for 1889), is reported as 12,163 miles. 


APPENDIX 9, 
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Lisv OF STATE RAILROADS CLAIMING NOT TO BE SUBJECT TO ACT TO REGULATE Com- 
MERCE AND THAT THEY NEED NOT MAKE ANNUAL REPORTS TO COMMISSION. 


Name of road, ce See ee Terminals 
Annapolis and Baltimore Short Line .. 28.00 | Maryland......-. Annapolis to Baltimore. 
Anniston and Atlanta R.R.......---.- 52.36 | Alabama ....... Anniston to Sylacauga. 
Arkansas and Louisiana R. R...-..-.-- 26.00 | Arkansas....... Hope to Nashville, 
Atlanta and Florida R. R....-.--..---. 104.00 | Georgia......... Atlanta to Fort Valley. 
Atlantic and Danville R. R........-... 158. 50 | Virginia ........ Norfolk to Lawrenceville. 
IBIAS Ge ie Bil oe ee Se ee 25. 30 | Pennsylvania...} Bellwood to Irvona. 
Belleville and Carondelet R.R.-.--..-.. IGEN Bae’ Oeesoeaaasee Belleville to East Carondelet. 
Belleville and Eldorado R. R-........... Hoan || Minos) 225. =... DuQuin to Eldorado. 
Belt R. R. and Stock Yard Co.......-.. 21.70 | Indiana.........| Around the City of Indianapolis. 
Bradford, Bordell and Kinzua R.R .... 62.32 | Pennsylvania.-.| Bradford to Simpson. 
IBTIg bb HOPE WR: I s—-s)-c— <1 o\seseisiee cise 32.75 | Virginia -..-.-.- Eppes Falls to Bermuda. 
Brooklyn and Brighton Beach R. R.... 7.50 | New York...-.-. Brooklyn to Brighton Beach. 
‘Buttalo, Oreel: Raises sce<ccess l2<ce see Buffalo to Light-House (Harbor). 
California Short Tine R.R- 2... ...-...- Draper to.Chester. - 
Carthage and Adirondacks Rwy * 
Central Ohio R. R...--.....- nlacdasuarees 206.29 | Ohio ........-... Bellaire to Columbus. 
Central Union Depot and Rwy of Cin- De IG eee eee ee In the city of Cincinnati. 
cinnati. 
Chattanooga and Lookout Mountain 14.00 | Tennessee ....-- Chattanooga to Top of Lookout 
R. R. Mountain. 
Chester Valley BR. R.* (merged in Phila- |...2...2--|.<s000-scoss sone 
delphia and Chester Valley). 
Chicago, Fairchild and Eau Claire 4.16 | Wisconsin ...... Fairchild to Hau Claire River. 
River R. R. 
Chicaroiand!Statedsine Ri. R.*2. 2..2-.62|-22<ceceee|scon-ameecencescee 
Cincinnati and Southeastern R. R..-.. 17.00 | Kentucky .-...-- Johnson to Hillsborough. 
Clearfield and Jefferson R. RB ..-.....-. 37.47 | Pennsylvania. .| Irvona to Horatio. 
ClovierBranch IR: Ricsescsesssces-e6<s2e 4,25 | New York...... Clove Branch to Sylvan Lake 
: Junction. 2 
Colorado Eastern Rwy-..-----.--------- 17.50 | Coloracdo......-- Denver to Seranton. 
Columbus and Cincinnati Midland R. BR. GONSON Oia emeetetes Columbus to Midland City. 
Columbus, Springfield and Cincinnati MAND | ein Oras se elas Columbus to Springfield. 
dvaikts 
Delaware and Bound Brook R. B...... 27.00 | New Jersey ..--| Bound Brook to Delaware River 
Junction. 
Detroit, Bay City and Alpena R.R .-..| 197.40 | Michigan -...... Alger to Alpena. 
East Broad Top R. R. and Coal Co ..-... 30.00 | Pennsylvania.-..| Mount Union to Robertsdale. 
Hast Louisiana R. R-.--.--eggeeeeee-- 60.00 | Louisiana -..,..| New Orleans to Covington. 
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List or STATE RAILROADS CLAIMING NOT TO BE SuBsecr To AcT TO REGULATE COM- 
MERCE—UContinued. 


Name of road. aat State as Terminals. 
East Trenton R. R.|.------------------- ~ 9.56 | New Jersey ---.| Millham to Terminus. 
Mita ville) ie tn sei eeeri= ne seiein 34,75 | South Carolina.-| Pregnalls to Elloree. 
Freehold and New York R. R..-------- 14.00 | New Jersey ----| Freehold to Mateawan. 
Garnenvalle ysis ke cmeiercle setter tsi rt .91 | New York..-..-- New Jersey and New York R. 
R. to factories at Garnerville. 
Hancock and Calumet R. R,} ---------- 20.91 | Michigan -.--.-- Hancock to Allourez. 
Kaaterskill R. R...--- Shep ee aces Sones 7.00 | New York.....- Kaaterskill to Kaaterskill Sta- 
tion. 
Kentucky Union Rwy-.--------------- oi) Wemtnek yeeeeer Winchester t> Graming Block. 
Knoxville and Augusta R. R..-.---.--. 16. 82 | Tennessee .--.-- Knoxville to Maryville. 
Knoxville and New River R. R .---.-- IERIE sO ae ee nee Se Robbins to Haworth. 
Litchfield, Carrollton and Western.... Dil Os Eh MO1S eee aera Columbia to Bennett. 
Manistique Rwy..--------------+------- D400 ate lO) eee ee Seney to Camp 9. 
Mineral Range R. R.t-.---.------------- 2.17 | Michigan -...--. Houghton to Red Jacket. 
Mount Washington R.R-.-. --------. 3.33 | New Hampshire } Base to summit of Mount Wash- 
ington. 
New Orleans and Carrollton R.R.. --. 7.50 | Louisiana. .---.- Horse ear line only. 
Newport and Wickford R. R.--.-.----- 3.40 | Rhode Island...) Wickford Junction to Newport. ~ 
New York and North Pennsylyania 5.00 | Pennsylvania. ..| Gaines to Galeton. 
R. R. 
New York and Sea Beach R.R.--..--- 8.07 | New York..-.-. Bay Ridge to Coney Island. 
Oregon Pacific Rwy ..----------------- 176,00); Oregon =---=---- Yaquina City to Breitenbush. 
Pensacola and Andalusia R. R..------- 15:00) |) Ploritlare.--e.<- Molino to Centennial. 
People’s Rwy ----------------+--+-----=: 4,58 | Pennsylvania...| Pottsville to Minersville. 
Peoria Terminal Rwy-.----------------- (-Bt0|| MUON) 2 ano Peoria to Monmouth Junction. 
Pittsburgh, Chartiers and Youghio- 19.40 | Pennsylvania .-.| Chartiers to Junction No. 1 with 
gheny. Chartiers R. R. 
Portland and Willamette Valley R. R- 30.00 | Oregon ...-----| Portland to Dundee Junction. 
Providence, Warren and Bristol R. R-- 14.85 | Rhode Island ...| East Providence to Bristol. 
Quincy R. R..-Bridge Co ..-.--.---------].++-----+-]------+-+--+------ 
Rochester and Lake Ontario R. R.* ---. 6.00 | New York.....- Rochester to Lake Ontario. 
St. Louis, Alton and Springfield R. R.. 845805 SEllimois = seeeee se Bates to Grafton. 
St. Louis, Cable and Western R. R.-..-. 29.20) Missouriz -2-c.-- End of cable division into St. 
Louis County. 
San Francisco and Northern Pacific 166.00 | California...---- Point Tiburn to Ukiah. 
R. R. . 
South Manchester R. R.*:.---.- ------- 2.25 | Connecticut ....| South Manchester to North Man- _ 
chester. 
State Line and Sullivan R. R. ..-..----- 29.60 | Pennsylvania.-.| Towanda to Benice. 
Tavares, Orlando and Atlantic Rwy. -.- B20 0 ck Lomicleny rest rtees a Tavares to Orlando. 
Tennessee Central R. R..-..----------- 12.00 | Tennessee .----- Spring City to Jewett. 
1G pablo Weer eds ney Whe eee Cae seee a ceeera||escoco +a5e Massachusetts..| Track through streets of Boston. 
Virginia and Truckee R. R*...---..---|.--------- Nevada........- 
AVY Ube ye hid 8; Aen Mec Set ecaeoocemd ian: Tao eC alitorn deme see Visalia to Goshen. 
Warren and Farnsworth R. R.--..----- 15.26 | Pennsylvania...| Clarendon to Vandergrift. 
York and Peach Bottom R. R.-...-.--- 40.00 |...-.do .-.--.----.| York to Peach Bottom. 
Youghiogheny Northern R. R.-.-.----- FRAO Nano sacccews see Broad Ford to Summit. 
Zealand Walley Re Wissces: ssee=-eses= = 8.25 | New Hampshire.| Zealand to Zealand Notch. 


Nore.—The roads checked with a star (*) filed reports for the year ending June 30, 1839. 
roads checked with a cross (+) have just advised, December 6, that they would file reports, 


The above list is corrected to December 1, 1889, 


The 


APPENDIX 10. : 


FEDERAL REGULATION OF SAPETY APPLIANCES. 


: CONTENTS. 


Summary of accidents to persons for the year ending June 30, 1888............ 
lElayeRaeel WO) OSTOUICEINS = So5 ae oong Gace mace Gaul Bond sunt Se AOnOne Seomse ese Spas seas 
Circular of the Commission regarding Federal regulation of safety appliances. 
Replies to the circular from— 
Commechieuiaraillnoadicommissionmers= sess seis ees see ee cacel- se scence ere 
IRAMEAS Te OAGL COMMIS OMENS no eee somo boos oeonoe Eoeeseosaobe Seoeosee 
Maine ral Roads COMMMSSIOMERS 52s = sie espana see Hose aes socciaan cae ee cies 
MassAchuseuns railroad COMM ISSLOMELS) stl 2 2) sie wel cee eee ee eee ae 
Mirchiommmall road COMMISStOMees sty ce. eee ee sea. soeinse saeese rey ee 
New eMOriker allroad COmmntSSlOMeXSeees ees elie) sacl leainis es Sane ses eeee 
Olyvoraillnordecomimissi meres qeeses es seis oe ee eeee see eree yaaa se eae 
Oregon railroad commissioners. -.-..----..---2---+-+----- +--+. ------ Baee 
Extract from letter from Governor Wilson, of West WANQENIVIEY. csooe caso anos 
PAT rOAMLCOMMMCSIOMELS OF ObMel OuALCS ss Lee eects ssa eceeie cee seeeiecens 
Mine Master Carsmuilllers/eASsO cla iil OMe tsa) = s\eran = eielajaisle sy as isieieleeree is ae S 
he Browwerhoodol Wocomotive neINCeNSh ers 2. soscl ase acces 2 Jao oe 
Mae Onder OF IRauilltrenr Com@inenOus- nace seco sano eseese So5bo Ese seeunnsne 
President Adams, of the Union Pacific Railway Company...............-. 
John W. Cloud, secretary of Master Car Builders’ Association.........-... 
2 N. Bly, eeneral superintendent motive power Pennsylvania Company- -- 
M. N. Forney, of the Railroad and Ere eerne Jowmbalisin caiace eee 
@lemensyElenschelereival mem! GiMeCwey = as neers ea he seo is ietenar i eeclee r= lola) ol aie ieee = 
Charles Payne, civil CWIGIEER. so5dtosdhe sadaos She sea ster 5 ape duno sussw sce 
G. W. Rhodes, superintendent motive power of Chicago, Burlington and 
Quincey Pode eee ilar PaMenradurt eat Gia g: foes Ser CA ae 
Cireular of the Commission regarding automatic frei ght-car couplers. ..-..... 
Statistics of the use of automatic freight- car couplers ste Menara aiea/se sie eae 
Letter from Mr. E. B. Wall regarding COMME eS SsoeneeuBresoeoncaas Seooreeae 
Communication from the Westin ghouse Air-Brake Companys: s+. 2-s-2- --+6 
Letter from the grand secretary and treasurer of the Brotherhood of Railroad 
IBPAIRGMMNOM. casa besoene coos a6 caee abn oun Esse jopbUS sesece Sena sb06s0e00 BSecor 
Petition presented to the Commission by railroad brakemen....-....--.-----. 
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SUMMARY OF ACCIDENTS TO PERSONS, COMPILED FROM THE ANNUAL 
REPORTS OF RAILROADS TO THE COMMISSION, FOR THE YEAR END- 
ING JUNE 30, 13888. 


These reports cover 139,101.83 miles of road, or 92.79 per cent. of tne 
total mileage of the country. 


Persons. Killed. | Injured.} Total. 
Passengers........--«+---4 Be Se eo epee nak ceiseias/cule sce seeiecioanisisisr 315 2, 138 2, 453 
Eimploy6s ------ 2-2-2 scene nsec ee seen ne ene sseec ee conn cceersaecs boocccs 2, 070 20, 148 22, 218 
Other persons..---. 22.2 eccece eens cece ce ence eee n ec eet sees sccete ren: 2, 897 3, 602 6, 499 
GN Hab, ats Sacre oan aee nae cee Ee aacene bob ee ceonaceHan seceaapec! sade 5,282 | 25, 888 31, 170 

= iE 

Kind of accident. ; Killed. | Injured. | Total. 
Wo SIOM Se erase aisles si nies ara clatele(=iaelowete rete enh nln inl chew lainlnfelatelotminiessieia sie i=lcieieTe i 246 1,192 1, 438 
WMoernilMentsS ...: sacuee eee seciesseaicals ocieala ele = e.cn\slas\nle ee m= \1s\a\o)sim sian lem 292 1, 550 1, 842 
Coupling cars... -- 2...-e--- cee en sone seen nn cece nent er cn ence terse soe: 326 6, 827 153 
Grade Crossings. --.------ceesseesee nen eee cen e seen eee ce ersten sc ssenees: 340 510 850 
Other catises...----. 05 s2ce-+ee-ae PERS S ODO OB HOSED Goa ccciuCSECeseone 3, 818 14, 722 18, 540 
GNIS yaaa neon oeco Lo cesadeeHeeneuocacobeneHeosccoond Pap os Seer oe 5, 022 24, 801 29, 823 


* The returns showing ‘ kind of accidents” are often imperfect and sometimes altogether lacking. 
HAZARD TO PASSENGERS. 


The total number of passengers carried during the year by the 
roads reporting was 401,697,433; the average distance carried was 
25.98 miles; total passenger mileage, 401,697,433, multiplied by 25.98, 
or 10,436,099,309 miles; the number of passengers killed, 315; number 
injured, 2,138. 

Thus for every passenger killed 1,275,229 were carried, and 163,757 
passengers were carried for one killed or injured. The length of the 
average journey resulting in death was 33,130,474 miles, a journey which 
would oceupy 94 years 200 days and 22 hours of continuous travel at 
40 miles an hour. For each man killed or injured 4,254,423 miles were 
traveled, which at the same rate would occupy 12 years 51 days and 
17 hours. , 


CIRCULAR OF THE COMMISSION REGARDING FEDERAL REGULATION 
OF SAFETY APPLIANCES. 


INTERSTATE COMMERCE COMMISSION, 
Washington, May 17, 1889. 


Y) 


° 


DuHAR Sir: The large number of accidents to employés and passen- 
gers occurring on the railroads of this country and the public belief 
that a great part of these might be avoided by the use of proper appli- 
ances have led many States to make the mechanical features of railroad 
working the subject of statutory regulation. It is well known, how- 
ever, that in respect to some at least of these features, the conditions 
are such that regulation if attempted can neither secure adequate bene- 
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fit to the public nor be just to the railroads themselves unless it be 
uniform over the whole country. 

In view of this fact and of the request of the railroad commissioners 
of the country, as embodied in a resolution adopted at their recent con- 
vention, the Interstate Commerce Commission desires to call out as 
fall information and discussion as possible upon the question of Federal 
regulation of safety appliances on railroads. The following matters 
seem to be of especial importance, but it is not intended to restrict the 
discussion to them : 

(1) The history in each State of safety appliance legislation. How 
far such legislation has been enforced. What have been the means 
used to enforce it. What obstacles have been met with. What the 
general effect has been. ~ 

(2) What is the present condition regarding automatic couplers. 
What, prospect there is of a uniform and safe coupler coming into use. 
What progress the standard coupler, adopted by the Master Car Build- 
ers’ Association, is making, and what is the attitude of railroads to- 
wards it. ” 

(3) What progress there is in the use of train brakes on freight cars. 
Whether such progress is satisfactory, viewed as a means of greater 
safety to train-men. To what extent freight trains are run without the 
necessity of brakemen traversing the tops of cars. 

(4) What is being done to introduce safer methods of heating and 
lighting passenger cars. 

(5) What is the state of affairs respecting other safety devices. 

(6) Whether legislation looking to Federal regulation of these mat- 
ters or any of them is desirable, and what the reasons are for and against 
such regulation. 

(7) What such Federal legislation, if any be desirable, should at- 
tempt to accomplish in regard to couplers; in regard to train brakes ; 
in regard to car heating and lighting; in regard to other matters. 
What its provisions should be upon each of these points. 

(8) If Federal legislation be expedient, what special administrative 
-agencies, if any, should be provided to carry it out. Whether Federal 
inspection should be attempted, and to what extent and how. Whether 
a board should be created after the analogy of the Steam boat Inspec- 
tion Service. If so, how such a board should be constituted in regard 
to the number and character of its members; what its powers and 
duties should be; what its connection with other branches of adminis- 
tration. 

The Commission believe that justice to railroad employés and to all 
_ others concerned requires that this matter receive thorough consider- 
ation, and trust that you will be able to give it immediate and careful 
attention. ; 

Very respectfully, Epw. A. MOSELEY, 
Secretary. 


s J ead 


FROM THE BOARD OF RAILROAD COMMISSIONERS OF CONNECTICUT. 
[By George M. Woodruff, W. H. Hayward, and W. O. Symond, commissioners. ] 


In reply to the circular of your secretary, issued May 17, 1889, in re- 
gard to safety-appl.ance legislation, we would say that legislation of 
that general character dates back many years, but the first act of the 
precise character called for by your circular was, perhaps, that of 1882, 
in regard to safety couplers, which required that every railroad com- 
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pany operating any railroad located partially or wholly in this State 
should cause every freight car thereafter built, or purchased, for use on 
such railroad, to be provided with couplers so arranged as to render 
the presence of any person between the ends of the cars unnecessary for 
the coupling of the same; and also providing that no coupler should be 
placed on such cars, or any new couplers substituted, until approved 
by us. We are also authorized to designate the height at which the 
coupler should be hung. The statute also provided that any company 
violating the provisions of the law should incur the penalty of $50 for 
each violation. We believe that this law has been generally complied 
with, but it went into effect before the adoption of the standard coupler 
by the Master Car Builders’ Association, and there were several coup- 
lers approved by us as coming within the provisions of the law. No 
complaints for the violation of this law have ever been made to us, and 
hence there has been no occasion to apply the penalty. No opposition 
was made to the law by any of the railroad companies, but we can not 
see that it has resulted in any less injuries to employés. In fact, the 
- number of foreign freight cars, unprovided with automatic couplers, 
coming into our State being so greatly in excess of those owned by our 
companies, and equipped with some such appliance, we are inclined to 
think that coupling accidents have increased, rather than diminished, 
during this transition period. In answer, therefore, to the second in- 
quiry of your circular, we must say that the present condition regard- 
ing automatic couplers is unsettled and unsatisfactory, and that there 
is very little prospect of a uniform coupler coming into use, either by 
State requirement or voluntary action of the companies. 

So far as we know, the standard coupler adopted by the Master Car 
Builders’ Association is making no progress here, the attitude of the 
railroads being simply that of inaction. 

In regard to your third inquiry, we have to report that, with the 
exception of a very few freight cars for special perishable freights, no 
use is made of trait brakes. 

In regard to heating and lighting passenger cars, the railroad com- 
missioners were empowered, in 1887, to make such orders as seemed to 
them to be required by public safety and prudence relative to heating 
and lighting passenger cars. Under that law companies were forbid- 
den to use illuminating oil below 300 degrees fire test, and this order, 
so far as we know, is universally complied with. We also made an ordet 
that all new passenger cars be equipped for continuous heating, which 
order has been only partially complied with. Further action is to be 
taken by this board at an early date, but the details are not yet decided 
upon. 

¥ederal legislation should in our opinion be adopted, enforcing the 
use of automatic couplers and train brakes on all freight cars used in 
interstate traffic, and the administration of the law should be under the 
direction of the Interstate Commerce Commission. The railroad com- 
missioners of the various States, under the direction of the Interstate 
Commission, should superintend and inspect the adoption and workings 
of such a Jaw in their respective jurisdictions and report results to the 
Interstate Commission. 

In regard to the lighting of passenger cars, we apprehend no more 
danger under our present law, referred to above, than would be liable to 
result from an engine used to generate electricity. : 

As to continuous steam-heating of passenger cars from the locomo- 
tive, we are of the opinion that no system has yet been sufficiently per- 
fected to warrant its general forced adoption by law. We know that 
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Sanguine inventors, interested in the adoption of their own inventions 
and theorists without practical experience, think the time has already 
come for such action. it is a significant fact, however, that a majority 
of the disinterested mechanical departments of our most im portant roads, 
concerned solely in the practical application of such a system to the 
various requirements of a promiscuous passenger service, extending - 
through all varieties of climate and requiring frequent interchange of 
cars, who are to be held responsible for the safe and successful working 
of any system adopted by them, are of the opinion that the time has 
not yet come for the enforcing by law of the adoption of any particular 
system. The Master Car Builders’ Association at their last meeting 
expressed a similar opinion. More experimenting is needed to over- 
come serious objections involving possible danger, discomfort, and in- 
convenience. We are confident that some satisfactory system will soon 
be devised which can be prudently and safely adopted, and investigatiou 
in this direction should be stimulated and encouraged. We are of the 
opinion that the use of the common ear stove in cars attached to pas- 
senger trains should be prohibited absolutely, but so long as the ordi- 
nary cooking ranges are allowed in the dining cars attached to the 
crowded and popular express trains, those trains are in danger from 
fire though heated by steam and lighted by electricity, and represented 
to be exempt from any such danger. 

The first prerequisite for the general introduction of continuous steam- 
heating is, of course, the adoption of a uniform steam-coupler to render 
the interchange of cars practicable. 


FROM THE RAILROAD COMMISSIONERS OF KANSAS. 
[By Charles 8. Elliott, secretary. ] 


Referring to your letter of August. 10 instant, covering circular of 
May 17, 1889, in the matter of State and Federal legislation for the 
protection of employés and passengers on the railways of the country, 
as set forth by resolution of the recent convention of State railroad 
commissioners. and formulated in the interrogatories contained in your 
circular, to which this is a response, I am directed by the board to 
make the following answers: 

(1) There has been no safety appliance legislation in this State, for 
the apparent reason that abuses have not been recognized in the man- 
agement of moving trains or in their appliances for the satety of em- 
ployés and passengers which called for State interference or statutory 
remedies, : 

(2) The present condition of automatic couplers is that of experi- 
mentation purely. Railway managers manifest a desire to test any and 
every new device for the protection of employés from needless danger 
and themselves from the cost and loss incident to accidents. In this 
connection the “ standard coupler,” to which you refer, holds the same 
relation as the other devices being tried, except that this one has re- 
ceived the approval of the Master Car Builders’ Association. It is not 
accepted as a maximum result of genius and mechanical skill directed 
to this subject that it is wise or safe to settle down to a conclusion that 
it is the best thing that can be made, and to adopt it in universal prac- 
tice at an enormous cost, when it may soon be improved upon and have 
to be abandoned, is not the judgment of managers nor trusted experts. 

(3) The progress in the introduction and use of train-brakes on freight- 
cars is both rapid and satisfactory both as to mechanical efficiency and 
the safety of train-men. Nearly all through our rapid-moving freight- 
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trains are now provided with the Westinghouse air-brake, and to this 
extent reduce the necessity of traversing the tops of cars by train-men 
to the minimum. Not only are the air-brakes being applied, but means 
of instruction in their use is made general and obligatory upon ein- 
ployés. An experimental car fitted up with all the varied machines 
and devices of the air-brake, its application and use has been provided 
and kept on the larger lines for months at a time as a training-school 
of employés, to the end that all train-men may become familiar with 
them before being trusted with their use in regular train service. 

(4) One of our railroads having the greatest mileage is substituting 
steam from the locomotive for fuel heating on cars as rapidly as they 
can be applied, viz, the Atchison, Topeka and Santa Fé. It is known 
as the “« G. A. Houston system,” which has been devised and perfected 
by Mr. G. A. Houston, in the employ of the company. 

No company has as yet abandoned the use of oil for lighting cars, 
but two of them in interstate ownership, the Santa Fé and Rock Isl- 
and, have substituted incandescent electric lights for oil-lamps on pas- 
senger-trains between the Missouri River and Chicago with reported 
satisfactory results. 

(5) Respecting other safety devices, it is the opinion of the board 
that they are receiving as much consideration and liberality in experi- 
mentation as obligation of the companies to their employés and the 
public rightfully demand from them in the present depressed condition 
of their relative earnings and fixed charges. 

(6) The board is clearly of the opinion that no Federal legislation is 
required or desirable in this respect, and for reasons set forth herein- 
before. The safety of employés and passengers is coincident with the 
interests of the companies, and can not be ignored in their manage- 
ment without a disregard of business methods and ultimate profits. It 
will be readily recognized that the adoption of new devices which prom- 
ise added protection to employés and passengers is a sharp bid for 
popular favor and public patronage, which will in this era of intensi- 
fied competition be a better guaranty of discovery and application of 
the best means and methods of safety than could be by a Federal legal 
surveillance, which would in effect check competitive impulse and shift 
responsibility for neglect from the railway companies to Government 
officials. 

FROM THE RAILROAD COMMISSIONERS OF MAINE. 


[By D. N. Mortland, chairman. ] 


In response to your circular under date of May 17, 1889, requesting 
information and the views of this board relative to the question of Fed- 
eral regulation of safety appliances on railroads, we reply as follows: 

(1) As the freight traffic is in this State, as in other States, principally 
interstate traffic, very few attempts have been made by our legislature 
to legislate relative to safety appliances on railroad trains. Neither has 
this board urged legislation in that respect, believing, as we do, that 
all attempts on the part of individual States to legislate as to charac- 
ter or kind of safety appliances, especially on freight trains, must, by 
reason of conflicting laws, result in hinderance and loss to railroad cor- 
porations and failure to accomplish the object desired. 

(2) Automatic car-couplers have not yet been applied to any freight- 
cars of any railroad in this State, except by way of trial or experiment 
on two or more cars, at different times, at the requests of agents or 
owners of such couplings, the link and pin being yet in general use 
upon all freight-cars owned by railroad companies in this State. 
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The action of the Master Car Builders’ Association in adopting not 
a coupler, but a type of coupler, we believe has tended more to hinder 
than to promote the general adoption and use of automatic couplers 
during the past two years. : 

At the time of the adoption by the Master Car Builders’ Association 
of the “Janney type,” so called, no coupler of that type had been in-. 
vented, except such as appears by reliable reports as when subjected 
to practical or physical tests would entirely fail to meet the require- 
ments of the freight service. For this reason, as stated by practical 
railroad men, the attitude of railroad managers in this State and else- 
where has been adverse to its adoption. 

For the above-stated reason this board, while recognizing the fact 
that some practical and immediate action should be taken to prevent 
the seemingly unnecessary mutilation and loss of life of men engaged 
in coupling and uncoupling freight-cars, refused a year ago to join the 
Massachusetts board of railroad commissioners and others in a com- 
munication to Congress on that subject, which to a certain degree in- 
dorsed the action of the Master Car Builders’ Association above men- 
tioned. But as many improvements have since been made by invent- 
ors upon the type of couplers selected, we are now led to believe the 
same may be more generally adopted. 

(3) To successfully apply train-brakes on freight trains it would 
seem to require uniformity in couplers. No effort has as yet been 
made in this State, and so far as we are aware no progress has been 
made in that direction. 

Next to the number injured from coupling and uncoupling freight 
cars is the number injured in handling brakes, while to this class the 
nuinber of fatal accidents is even greater than the former, the most of 
which occur from traversing the tops of ears. 

(4) During the last session of the legislature of this State a statute 
was enacted providing that ‘no passenger, mail, or baggage car on any 
railroad in this State shall be heated by any method of heating or by 
any furnace or heater, unless such method or the use of such furnace or 
heater shall first have been approved in writing by the board of rail- 
road commissioners.” And further providing *‘ That in no event shall 
a common stove be allowed in any such ear.” 

Before the enactment of the above-quoted statute some of the 
wealthier railroad corporations had adopted a system of heating by 
steam from the locomotive, and much has since been done both by 
these and other railroad companies to apply and perfect said system. 

During the coming winter, we trust, the greater portion of pas- 
senger trains will be heated by this method. Uniformity in method of 
heating is, like coupling, desirable, and all efforts on the part of individ- 
ual States to secure it must, for like reasons, in a large degree prove 
abortive. 

(5) While we have doubted the wisdom and policy of Federal legis- 
lation tending to regulate and control the freight traffic of the country, 
we do believe that if there was sufficient reason to demand it, a far greater 
reason demands that Federal legislation be invoked for the protection 
of the lives and limbs of passengers and employés on railroads. As we 
have stated, individual State legislation upon all these important sub- 
jects has failed, and must, by reason of conflict of statute enactments in 
the several States, fail to accomplish the objects above mentioned. 

(6) If Federal legislation is deemed necessary to regulate these mat- 
ters, logically Federal supervision and inspection would follow. As to 
what the nature and extent of such inspection should be, we have now 
no opinion to express, 
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FROM THE RAILROAD COMMISSIONERS OF MASSACHUSETTS. 


[By George G. Crocker, chairman.] 


* * * * * * * 


In March, 1888, this board sent to each of the Senators and Repre- 
sentatives from this State a letter of which the following is a copy: 


To the honorable Senators and Representatives of the State of Massachusetts in Congress 
assembled : 


GENTLEMEN: In the United States thousands of men every year are killed or injured 
in coupling or uncoupling freight cars. During the past year the casualties from this 
cause in our State alone were one hundred and twenty-two, of which eleven resulted 
in death. This loss of life and limb can be prevented by the use of automatic coup- 
lers, but, as the freight traftic is principally interstate traffic, attempts on the part of 
individual States to secure uniformity within their respective jurisdictions would 
probably result in conflict and failure. While the desired end may be accomplished 
in time without Congressional action, delay means further unnecessary mutilation 
and loss of life. This subject is believed to be within the proper province of Con- 
gress, which alone can deal with it effectually and with that promptness which its 
importance demands. ‘The action of the Master Car Builders Association last year, 
in selecting a type of coupler as the standard for that association, has largely elimi- 
nated a serious difficulty, and hasopened the way for Congressional action. 

Two other subjects of a similar nature demand your consideration. 

The total number of brakemen injured ip handling the brakes on freight cars 18 
somewhat smaller than the number of those injured in coupling and uncoupling, but 
the number of fatal accidentsis much greater. Most of these accidents can be averted 
by the use of train brakes, which have lately been perfected so that they can be suc- 
cessfully used on long trains of freight cars. 

The success and growth of the system of heating passenger cars from the locomo- 
tive, or other single source, will be greatly promoted, if Congress will take such ac- 
tion as will insure the adoption of some uniform steam-coupler. 

We respectfully urge that you will give the three subjects above mentioned liber- 
ally of your thought and of your energies, to the end that Congress may, without 
unnecessary delay, refer them to the Interstate Commerce Commission, or take such 
- action as may seem to it advisable. Wecommend for adoption the following draught 
of a resolution: 

Resolved, That the Interstate Commerce Commission are instructed to consider what 
can be done to prevent the loss of life and limb in coupling and uncoupling freight 
cars used in interstate commerce and in handling the brakes of such cars, and in 
what way the growth of the system of heating cars from the locomotive, or other 
single source, can be promoted, to the end that said Commission may make recom- 
mendations in the premises to the various railroads within its jurisdiction, and report 
its doings to Congress at an early date, with such suggestions as to legislation on 
said subjects as may seem to it necessary or expedient. 

We, who have been vested by the authority of the State with a commission which im- 
poses upon us a special trust to promote the safety of employés and passengers on 
railroads, respectfully press this petition, as in duty bound, in the name of the multi- 
tude of those who have suffered and in behalf of the multitude of those who are yet 
to suffer, unless saved by your philanthropic offices. 


The Board also communicated with the commissions of the various 
States, several of whom joined in sending a similar communication to 
their Senators and Representatives in Congress. The legislature of 
Massachusetts also adopted and forwarded to Congress the following 
resolutions : 


Resolved by the senate and house of representatives in general court assembled : 

Whereas thousands of railroad employés every year are killed or injured in 
coupling or uncoupling and in handling the brakes on freight cars used in inter- 
state traffic, and most of these accidents can be avuided by the use of uniform auto- 
matic couplers and train brakes; and 

Whereas the success and growth of the system of heating cars by steam from the 
locomotive or other single source largely depends on the adoption in interstate traffic 
of auniform steam coupler; and 

Whereas these subjects are belicved to be of pressing importance and within the 
proper scope of the powers of the Congress of the United States, while attempts on 
the part of individual States to deal with them have resulted and must continue to 
result in conflicting regulations ‘ 
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Resolved, That the senate and house of representatives of the Commonwealth of 
Massachusetts, in general court assembled, do most respectfully and earnestly urge 
upon Congress a consideration of the foregoing subjects, with a view to the passage 
of a resolution instructing the Interstate Commerce Commission to consider what can 
be done to prevent the loss of life and limb in coupling and uncoupling freight cars 
used in interstate commerce and in handling the brakes of such ears, and in what 
way the growth of the system of heating passenger cars from the locomctive, or other 
single source, can be promoted, to the end that said Commission may make recom- 
mendations in the premises to the various railroads within its jurisdiction and report 
its doings to Congress at an early date, with such suggestions as to legislation on said 
subjects as may seem to it necessary or expedient. 

fiesolved, That a copy of these resolutions be transmitted to the Congress of the 
United States and to each of our Senators and Representatives therein. 

In senate, adopted March 22, 1888, 

In house, adopted March 27, 1888. 


Congress having failed to take any action on these resolutions other 
than to refer them to the proper committee, this board availed of the 
opportunity afforded by the conference of railroad commissioners in 
Washington on the 5th of March last to secure the passage of the reso- 
lution then adopted, and referred to in your circular, to which this is a 
reply, and in regard to which the following specific responses are made: 

(1) The first inquiry relates to the history of safety-appliance legis- 
lation. In this State there are statute provisions requiring draw-bridges 
to be furnished with conspicuous signals; that switches shall be of a 
kind approved in writing by this board; that bridge guards approved 
by the board shall be maintained ; that sign-boards shall be maintained 
at crossings of highways and in certain cases at crossings of traveled 
places; that gates shall be erected at crossings when the county com- 
missioners or the railroad commissioners so request; that good and 
sutficient brakes be attached to every car used for transportation of 
passengers; and toevery freight car, except four-wheel freight cars, used 
only for freight ; that each train shall be equipped with certain tools for 
use in case of accident and with such other tools and appliances as the 
board may direct; and also that each passenger train shall be equipped 
with certain specified tools for protection of passengers in case of fire; 
that no passenger car shall be lighted by naphtha or by an illuminating 
oil or fluid made in part of naphtha or which will ignite at a temper- 
ature of less than 300 degrees Fahrenheit; that safety-valves shall be 
provided with appliances for deadening the sound ; that persons who 
are called upon to distinguish color signals shall be examined for color 
blindness ; that locomotive boilers shall be tested in accordance with 
regulations prescribed by the board; that every railroad company shall 
place upon its freight cars constructed or purchased by it, and upon 
every freigit car owned by it, of which the coupler or draw-bar is re- 
paired by it, such form or forms of automatic or other safety coupler 
at each end thereof as the board of railroad commissioners may, after 
examination and test, prescribe; that the board may exempt a railroad 
from the necessity of making a know-nothing stop at a grade crossing 
with another railroad, providing a system of interlocking automatic 
signals approved by the board isin operation at such crossing ; that 
frogs, switches, and guard rails, with the exception of guard réils on 
bridges, shall be adjusted or blocked to the satisfaction of the board so 
as to prevent the feet of employes from being caught therein ; and that 
passenger, mail, and baggage cars shall be heated only by such furnaces 
or heaters as may be approved in writing by the board. 

The legislation relating to safety appliances has been complied with 
by the railroads without the necessity of resorting to the pecuniary 
penalties which in most cases are imposed by the statute. No serious 
obstacles have been encountered. The general effect has been salutary, 
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It will be noticed that indorsement by the legislature of special pat- 
ents has been avoided. The only instance in which a special patent 
has been mentioned in the statute was that of the Tyler switch, and 
by the legislature of last year that special sanction was withdrawn. 

(2) The condition of affairs in regard to automatic couplers is set 
forth in our report of January, 1888, pages 52 to 55, inclusive, and in 
the report for this year, pages 2 to 23. Our railroad companies are not 
enthusiastic over the Master Car Builders’ standard type. The auto- 
matic couplers which have been approved by this board are the Jan- 
ney, the Hilliard, the Cowell, the United States, the Hein, the Boston 
automatic, and the Safford. Most of these were approved before the 
Master Car Builders’ Association made its selection. The progress 
towards a uniform automatic coupler is not satisfactory, and, in the 
opinion of this board, can only be secured by Congressional interfer- 
ence. ; 

(3) The progress in the use of train brakes is not satisfactory. In 
some few instances complete freight trains used only for traffic within 
the State are provided with train brakes, and in some other cases a 
small proportion of the cars on freight trains are provided with the 
Westinghouse automatic air-brake, but generally freight trains are 
only provided with the old hand brake. With reference to the intro- 
duction of train brakes as well as of automatic uniform couplers, this 
board deems that such expedition as the gravity of the case demands 
can only be secured by Congressional action. 

(4) A full statement as to what is being done in this State in regard 
to heating and lighting passenger cars will be found at the beginning 
of the report of the board for the current year. 

(5) The answer to this question is embodied in the answer to the first 
question. 

(6) For the reasons already stated or referred to, Federal regulation 
of freight-car couplers and of freight-train brakes seems desirable. 
The regulation of couplers for steam heating, though desirable, is not so 
imperative, and can be more readily managed by the companies form- 
ing connecting lines without Federal interference. 

(7) Federal legislation should impose upon the Interstate Com- 
merce Commission the duty of prescribing the conditions which freight- 
car couplers should fulfill, and should give the Commission authority 
to make such investigations as it may deem necessary, and to employ 
experts therefor. The difficulty of decision has been greatly lessened 
by the action of the Master Car Builders’ Association in selecting a 
type, though in a matter of such importance it might be well to have 
the question again acted upon by that association. It should be pro- 
vided by law that, when the Commission has announced the require- 
ments, every railroad company doing an interstate business shall place 
on its freight cars thereafter constructed or purchased by it, and upon 
every freightcar owned by it, the coupler or draw-bar of which is re- 
paired by it, an automatic coupler fulfilling the conditions prescribed 
by the Commission; and that from and after a certain date, to be fixed 
by the Commission, not less than three nor more than five years from 
the time when the order is issued, no freight cars shall be used in inter- 
state traffic unless they are provided with automatic couplers fulfilling 
the requirements. The conditions should be so drawn as to perm't 
latitude in design without sacrificing interchangeableness or such uni- 
formity in operation as may be requisite. 

Similar provisions of law and corresponding action by the commis- 
sion should be taken with reference to equipping freight cars with 
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train brakes. The conditions which must be fulfilled should be pre- 
scribed, and the difficulty in determining the conditions will not be found 
to be so great as in the case of couplers. 

Similar proceedings might eventually be had with reference to steam- 
couplers for heating trains, but it is at least questionable whether the 
experience in train-heating has yet reached a point which will justify 
Congressional regulation. 

(8) It would seem that a board, after the analogy of the Steam-boat 
Inspection Service, would be unnecessary; but the Interstate Commerce 
Commission might eventually be vested with power to employ inspec- 
tion agents. This power would not be requisite at first, as it seems 
probable that the Commission, through the instrumentality of annual 
reports, could secure most, if not all, the information needed. 


FROM THE RAILROAD COMMISSIONER OF MICHIGAN. 
[By John T. Rich, commissioner. | 


Your circular letter of the 17th of May ultimo, making certain inter- 
orgatories in relation to safety appliances for use on railroads and leg- 
islation in regard thereto, was duly received. The history of the legis- 
lation in this State is best found in the acts themselves, a copy of which 
is Sent you under separate cover. 

The legislation upon this subject has been as well observed as the 
conditions would admit of. 

The means used to enforce the laws have, as a rule, been through in- 
_ terviews with the railroad officials, correspondence, and in a few in- 
stances formal orders have been issued in specific cases. It may be 
properly said here that the railroad managements have manifested a 
commendable spirit in endeavoring to comply with law, and when to do 
so literally was impossible, then they have complied as far as practica- 
ble with it in spirit and intent. The general effect’ has been to reduce 
the number of accidents of certain classes, while in others no improve- 
ment has appeared to result. 

The blocking of frogs and guard rails is generally done in this State, 
and we have had no accidents from such causes in several years. 


AUTOMATIC COUPLER. 


- 


There has: been no apparent improvement in the use of automatic 
couplers in any general sense. In 1886 my predecessor, Hon. William 
McPherson, after taking the testimony of the principal railroad officials 
ot Michigan, approved of seven different couplers for use in this State, 
as required to do by the provisions of the statute then recently passed 
by the legislature regulating such use. There is no doubt that Com- 
missioner McPherson made as judicious selections as possible to have 
done at that time with the light he had before him, and acting as he 
did largely upon the recommendation of the railroad officials whose 
views he consulted. But it is nevertheless true that not one of the 
couplers then selected has come into general use in the State, or has 
proved a success in any practical sense. The Flint and Pére Marquette 
Company selected the Marks coupler and equipped a large number of 
their freight cars with that pattern. They have been doing a large 
traffic in the hauling of logs, and there isno doubt that the use of the 
Marks coupler on their logging cars has prevented many accidents. 
The other couplers were put upon cars that went into general use, and 
the almost universal practice of train-men has been to couple the auto- 
matic couplers by the ordinary method of going between the cars and. 
guiding thelink with the hand, Inquiries among the men why they take 
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that risk, brings the almost uniform reply that there is no dependence 
to be placed upon the working of the so-called automatic, and so they 
prefer to couple by hand to start with. 

Since my appointment as commissioner, two patterns of couplers of 
the Master Car Builders type (so called) have been approved for use in 
this State—the Janney upon the application of the Grand Rapids 
and Indiana Railroad Company, and the Dowling upon the application 
of the Michigan Central Railroad Company. Of the former only a 
few have been put on, and appear to work well when coupled with 
each other. Of the latter pattern I understand that a considerable 
number were applied, but I am advised did not prove satisfactory, and 
no more are being used by the Central Company. 

The foregoing is about all the progress I am able to report from this 
State in the way of adopting. automatic couplers of the Master Car 
Builders type. 

The railroad officials appear to regard that type of couplers with 
considerable favor as being the one most likely to secure early uni- 
formity in car-couplers. It is claimed by some that during the transi- 
tion period, from the use of the old style of couplers with the latter, 
the danger from accident will be increased rather than diminished. 

The train-men, generally, are opposed to any form of the automatic 
coupler and express a preference for the Safford link and pin coupler, 
which is provided with concave face, thus leaving room for the hand 
while the coupling is being made. In short, so far the situation in 
Michigan indicates very little progress has been made in the adoption 
of the automatic coupler, except to demonstrate how great are the 
difficulties to be overcome before they can be expected to come into 


general use. 
HEATING AND LIGHTING OF PASSENGER CARS. 


Since the law of 1887, Michigan statutes, went into operation with 
regard to heating cars by some safer method than that heretofore gen- 
erally in use—stoves—the managers of the principal roads in our State 
have been doing the best they could to accomplish the purpose of the 
law. On several of the roads experiments in the way of heating their 
cars by steam from the engine have been under way for two years past, 
but so far with indifferent success. It has proven an uneontrollable 
method in many particulars, and the heat provided has not been as 
agreeable as that from the hot-water radiators. No means have yet 
been devised to keep the car warm in case of an accident to the locomo- 
tive, incase of a removal of the stoves, so that the latter have generally 
been permitted to remain in position. No device has as yet been 
approved at this office for use under the provisions of our statute, but 
ordinary stoves and frail heaters have been ordered from the cars on 
Michigan railroads. Hot-water heaters are thus far giving the best 
satisfaction to the occupants of the cars. Most of the companies will 
continue to experiment in this connection during the coming winter. 

No complaint has been made to this office of the methods of lighting 
generally employed on the railroads of this State, and, I think, of other 
States, by lamps burning kerosene oil, which in Michigan mustonly flash 
at a temperature of 300° Fahrenheit. 


TRAIN BRAKES, 


Train brakes are being rapidly brought into use in this State. The 
necessity for speed in the transportation of perishable goods requires 
some method for quickly stopping of trains, This can only be accom- 
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plished by the use of power brakes, or the employment of a large num- 
ber of train-men, and the former plan is now being generally adopted 
for the desired purpose. It is doubtful whether the progress is being 
made with sufficient celerity to please the train-men, but the necessity 
for their use is recognized by most officials, and such brakes will be 
utilized as fast as conditions will permit on our main trunk lines. Leg- 
islation may be necessary to secure the co-operation of the less impor- 
tant companies in thisregard. But as the efficiency of the power brake 
comes to be understood and appreciated their adoption even on the 
smaller roads will be a matter of brief time only. No trains are made 
up at present on which the train-men employed are not obliged to trav- 
erse the tops of the cars more or less. 

Experiments are now being made by the Michigan Central Company 
in lighting their passenger cars by the use of electricity furnished from 
Storage batteries. So far as reported the experimenting is proving sat- 
isfactory. 

OTHER SAFETY DEVICES, 


Interlocking switches are being put in at all new railroad crossing’s 
in this State, and at many of the older ones. They are giving the best 
of satisfaction. The split-switch is also being adopted as rapidly as 
circumstances will permit, and are universally conceded to be a great 
improvement and conducive to safety, as it lessens the danger of de- 
railment at least one-half. : 


FEDERAL LEGISLATION. 


It is doubtful whether Federal legislation will accomplish much of 
what is desirable in the way of regulations for the adoption of safety 
appliances on railroads in the States. The difficulty generally with 
legislation in regard to safety devices has been that the law passed has 
required much at the hands of railroad companies when no means for 
the performance of the requirements are available, and it is difficult to 
understand how legislation by Congress can stimulate or anticipate 
human ingenuity in that respect. 

With regard to couplers it might be deemed desirable, and perhaps 
necessary, when a real automatic coupler is discovered, to invoke the 
aid of Congress in securing its use by the railroad corporations in the 
different States, but beyond this, in my judgment, very little could be 
accomplished in that behalf by Federal legislation. 

The heating, lighting, and brake questions will soon solve themselves 
without much of any legislation, State or national. 

If Federal control is to be assumed in such matters, I am of the opin- 
ion that a board organized somewhat after the plan of our supervising 
marine would be preferable to a general commission. 


FROM THE RAILROAD COMMISSION OF NEW YORK. 


[By William E. Rogers, chairman. | 
x * * * * * * 


(1) At the time of the creation of the board of railroad commis- 
sioners of this State there were comparatively few statutory regulations 
providing especially for the safety of train-men, although there were a 
number providing for that of passengers. After the board had been 
in existence about a year, an act was passed upon its recommendation 
(chapter 439, laws of 1884) entitled “ An act for the better protection 
of life and property upon the railroadsof this State to promote the safer 
and better management of steam railroads,” 


H. Mis. 50-——20 
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The first section provided for the abolition of the old stub switch, 
and the substitution of switches of a better construction. 

The second section required the construction of warning signals at 
the approach of low bridges to prevent train-men being struck while on 
the roofs of cars. 

The third section provided for the construction of gates or stationing 
of flagmen at highway crossings. 

The fourth section provided that after July the 1st, 1885, no coup- 
lers other than automatic should be placed upon any new freight car to 
be built or purchased for use upon any railroad in this State. 

The fifth section provided for all trains coming to a full stop before 
crossing another steam-raUroad track at grade. 

The sixth section required every passenger car to be equipped with 
an automatic air-brake or some other form of safety-power brake to be 
applied from the locomotive. 

The eighth section provided that each passenger car should be 
equipped with a set of tools to be used to extricate passengers in case 
of accident. 

In 1887 an act was passed prohibiting any steam railroad after the 
1st of November, 1888, from heating its passenger cars on other than 
mixed trains, by any stove or furnace kept inside the ear or suspended 
therefrom, exempting from the act railroads under 50 miles in length, 
and empowering the board of railroad commissioners in special cases to 
extend the time not to exceed a year. 

This act also provided that guard posts should be placed in the pro- 
Jongation of the line of bridge trusses to prevent these trusses being 
broken down by a derailed car. 

In answer to your question, * * * J can say with assurance that 
the provisions with regard to steam heating have been very generally 
conformed to. Extensions were made from time to time by the board 
in special cases, but the passenger equipment of the railroads of the 
State are substantially all fitted to be heated by steam from the loco- 
motive at present, with the exceptions specificially provided for by 
statute. * * * Whenever a violation of a law is brought to the 
attention of the board of railroad commissioners it immediately takes 
measures to have it enforced by the law officers of the State. 

With regard to the-other requirement of the law, the board is of the 
impression that they are generally enforced. 

The board has in its employment an inspecting officer whose business 
it is to critically inspect the condition of the road-bed, ties, fish-plates, 
switches, trestles, and all other things connected with the permanent 
way of railroads, and also to see that the corporations comply with the 
provisions of law in all respects connected with the physical manage- 
ment of the road. This officer begins his inspection of the railroads as 
soon as the snow leaves the ground in the spring, and continues until 
the frost sets in in the autumn. He is enabled to visit every railroad 
in the State about once in two years. He makes a report tothe board 
of the condition in which the railroad is found, with such criticisms and 
recommendations for the remedying of defects as he may deem proper. 
A copy of this report is sent to the president of the railroad with the 
recommendation of the board, if it approves of the recommendation of 
the inspector, that the suggestions of the inspector be adopted. An 
opportunity is given the railroad for a hearing and for a modification of | 
the recommendation of the board. 

Resulting from this inspection and from the measures taken by the 
board, there has been brought about an improvement in the physical 
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condition of the railroads of this State of which the public at large have 
very little idea. 

The board has also given very special attention to the inspection of 
bridges. It requires each corporation to file with the board plans and 
drawings in detail of every bridge upon the line of its road with the 
strain sheet accompanying the same. The stresses upon every mem: 
ber of every bridge are re-calculated by the bridge engineer of the 
board, and if any structural weakness, deficiency of metal, or faulty 
construction is detected the corporation is notified of the fact and re- 
quired to show cause why the bridge should not be strengthened or 
remedied. 

This has been a most importantand prolonged work. The strain sheets 
and calculations are in process of publication and within a short time 
the board believes they will be completed. 

The critical inspection of bridges thus undertaken has led to the re- 
construction of a large number and to the strengthening of a still larger 
number. 

(2) This question is partially answered hereinbefore where your at- 
tention is called to the statute of 1884 regarding the same. 

A bill has passed the legislature and is now before the governor re- 
quiring all corporations operating any line of railway by steam power 
in the State, by the first day of November, 1892, to equip all of their 
own engines and freight cars run and used in freight trains or other 
trains in this State with automatie couplers. 

The board has no trustworthy information before it at the present 
writing as to what progress the standard coupler adopted by the Mas- 
ter Car Builder’s Association is making. My impression, however, is 
that the progress is not very rapid. 

(3) There was a bill introduced requiring the adoption of freight- 
train brakes, and it failed to pass the legislature this year. The board 
is not advised of there being any serious effort upon the part of rail- 
roads to equip their freight cars with air-brakes. 

(4) The answer to the heating has been given hereinbefore. 

With regard to lighting it may be said that a bill has passed the leg- 
islature prohibiting the use of kerosene oil, and is now before the gov- 
ernor awaiting his action. 

The board is of the opinion that mineral sperm oil of 300 degrees fire 
test is a safe illuminating material. The use of oil of a lower test is 
prohibited already by statute in this State. 

The board has given considerable attention to this subject, and its 
views may be briefly stated as follows: : 

In response to a resolution of the legislature, a. public hearing was 
given on this and other subjects. With regard to lighting there were 
but two methods suggested at the hearing. One was by electricity, 
the other by stored gas. The method by electricity appears to be so 
expensive as to give but little encouragement to railroads to continue 
it. ; 

There does not appear to be any trustworthy evidence that the 
present method in general use of lighting the cars with lamps in which 
mineral sperm-oil, so called, of 300 degrees fire test is used, is danger- 
ous. In case of collision or sudden shock the lamps are almost certain 
to go out. While, of course, candles would probably be safer in certain 
contingencies, it is very questionable whether the great inconvenience 
the public would be subjected to by such a dim light would be com- 
pensated for by the slightly increased safety. : 

The method of storing gas in reservoirs under the cars is one which 
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the board is not prepared to pronounce as more or less safe than lamps, 
there being no evidence attainable at present on the subject. The 
bursting of such a reservoir in a collision would let loose a highly in- 
flammable material liable to catch fire and do great injury. The 
methods now being experimented upon by railroads for lighting cars, 
known as the “‘ Pintsch” system and others, consist in storing gas, either 
common coal-gas or a gas from petroleum, in reservoirs under the cars. 
This board is not prepared to give such a system its sanction, certainly 
at present. 

Since the board has been in existence there has not come within its 
knowledge a single case of a railroad car, either in collision or other- 
wise, in thisState, having caught fire from the lamps. ° 

It would thus appear that there is no very immediate necessity for 
legislation upon this subject. 

(5) This question has been incidentally answered hereinbefore. 

(6) IL am of the impression that Federal legislation can properly be 
invoked to cover the matters of automatic brakes, uniform automatic 
couplers, and uniform couplers for steam-heating, and I see equally 
good reason why there should be Federal legislation with regard to 
these matters as with regard to safety measures for steam-ships and 
steam-boats navigating the rivers of the country. 

In a report upon tests of automatic car-couplers, J uly 1, 1886, to be 
found upon page 179 of the first volume of the report of this board for 
1886, the board uses the following language: 

To attain the main object of an antomatic coupler, i. ¢., to save the lives and limbs 
of trainmen, it is most desirable that but one device should be in universal use. If 
there is diversity it will increase rather than diminish the present dangers. 

There appears to be but two ways for this to be brought about, one by the operation 
of the law of the “survival of the fittest,” the other by the creation by Congress of 
@ commission to determine upon one coupler and compel its adoption by all compa- 
nies engaged in interstate commerce. 

The first method, it would seem, will be slow beyond all computation from present 
Eee, There appears to be no good reason, however, why the second could not 

e€ aone. 

Under its powers to “regulate commerce among the several States,” Congress has 
already prescribed rules for the inspection of hulls and boilers of steam-ships, for 
the examination of engineers as to their competency, for vessels being provided with 
ee life-preservers, and for many similar things to insure the safety of travel by 
water. 

It would seem that the same power could and should be exercised to insure safety 
in the operation of railroads. 

From the diversity of the recommendations made by the States which have already 
acted on the coupler question, it seems to be hopeless to secure unanimity from them 
acting separately. ; 

It is needless to say that, with regard to the many matters of safety 
involved in the proper maintenance of the road-bed, incidentally men- 
tioned hereinbefore, they should be keptexclusively within the State con- 
trol. Safety appliances, however, to be applied to the rolling stock mov- 
ing from State to State, and requiring uniformity to be efficacious, should 
clearly, in my opinion, come within the Federal supervision, and if nec- 
essary, Gompulsion. 

(8) It would seem that the simpler. the agency the better. Probably 
no better method could be devised than to appoint an inspector, of the. 
Interstate Commerce Commission, whose duties it would be to see that 
the Federal regulations with regard to these devices, viz, automatic 
brakes, automatic couplers, and automatic steam-couplers should be 
conformed to by the railroads throughout the country whose cars pass 
from one State to another, : 
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FROM THE RAILROAD COMMISSIONER OF OHIO. 
[BY W. S. CAPPELLER, COMMISSIONER. | 


(1) The legislature of this State has from time to time, by legislation, 
sought to require railroads to adopt such measures as would lessen the 
nuinber of accidents in the State. As far as my observation goes, the 
railroads have always complied to the Statutory requirements. The 
general effect has been, I think, to lessen the number of accidents. The 
number per mile of line operated is much less than it was fifteen years 
ago. 

(2) All passenger trains use automatic couplers. I am unable to say 
what the attitude of all railroads is towards the standard coupler. The 
consideration given the matter by the Master Car-Builders’ Associa- 
tion, should have, and no doubt will have, considerable wei ght with rail- 
road operators. 

(3) Some of the trunk lines, viz, the Pennsylvania Company, the 
Lake Shore, and Baltimore and Ohio have within the past year fitted up 
some through freight trains with automatic brakes, but I doubt if the 
expense is not too great to come in general use. Forthe coming brake 
for freight trains, in my judgment, we will have to depend on electricity. 
The experiments that are being made give reason to hope that such 
can be applicable to freight trains at a nominal cost. 

(4) We have no statute in this State against coal-stoves for heating 
or oil-lamps for lighting. 

(5) All passenger trains are required to carry saw, ax, and sledge, 

and water-buckets for extinguishing fires, also all roads are required to 
block frogs and guard rails so as to prevent the feet of employés or 
others from catching in them. Safety gates or flagmen are required at 
street crossings when, in the judgment of the commissioner, they are 
necessary. 
___ (6) States in themselves may legislate for safety devices, but the con- 
fliction of legislation by States has a tendency to embarrass trunk-line 
roads operating in different States. It would therefore be much better 
if Federal legislation could be had, thus making it uniform, and which 
in time the small roads of the State would adopt themselves. 

(7) Federal legislation in regard to coupler, train brake, car heating 
and lighting, would be far preferable to State legislation; its uniformity 
would be its greatest virtue, but, upon this subject, only such appliances 
should be adopted as have been thoroughly tested and approved by 
the Master Car-Builders’ Association, which it is safe to say is, or should 
be, unprejudiced and without favoritism. : 

(8) Federal legislation, to be expedient, should be administered by the 
State commissions, where they exist, thus avoiding duplication and 
confliction of orders. The Federal Government might make such ap- 
pointments, giving preference to existing boards where they exist, thus 
lessening the expense both to the State and Federal Government and in- 
suring the highest measure of service. 

In my report of 1887, I held, and still hold, that it was against pub- 
lic policy to burden railroads with unreasonable legislation; that the 
public would demand friendly relations with the railroads, the one the 
accommodating servant of the public, and the other just and rea- 
sonable in all its demands. If the statistics could be compiled, I be- 
lieve it would be shown that the percentage of accidents, while more 
frequent than they should be, is in fact no greater than the percentage 
arising from other causes of equally hazardous employment. There is 
an infatuation about railroad train service that is enticing to young men 
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who are not particularly developed in the bump of caution. Accidents 
pervade all business, trades, and professions—steam, gas, electricity, 
builders, and so on to the crack of doom. Much has been done, and 
much more can be done to lessen the percentage of accidents. If Con- 
gress can by wise legislation contribute in that direction, it will have 
rendered an everlasting service. 


FROM THE RAILROAD COMMISSIONERS OF OREGON. 


[By G. W. Colvig, J. P. Faull and Roe ae ‘commissioners, G. A. Waggoner, 
clerk. 


* * * * * * * 


(1) The State of Oregon has no legislation on the subject of safety 
appliances on railroads. 

(2) The Miller coupler on passenger cars is in general use. No auto- 
matic coupler is in use on freight cars on any of the lines in this State. 
There is no prospect apparent of any uniform safety coupler being 
adopted unless it should be enforced by an act of Congress. 

(3) Freight trains are managed largely by means of hand-brakes on 
all of the lines in Oregon. No.company so far as this board is informed 
- has a complete air-brake system in the State. 

(4) All passenger cars in this State are heated by means of stoves 
and lighted by oil lamps. 

(5) The board is not informed of any other safety devices being intro- 
duced in Oregon. 

(6) The board believes that some system of automatic couplings 
should be adopted by the General: Government, but that it should only 
require the same to be put on all cars constructed after the passage of 
the act. The reason for such a system is that the board believes it 
would greatly lessen the number of deaths and injuries which result 
from hand couplings. 

(7) That the board has no suggestions to make in relation to light- 
ing cars by electricity. That some method should be adopted for car- 
heating other than that of stoves. . 

(8) The board believes that the Federal authority should have an in- 
spector of railroads for each State. He should have power to grant a 
license to railroads to operate roads for freight or passengers within 
the State. He should be required to examine under oath and by proper 
interrogatories all applicants for the position of engineer or conductor 
on any train or engine, and if found qualified to grant such person a li- 
cense to act as such. He should have power to compel all companies 
in the State to cease running until it complied with the law by having 
duly qualified train-men. 


EXTRACT FROM A LETTER FROM GOVERNOR E. W. WILSON, OF WEST 
VIRGINIA, DATED SEPTEMBER 26, 1889. 


As a matter of fact, there is not a railroad in the United States but 
more or less conveys freight destined to another State, and, therefore, 
it would seem that Congress has the power to compel the use of safety 
appliances ; this, of course, on the assumption that the power to regu- 
late, etc., carries with it the authority to legislate upon the mode of 
conveyance. 


OTHER STATES. 


Brief replies indicating in nearly all cases an absence of legislation 
on the matters treated of in the circular, were received from Alabama, 
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Dakota, Florida, Ilinois, Indiana, lowa, Minnesota, Mississippi, North 
Carolina, Washington, and Wisconsin. 


FROM THE MASTER CAR BUILDERS’ ASSOCIATION. 
[By W. McWood, president, and John W. Cloud, secretary, for executive committee. | 


Your printed circular of May 17, 1889, addressed to the Master Car 
Builders’ Association, which accompanied your letter of June 6, to the 
secretary, was read before the association in convention at Saratoga, 
N. Y., on June 27, and referred by the convention to the executive 
committee for reply. 

The points of inquiry, either expressed or implied, upon which this 
committee is best prepared to furnish information are those relating to 
the construction and equipment of passenger and freight cars. Many 
of the railroads represented in the Master Car Builders’ Association 
have been obliged by State laws, intended for public protection, to make 
important changes in the coupling of freight cars, which render the 
ears less facile of interchange with other railroads in the same State as 
well as in other States, by making them more dangerous to couple in 
many cases when adjacent to cars of other railroads, so that it is 
doubtful, in the absence of any carefully sifted statistics, whether the 
laws have resulted beneficially. 

This association has for the past twenty years appreciated the great 
importance of uniformity in freight-car couplings throughout the United 
States and Canada on account of the vast interchange of cars, and it 
long ago established a standard height from top of rail to center of 
coupling, as well as a standard link and standard buffers with standard 
location on end sills, so that cars of all railroads might be coupled to- 
gether with equal facility. We are aware that damage sometimes hap- 
pens to men in coupling by this method, either from carelessness or 
otherwise, even when these standards are followed, but we think the 
establishment and maintenance of these standards has been beneficial, 
and we do not think it wise to disturb this uniformity unless it be sup- 
planted by uniformity again in a form which is less dangerous to oper- 
ate, and we believe that the present lack of uniformity, if allowed to be 
perpetuated, and still more so if extended by other State laws, will in- 
troduce more dangerous circumstances than it will eliminate. 

Putting continuous or train brakes on freight cars is largely a finan- 
‘cial question which this association does not attempt to handle; the 
mechanical questions have been pretty definitely settled, so that good 
efficiency may be surely had. : 

Heating and lighting passenger cars more safely is a problem not to 
be pushed too vigorously until better methods are proven, as an im- 
perfect system once established is hard to eradicate, even after more 
perfect methods have been developed, in which purity of air has been 
properly considered. 

In regard to safety appliances and practices in general, a large part 
of the time and attention of this association is given to perfecting plans 
and adopting rules of construction and inspection for numberless de- 
tails, so that the lives of men may not be jeopardized when it is possi- 
ble for human ingenuity and foresight to prevent it, and if the proposed 
action of your Commission will surely further this end and will bear 
equally upon all cases of same class doing service in the United States, 
the Master Car Builders’ Association will welcome it as an efficient aid 
to the accomplishment of what it seeks to do, 
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[By James F. Walsh. ] 


Your letter, also circular of inquiry of May 17 addressed to P. M. 
Arthur, grand chief engineer Brotherhood of Locomotive: Engineers, 
were by him referred to me with the request that I make answer at as 
early a date as possible. I therefore make it the object of this letter 
to answer your queries and will endeavor to follow in the order they 
are presented. 

(1) Outside of a law passed by the State legislature at its last ses- 
sion in reference to the heating of passenger cars by steam, I may say 
none. 

(2) The tendency on the part of trunk lines and the roads directly 
connecting is to equip that part of their freight equipment used in the 
_ transportation of live stock and perishable property with the auto- 
matic coupler. Should the present feeling continue, the prospects for a 
general. movement in this direction appear bright. The progress is 
slow at present, the drawback appearing to be the increased cost of 
the new couplers and the discarding of the old ones as long as they are 
serviceable, also the slowness of some of the roads to take hold of any- 
thing that tends to increase their operating expenses, each manage- 
ment endeavoring to make a favorable showing. 

(3) The progress in this direction is also very slow. That part of the 
equipment mentioned in the foregoing answer is also being equipped 
with power (air) brakes. The progress in this direction in point of 
safety to train-men and general safety is far from being satisfactory. 
The weight of a freight train of to-day is double and in many instances 
treble that which it was a few years ago. The speed of freight trains 
has been increased in equal proportion to the weight, but, unless where 
a few of the cars equipped with a power-brake are in the train, the 
facilities for bringing the train under control have not been increased. 
When one-third or more of the cars in an ordinary freight train are 
equipped with the power-brake the necessity for train-men traversing 
the tops of cars is reduced to a minimum. 

(4) There is a general movement at present towards equipping pas- 
senger cars with steam-heating apparatus. 

(5) In reference to the adoption of safety devices which do not come 
under the notice of the general public the tendency is to drag very 
slowly. 

(6) However undesirable to the railway companies Federal legisla- 
tion might be, in justice to those employed on the roads and to the 
traveling public, some definite action should be taken looking towards 
the adoption of safety devices, such as signals being placed on all 
switches and at grade crossings, also the keeping of watchmen at these 
crossings to change the position of the signals so as to permit trains 
having the right to pass, while indicating to others that the track is 
not clear. - 

Also the erection at a safe distance from points of danger a signal that 
may be seen by train-men at night or during bad weather indicating 
their close proximity to such points. 

(7) Without Governmental action it does not appear that any general 
movement will be made in the near future in reference to the adoption 
of safety appliances. The Janney type of coupler is meeting with a 
great deal of favor for freight cars, the main features of this coupler 
having been approved by the Master Car Builders’ Association 
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The Westinghouse improved automatic air-brake is being used when 
power-brakes are being applied to freight equipment. 

Steam from the locomotive is the most simple and easily handled for 
heating purposes. 

For lighting purposes, electric appliances as at present constructed 
are too expensive to justify their compulsory adoption when the slight 
danger to damage from the present form of non-explosive lamp is con- 
sidered. 

(8) As to the expediency of Federal legislation, I do not think that 
without it the adoption of life-and-property saving devices will ever 
become general, and the result will continue to be the periodical recur- 
rence of accidents, cansing great loss of life and damage to property 
through a desire to make a dividend-paying railroad out of one which 
should never have been constructed. 

Without Federal inspection Federal legislation in reference to those 
matters will not have much force. 

4s to the manner of inspection, my idea would be a division of the 
country into districts, the size of the district to be governed by the 
number of miles of railroad. An inspector to be appointed for each 
district, he to be an experienced railroad man. His duty to be an in- 
spection at frequent intervals of the roads and their equipment. Should 
his attention be called to a dangerous place in the road-bed, inferior or 
unsafe material or machinery, or to the neglect of duty or intemperance 
or incompetency on the part of an employé, he to have full power to 
-act in the case pending an appeal to those in authority over him. 


FROM THE ORDER OF RAILWAY CONDUCTORS. 
[By William P. Daniels, grand secretary and treasurer. | 


Your favor of the 17th instant to Mr. Wheaton, together with accom- 
panying circular, has been referred to me for reply. 

(1) I am not informed as to legislation in different States in regard 
to safety appliances; I believe Michigan has a State law requiring au- 
tomatic couplers, and there is now pending in New York an act to com- 
pel railway companies to equip all rolling stock with automatic brakes 
and couplers. ‘This bill was introduced by request of members of the 
Order of Railway Conductors, and I inclose herewith a copy of it. It 
has been amended by the New York legislature, but I am not informed 
as to what the amendments are. 

(2) In this respect also Iam not wellinformed, my time and attention 
being ‘so fully occupied by other matters that I have been able to give 
this matter of brakes and couplers but little attention. So far as I can 
judge, railway companies seem to wish to adopt both automatic brakes 
and couplers as fast as they can consistently do so, and I think the 
Western railways are generally favorable to the standard adopted by 
the Master Car Builders’ Association. Several of them are now equip- 
ping all new stock with both this standard coupler and the Westing- 
house automatic brake and replacing old couplers with the standard 
whenever repairs are necessary. 

(3) Is partially answered in reply to second. The progress made by 
railways in the matter of safety brakes is not entirely satisfactory to 
train-men, for the reason that a majority wish to see such brakes placed 
in use immediately on all trains without regard to possible financial 
consequences. I do not think any appliances can possibly be adopted : 

that will obviate the necessity of brakemen traversing the tops of cars, 
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The adoption of the Westinghouse automatic brake does away with - 
this necessity, to a great extent, but every practical train-man will 
agree with me that on heavy grades, approaching stations or other 
places where a stop may be necessary, brakemen should and must be 
on top of trains and ready for duty in case of any possible failure of 
automatic brakes. ; 

(4) Censiderable progress is being made in the way of steam-heat- 
ing for passenger trains, and while many railway companies claim that 
the use of steam has not yet been proved to be practicable, others, and 
among them those who have used steam longest, report entire satisfac- 
tion. In view of the possible danger from fire in case of accident, I do 
not think satisfactory progress is being made by railway companies gen- 
erallyin thisrespect. So far as I can learn, but little is being done to do 
away with oil lamps for lighting cars; some few companies are experi- 
menting with electricity, and one at least has demonstrated that it can be 
successfully used. As to comparativecost Lam not informed. I think 
progress in this respect is very unsatisfactory, and I think Federal leg- 
islation, if not too radical, is very desirable, and do not think of any 
tangible reason for opposing such legislation. 1n respect to brakes and 
couplers, while a very important matter, it is, I think, secondary to 
heating and lighting, and in any legislation care should be taken not 
to unreasonably burden railways that may be financially weak. 

(5) The old bell-cord and engine-gong should be driven out of exist- 
ence immediatély. It is extremely unreliable and consequently very 
unsafe. Much better appliances are in use, yet one State compels by 
a State law a railway that has equipped all its passenger trains with 
an almost perfect signaling appliance to continue the old bell-cord and 
gong. 

(6) Partially answered in reply to fifth; I think there should be 
Federal legislation prescribing severe penalties for unauthorized tam- 
pering with train signals and brakes; this is a common source of an. 
noyance and danger. 

(7) Legislation in regard to couplers, if any is had, should, I think, 
merely provide that all roads shall have all their rolling stock equipped 
with couplers that will couple automatically with the Master Car- Build- 
ers’ standard. This would of course be objected to by many and with 
apparent good reason, but in this as in other matters in this connec- 
tion, the safety of human life and limb is the principal end to be at- 
tained, and in these days of unlimited exchange of cars the main object 
would be defeated if different roads used different types of couplers 
which would not couple automatically with any and all others in use. 
Exactly the same thing should be kept in view in regard to brakes. 
Iam not well enough versed in constitutional law to know whether any 
certain appliance can be prescribed, but any legislation that does not 
provide for a general exchange of rolling stock without interfering 
with the operation of either couplers, brakes, or any other train appli- 
ance, is, in my opinion, utterly useless. Federal legislation is much 
preferable to State legislation on any of these subjects, for it would 
have the natural effect of making equipments more uniform, and rail- 
ways which might not be directly subject to Federal control would be 
so intimately connected with others that such legislation would pro- 
duce the desired result. 

(8) An experience of over twenty years in almost every branch of 
train service, including the control and running of trains and locomo- 
tive engines, has convinced me that there should be a thorough system 
of Federal inspection. My experience has shown me that of those 
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directly connected with train service the conductor occupies the most 
important position, bears the greatest responsibility, and upon him 
rests the burden of responsibility for a majority of those accidents due to 
other than unavoidable causes. He has control of all employed on the 
train and is held by his employers responsible for any failure, not only on 
the part of himself, but on the part of every other person employed on 
the train. He should be, and by the rules of some railway companies 
is, required to be competent to perform the duties of every other person 
on the train, including the engineer. I believe that conductors should 
by all means be subject to an inspection provided for by the Federal 
legislation, and the result of some six years’ study on this subject is 
embodied in a bill introduced in the House of Representatives January 
10, 1883, by Mr. Cummings, of New York (H. R. 4289), a copy of which 
I shall be glad to send you if it can not be conveniently procured there. 
The next in importance and responsibility is the engineer, and while it 
might be desirable to include locomotive engineers in any inspection 
provided for under Federal authority, I believe that the desired object 
will be fully attained by inspection for conductors alone; and inasmuch 
as there will be much opposition from those interested and affected by 
such legislation, I think it would be wise to make ‘the experiment with 
the conductor alone, adding the necessary provisions for including any 
others after practical experience shall demonstrate the benefit of in- 
spection for one class and the need for including others. Engincers al- 
most unanimously oppose any legislation of this kind-except that which 
will aid them in successfully carrying on a “strike” (note bill intro- 
duced in Illinois general assembly during present session). The more 
intelligent conductors are in favor of Federal supervision, and one rea- 
son is that they believe it will prevent ‘ strikes,” and section 21 of this 
H. R, 4289 is intended to have that, effect. A copy of this bill will com- 
plete my reply to this eighth, as to how a board should be constituted, 
ete. I will simply add that, to avoid serious opposition from those af- 
fected, any board must be composed of practically experienced men, the 
great objection on the part of all being the fear that the inspection 
might be by technical experts and scientists who have no actual prac- 
tical experience. * * * 


FROM CHARLES F. ADAMS, PRESIDENT OF THE UNION PACIFIC RAIL- 
WAY COMPANY. 


I have to acknowledge the receipt of your favor of the 10th instant, 
covering a circular in relation to the propriety of making the mechan- 
ical features of railroad work the subject of statutory regulations. 

I can merely say in answer to this circular that the subject is one 
which has engaged my attention for more than twenty years, viz, as a 
railroad commissioner in the State of Massachusetts, and more re- 
cently as the president of a large railroad company. 

The whole result of my observation and reflection for this entire pe- 
riod has been to.satisfy me that all statutory regulation of this subject 
is unwise and impolitic. 

This conclusion is based on the following reasons, viz: 

First. All statutory regulation, so far as I know, implies a monopoly 
on the part of those whose appliances are to be used. 

Second. The railroad companies of the country are now under the 
heaviest possible bonds, in the shape of damages sure to be rendered 
against them by juries in case of disaster arising from carelessness. 

Third. If they are to be held to this responsibility, they should be 
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allowed that liberty of action which is necessary to protect themselves. 
Tt is unfair that the legislatures should in the first place prescribe what 
appliances they shall use, and then for juries to inflict heavy penalties 
in case of accident in using them. ; 

Finally, if there is one miracle which has been worked during the last 
century, it is the miracle of safety with which millions of passengers are 
annually carried over the railroads of the country, with a percentage of 
loss and injury which is simply marvelous for its smallness. This re- 
sult has been brought about by the companies working under the 
penalty of damages found by juries in the case of disaster. Judging 
by results, I am unable to see why the system has not worked well, 
and why it should not therefore be left alone. * * * 


FROM JOHN W. CLOUD, SECRETARY OF THE MASTER CAR*BUILD- 
ERS’ ASSOCIATION. 


* * * * * ¥ * 


While I can not give any adequate history of legislation looking to- 
ward the safety of railroad employés, and the public generally, in any 
State, yet I have had personal and practical acquaintance in some 
States with the efforts on the part of the State commissioners and of 
the railroad companies in trying to determine what to do and in follow- 
ing these decisions practically, especially in regard to safety couplers 
for freight cars and in regard to heating passenger cars, which a num- 
ber of States now have regulating statutes for with the details placed 
under the supervision of a board of railroad commissioners in such 
States. While it may not be universally true, it seems that fear of 
possible damages which may be shown to have resulted from a failure 
to comply with these statutes, and which may be awarded upon action 
brought in the courts against any railway company, is the principal 
means relied upon to enforce.such legislation up to this date. 

In the absence of positive data, so hard to get in such matters with- 
out the aid of a board having Federal authority, it is impossible to say 
what has been the general effect of State legislation in regard to any 
of these matters, but in the important matter of safety in coupling 
freight cars it seems probable that the aggregate result has, up to the 
present time, been the reverse of what was intended by the legislators. 
When itis remembered that freight cars run over all railways as freely 
as at home, and that our numerous State lines form no barrier to their 
movements; when the large number of devices differing radically in 
construction, all of which may have equal claim for hearing and con- 
sideration before the State board is considered ; when we consider the 
number of railroads forming by their several junctions through lines of 
transportation over which any car may pass; when it is remembered that 
the construction of freight cars throughont the United States and Can- 
ada is such that the couplers are the first points of contact, and, finally, 
when we consider the fact that all safety and automatic couplers have 
provisions for coupling by link and pin, which are used to couple with 
the old style as well as with most other automatic and safety couplers 
by hand, we may well appreciate why the operative looks with fear 
upon the ever-recurring new combination which he has to operate at, 
increased risk of his limb on the first trial, and why he prefers the old 
uniformity which he has become accustomed to, rather than the new 
forms presenting So many new doubts and experiences. 

There is no doubt that there are couplers which, if generally used 
throughout the United States, would be safer than the prevailing prac- 
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tice, but unless Federal aid is had in introducing such couplers univer- 
sally, the case seems almost hopeless to those of us who have had to 
do largely with it. The Master Car Builders’ Association, comprising 
representatives from all the principal railroads in the United States 
‘and Canada, has worked earnestly for a number of years past in trying 
to reconcile individual preferences and reach a standard universally 
acceptable, and while it has made marked progress during the past 
three years, the results of its labors are not as satisfactory as they 
should be because the association has no power to enforce compliance 
on the part of railroad companies, and its organization and operation 
are such that it can not have such authority in matters of this char- 
acter. Many railroads are following its recommendations, and many 
others, though members of the association and obliged by State law to 
use some form of safety coupler, are not following them, because they 
justly consider that the association may have erred in its recommend- 
ations, but they do not perhaps fully consider the facts that com- 
pliance, so as to get uniformity, will result in good even if the device 
is not: the best, abstractly considered. 

-In the matter of continuous or train brakes on freight cars the prog- 
ress has been slow, no doubt on account of the first cost of such appli- 
ances. In this matter there is a good degree of uniformity of Opinion 
as to what is the best to do, which has resulted largely from the labors 
of a special committee of the Master Gar Builders’ Association. The 
mechanical question being thus solved to general satisfaction, it is much 
simpler than the coupler problem, and to many of us it seems perfectly 
clear that the necessary expenditure for the equipment would be a wise 
investment, financially, if the question of greater safety to life is not 
considered at all, because the same amount of money invested in ears 
with train brakes will do the same or greater freight-carrying service, 
and do it with greater safety to the property and freight, on account of 
the higher speeds which may be safely run. On some western railroads 
the freight-train brake is generally used, but east of the Mississippi 
River there is probably not one freight train in one hundred that can be 
handled without the necessity of brakemen traversing the cars, an oc- 
cupation which can not be appreciated in all its dangers without per- 
sonal experience in doing it on a damp night wuen the temperature is 
below the freezing point. 

In regard to heating and lighting passenger cars there are laws in 
some States which may do good service to the traveling public, but 
they are not in the main well considered and they generally omit the 
important question of ventilation, the result of which has already been 
evidently bad in many instances; good health is perhaps next in public 
importance to life itself, and the badly ventilated car, with heat uncon- 
trolled, is liable to result injuriously in a direct manner upon the health 
as well as indirectly upon the life on account of violent draughts from 
opened windows beyond one’s personal control. This matter should be 
very thoroughly considered before any legal authority is brought to 
bear enforcing compliance with certain laws. 

The same in general may be said with regard to nearly all safety 
appliances and practices for railway use, and if any Federal legislation 
is had in regard to such matters, and if a board ig constituted with 
authority somewhat analogous to that of the British Board of Trade in 
such matters, it will be hoped by all true friends of progress and pros- 
perity that its personnel will include engineers of wide experience in 
matters it will have to handle, who are at the same time progressive 
men, so that they may fully understand the conditions but not accept 
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the existing state of things as the best and only practicable state. 
They should be qualified to direct experimental inquiry when neces- ~ 
sary, by the aid of railroad companies, in such a manner as to reach 
reliable conclusions with the least expenditure of time and money, for 
many of the questions which would come before such a board can not 
be safely decided without such inquiry. The railroad companies them- 
selves are, as a rule, fully occupied with questions of transportation, 
and with a few notable exceptions they follow old practices by force of 
necessity, and a Federal board would not fulfill its proper functions unless 
it were a demonstrator, in a certain sense, of better practices in some 
particulars important to the safety to life and limb. * * * 


FROM THEO. N. ELY, GENERAL SUPERINTENDENT OF MOTIVE POWER 
OF THE PENNSYLVANIA COMPANY. - 


* * * * * * * 


Mr. Wall, superintendent of motive power of our Southwest system, 
wrote you a reply to a,cireular of inquiry of a similar nature to that 
under consideration. 

The letter was submitted to me before forwarding to you, and in it 
Mr. Wall gave you an indication of the status of our Western company 
upon the subjects treated. 

The lines east and west of Pittsburgh are governed by the same 
standards of construction (furnished from this office) and the principles 
relating to their adoption are the same; so that it will not be necessary 
to here repeat what Mr. Wall has already written. The total number of 
freight cars east of Pittsburgh and Erie is 58,382, of which 2,341 are 
equipped with Janney couplers, and we are gradually putting them on 
the rest of the rolling stock. 

These figures taken with those you have obtained from the Western 
lines, will give you the particular information desired. 

Your circular answered by Mr. Wall was of date April 1, 1889, and 
the one addressed to me of date May 17, 1889. 

Replying to the latter: 

(1) I think that legislation has been made only in States where there 
are railroad commissioners; in this event, the question could best be 
answered by such commissioners. 

(2) This question is fully answered-in Mr. Wall’s letter, which, as 
aforesaid, are the conclusions and opinions reached in the meetings of 
our officers here. 

(3) All the locomotives of this company east of Pittsburgh and Erie, 
both freight and passenger, have been fitted with air-brakes for several 
years, and used as an aid to brakemen in handling trains. 

Air-brakes have now been applied to 2;281 freight cars, and we are 
gradually supplying them to all freight cars which are liable to run in 
high-speed freight trains. 

It is impossible to say at this time what influence this will have upon 
tie safety of train-men, and to what extent it will be necessary for them 
to traverse the tops of the moving trains when the whole equipment 
shall have been fitted with brakes. 

(4) The question of safe lighting of passenger cars has been con- 
stantly before this company, and compressed coal gas, which has 
proved itself to be very safe, has for many years been used on the main 
line. 

On our branch and isolated lines a very high fire test burning oil 
ee degrees), from which there is no possible danger of explosion, is 
used, 
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Every purchase of oil is carefully tested in our chemical laboratory 
at Altoona, and that which does not fully meet our specifications is 
never used under any conditions. 

We have not, however, been satisfied with the quality of our ear light- 

ing, and in the largely-increased equipment of our present system it is 
very inconvenient. 
_ For several years we have been experimenting, and are now intro- 
ducing the carburetter system of lights in sufficient number to ascertain 
whether they will give as good results on a large scale as they have 
given in an experimental way. We think this light is as safe as any 
practical system of lighting that we know of. 

There have been some twelve or fifteen parlor cars lighted by elee- 
tricity, exclusive of our limited express trains, for two or three years; 
but we do not consider this means of lighting practicable for general 
use, at least as far as developed at this time. 

In the matter of heating passenger cars, our experience with the 

stoves that we use has been such that we have not deemed a change 
necessary from the stand-point of safety. 
- We have, however, had the matter under consideration for the past 
six or seven years, with some interruptions, with a view to obtaining 
a more satisfactory means of heating ; but we do not feel at all sure that 
we have solved the problem, although the progress made in our experi- 
ments with steam heating during the past winter is quite encouraging ; 
we know of no system of steam or other continuous heating that has 
been so far developed that it can be pronounced a success. 

(5) Improvements of a greater or less magnitude are constantly being 
made in equipment for the purpose of making travel on both freight and 
passenger trains safer; but there are none which need be specially 
mentioned. 

(6) I am clearly of the opinion that Federal regulation of the 
matters under consideration would not. be desirable, but do think if the 
Interstate Commission would trom time to time make suggestions for 
improvements the moral effect would be good, and that it would tend 
to keep alive the spirit of progress. 

Wherever State legislation has been had upon the mechanical appli- 
_ ances of railroads, the results have, as a rule, been disastrous, arising 
from the fact that no commission or board of experts that it would be 
possible to organize could decide definitely as to the relative merits of 
the devices which might be presented, and as to whether a chosen one 
would practically meet the purpose for which it was intended. 

I think I am seconded in this statement by every officer in the land 
that has had charge of the development of railroad practice. The ex- 
treme difficulty of making decisions where radical departures are in- 
volved can be appreciated only by men who have devoted their lives 
to work of this or an analogous kind. 

The adoption of what is known as the Master Car Builders’ type of 
coupling is a good illustration. 

For a number of years a party of men most earnestly desiring to 
obtain a coupling which would meet the requirements of progress 
labored diligently, and only within a short time have they been able to 
recommend to the roads they represented a type of coupling. 

The interest which this company took in the matter before the con- 
vention enables me to state unhesitatingly to your Board, that I do 
not believe the resuJts would have been as soon reached through either 
Federal or State action. 

The Board may safely assume that the important trunk lines will ad- 
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vance in all matters relating to the safety of life and limb as rapidly 
as their experiments and investigations will warrant them in making 
changes in existing methods. 

It further follows that the self-interest of the smaller lines will make 
it imperative to adopt the improvements agreed upon by the trunk 
lines. 

Further, the laws of many States exonerate railroads in case of loss 
of life, injury, or damage to property only where the latest-known im- 
provements for preventing the same have been adopted, and the exist- 
ence of such laws is a powerful factor in stimulating railroad officers to 
look carefully into the questions of safety in every particular. 

There is another phase of this question, which has not, to my knowl- 
edge, been considered by any railroad commission, neither is it implied 
in the circular of the Federal Commission, namely, the quality of ma- 
terial used in railroad structures, roadway and rolling stock. 

Should legislative action be deemed advisable for such matters as 
couplings, heating, etc., it would be as pertinent to extend such legis- 
lation and prescribe what kind and size of material should be used for 
car-axles, wheels, rails for the road-bed, and that used in bridges ; ax, 
probably, the safety of life and property is more affected by these latter 
items than by those mentioned in the circulars, yet no commission 
could possibly venture to prescribe in these latter cases. 

The Interstate Commission could do much toward disseminating in- 
formation upon various subjects relating to the accidents on railroads 
and the causes of same by having it prepared in a proper manner and 
forwarded to railroad managers. __ 

To be more valuable, this information should be very accurate, and 
if made so, railroad people would be very glad to have the data. 

It would be an education to them in presenting facts derived from 
various conditions of service, and would call their attention to matters 
which are the most important to remedy. 

Some of the States already have reports of this kind, but they are not 
compiled and are of no assistance to railroad officers. 

A few railroad newspapers have undertaken to collect information of 
this kind, but with indifferent success. 

If the Board will undertake a work of this kind, accompanied by 
any suggestions or observations which may come to them and give 
it free distribution, it will unquestionably be of practical use, and such 
communications would be well received by railroad companies. 

This will be better than any attempt at Federal legislation, telling rail- 
roads to use this or that device. * * * 


FROM M. N. FORNEY. 


[Published in the June number of the Railroad and Engineering Journal. ] 


[Condensed. ] 


The Interstate Commerce Commission has issued a cireular which 
may be regarded as the first reconnoissance in a contest which will 
probably last for some time, and may be exciting before it is ended. At 
present there are probably 2,000 railroad employés killed and 10,000 
more or less seriously injured annually on the railroads in this country. 
That railroad companies and their officers will resent any interference 
which will compel them to give greater protection to the lives and 
limbs of their employés may be expected. Not that such officials have 
less humanity than any other class, but mankind generally, and espe- 
cially that part if it which is placed in official position, is prone to make 
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for itself little puddles of prejudice, ignorance, and indolence in which 
it loves to wallow, and is quite sure to resist being disturbed, no matter 
how urgent the reason ig for doing so. 

The fact that traffic is now not only national but international ; that 
cars from California may be found in New Brunwick, and that those 
whose home is near the Halls of the Montezumas—metaphorically 
speaking—are at times sheltered under the ramparts of Quebec, is 
reason why the question of railroad safety appliances can not be ade- 
quately controlled by local State comimissions, but should be under 
interstate or, perhaps, international authority. 

To secure the adoption of uniform Safety appliances all over the 
country is a very big contract, and the difficulties in the way are very 
great. In the first place, it is not easy to know what should be done. 
Who is there who would be regarded as adequate authority for saying 
what coupler will save the most lives and be the least dangerous ? 
How should dead-blocks, ladders, steps, running boards, ‘ grab- 
handles,” ete., be arranged so as to give the greatest protection to life 
and limb? With the multiplicity of methods of heating and lighting 
cars, which one should be used? And as those arts are still in the 
evolutionary stage, if one of them is the best now will it continue to be 
the best? To say authoritatively which is the best will require a bureau 
of railroad engineering, and then the responsibility will be transferred 
from the railroad companies. ; 

* * * *. e * e * 


A very full investigation of the question of legislation with reference 
to railway accidents was made by a commission appointed by the 
British Parliament in 1874, This commission made an elaborate re- 
port in 1877, which, with the evidence submitted, forms a volume of 
more than 1,200 pages. It is fall of interesting and valuable informa- 
tion. It contains a creat deal of testimony bearing upon the question 
of legislation for the prevention of railroad accidents. Some of the 
evidence was given by T. RB. Farrer, esq., permanent secretary of the 
board of trade, and by Captain (now Sir Henry) Tyler, who for a long 
time was an inspecting officer of the board ot trade, which in Great 
Britain exercises more or less control over the railroads of the kingdom. 
A considerable amount of inquiry was made by the commission with 
reference to the advisability of enlarging the powers of the board of 
trade for the prevention of railway accidents. 

* fae tae * x * * ¥ 


Both the witnesses named were strongly opposed to any, or at least 
favored very little, extension of the power of the board. -‘Lheir testi- 
mony with reference to the limits ot government interference with rail- 
road companies may, therefore, be accepted with more confidence than 
it could be if those who gave it sought an extension of their authority. 

In a “memorandum” on the expediency of creating additional powers 
for the prevention of railway accidents, after referring to the fact that 
some companies had not readily adopted improvements in railway con- 
struction, Captain Tyler said : 

At the same time it is to be observed that during the past five years such improve- 
ments have made much more rapid progress than during any previous period of rail- 
way history. The series of annual general reports on accidents, in which all the 
causes have been minutely analyzed and all the remedies carefully set forth, has been 
mainly instrumental in producing this effect. The weak points on various railway 
systems have thus been demonstrated. * * * 

If only the same process be continued, the same care be taken, and the recommenda- 
tions found necessary be persistently and publicly made in ‘the same way from year 

‘to year, similar beneficial effects may be expected to accrue in future years witb con- 
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stantly accumulating force, and the railway system of this country will attain gen- 
erally a very high degree of efficiency in all respects, including matters appertaining 
to public safety. ; 

The companies have in this way been induced, under the stimulus of official recom- 
mendation, backed by well-informed public opinion, themselves to carry out im- 
provements in construction, appliances, or working, in the success of which they were 
mainly interested. They have satisfied themselves of their utility before adopting 
them, and have employed them on their own responsibility. ‘They would not have 
the same interest in the successful working of improvements forced upon them under 
the orders of a tribunal, and many other disadvantages would be experienced in the 
application of any other form of direct compulsion. The companies would be par- 
tially relieved from their responsibilities, further invention and improvement would 
to some extent be discouraged, and undue responsibility would inevitably be thrown 
upon the tribunal. So long as railways are in the hands of companies, working for 
a profit, they must be managed by the officers of those companies. The directors and 
officers being directly exposed to the influence of public criticism, a more powerful 
effect may thus be produced on them than that which they feel from any pecuniary 
obligations which they may or may not incur in cases of accident. But if, in work- 
ing their various systems, under different conditions and in different localities, they 
were subject to the direct instructions of a general tribunal, they would then be able 
to plead in the event of an accident that they had not been called upon to provide 
the means by which it might have been avoided. The responsibility might thus be 
thrown back upon the tribunal, and public opinion would be diverted, with the eager 
assistance of the legal advisers and officers of the companies, toward the proceedings 
of the tribunal, which would be ill able to defend itself, and would be exposed from 
time to time to the obloquy of not having been sufficiently active in requiring im- 
provements in various parts of the country by means of which serious accidents might 
have been avoided. The tribunal, helpless as to any control over the actual work- 
ing of the railways or the discipline maintained among the servants of the companies, 
would, when thus attacked, become, in self-defense, more and more exacting, and its 
tendency would be to err in the extreme of excessive interference. Its end would be 
ignominious, under a joint and hostile outcry from the companies aud the public. It 
would be accused at once of meddling ‘mischievously and of not interfering suffi- 
ciently, and would fall under the imputation of inefficiency and want of judgment as 
accidents ogcurred to afford, rightly or wrongly, opportunities for angry criticism. 
Questions of compensation to injured passengers would also be materially complicated, 
as blame was bandied backward and forward between the tribunal and the compa- 
nies. 

There would, of course, be the greatest difficulty in determining the amount of inter- 
ference which such a tribunal should exercise. There are many well-recognized re- 
quirements; if the tribunal had power to enforce any of them, it should enforce them 
all. It would be almost impossible to draw a line. On the discovery of any new 
means of safety, real or supposed, the tribunal would have power to enforce its adop- 
tion. If it should turn out to be less successful in practice than was expected, or if 
it should in some unforeseen way lead to mischievous results, the position of the tri- 
bunal would not be improved, and an outcry at one time for the universal adoption of 
some particular improvement might be succeeded by another outcry at some other 
time for its abolition, or for some other improvement in place of it. 

Looking to the history of the past five, ten, and twenty years, respectively, it will 
be seen that improvement, which has been more or less gradually progressive, has 
also advanced more rapidly within the shorter periods, and it may be taken for 
granted that further improvement will continue to be made in almost every branch 
of railway construction and apparatus. While recommendations, as at present made, 
may be general, and may deal with principles, any attempt to compel companies to 
adopt them would necessarily deal with specific apparatus. The requirements en- 
forced by any tribunal would, therefore, be specific, and the tribunal would be obliged 
to prescribe ths particular appliance and apparatus to be adopted, or, in other words, 
to decide between competing inventors on the respective merits of their inventions. 
What was considered to be the best at a particular period would be insisted on for 
application on all railway systems, and its general adoption would tend to act as a 
bar to future improvement. 


In giving his testimony, Mr. Farrer, the secretary of the board of 
trade, submitted in writing a short outline of what had occurred to him 
on the subject of the limits of government interference with railway 
companies, from which the following extracts are made: 

(1) The railway companies have no right to object to any interference requisite for 


securing the public safety. They have a monopoly of public traffic, and are hound 
te do whatever is necessary for that object. ; 
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(2) Nor is it necessary to argue that railway administration is perfect, It may be 
admitted that, though their business is in general well and ably conducted, they are 
sometimes poor, sometimes niggardly, sometimes slow, and sometimes obstinate. 
Railway companies have also some of the defects of public departments in the size 
and cumbrous character of their official machinery, and in the remoteness of the 
bearing of the important motive of self-interest on the directors and managing 
officers; ~. *. * 

(5) But after all these admissions, general interference with the administration of 
railways is objectionable on the following grounds: 

(6) By such interference you are setting two people to do the work of one. Double 
management is notoriously inefficient. Onebad general is better than two good ones. 

(7) You set those who have less experience of management and less personal interest 
in the result to control those who have more. 

(8) Control is either apt to become formal and a sham, or if zealously and honestly 
exercised, to be rigid, embarrassing, and a hindrance to improvement. 

(9) Many excellent things, the adoption of which is desirable for public safety— 
e. g., the block system, interlocking points and signals, efficient brakes, properly 
constructed ties—are not things which can be once for all settled, defined, and pre- 
scribed, but things of gradual growth, invention, and improvement. Had any of 
these been prescribed by law at any past time they would probably not have been 
what they are now, and were they now prescribed and defined by law future. im- 
provement would be checked. This is a most insidious form of evil, for we do not 
know the good which we thus prevent. It is no answer to say that govern- 
ment control would be intelligent, and would encourage improvement. It is not 
government or its officers who invent and adopt inventions, and those who do go are 
far less likely to improve when Parliament or government has defined and prescribed 
a definite, course, the adoption of which frees them from responsibility. * * * 

(12) Lastly, it is impossible to maintain at the same time any general system of 
government control, and any effectual responsibility on the part of the companies. 
At present the companies are responsible to publis opinion and to Parliament before 
which they have constantly to appear, and they are under heavy liabilities for ac- 
cident and danger in courts of law. Once admit government control and these lia- 
bilities are at end. No one can find fault with a company for that which the gov- 
ernment has sanctioned. With asystem of control, even government inquiry will 
be useless, for the government officers would be inquiring into their own acts. * * * 

(15) It is scarcely necessary to add that the reasons against government control 
which are above advocated are entirely consistent with a thorough systein of gov- 
ernment inspection and investigation.. The function of throwing light on all parts 
of the railway system, of investigating all alleged dangers, whether accidents have 
happened or not, and of ascertaining the true cause of accidents which do happen is 
one which the government can exercise with the utmost possible advantage and 
without fear of dangerous results. It is one which is useful to the companies, for it 
points out to them real sources of danger, and relieves the public mind where there 
is unfounded apprehension of danger. It brings to bear on the companies the pow- 
erful motives of fear of public opinion, of parliamentary pressure, of apprehension of 
loss of traffic, and of legal liability for damages. And it does this without ulterior 
ill consequences. It is becanse these forms of remedy are in reality of very great 
efficacy, and because they are inconsistent with government control, that I.depre- 
cate the latter. : : 


The board of trade, the secretary said, had relied more upon public 
than upon any legislative action, and as he tok occasion to say fur- 
ther, “‘they have thought that whereas it was not expedient as a general 
thing to interfere with the working or management of railways, it was 
the business of the government to throw light upon everything which 
occurred on railways and upon the causes of accidents.” 

* * * * * x 


The trouble lies in knowing just what ought to be done. There ought 
not to be much difficulty in having a law passed compelling railroad com- 
panies to use a certain kind of coupler, if it could be made clear to Congress 
that its general adoption would be instrumental in savin g lives and limbs, 
without incurring other equally or other more serious evils. Here is 
where the difficulty comes in. The Congress ought not to compel the 
adoption of automatic couplers or steam heating for cars, nor continu- 
ous brakes for freight trains, without knowing that it is practicable to 
use them, and that the ends sought will be accomplished thereby. To 
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illustrate the danger which lies in this direction, it may be said that 
only a few years ago, when the adoption of automatic couplers was 
made compulsory by legislation, one company adopted a form of coupler 
and applied it extensively to its cars, which afterwards proved to be a 
complete failure. Thecompany wasted many thousands of dollars, and ~ 
no good was accomplished. The managers of the line referred to, after in- 
vestigating the matter, made the mistake of recommending the coupler 
which was adopted. The Interstate Commerce Commission ought to have 
full power to make investigations into the causes of accidents, and make 
these causes public, and for the present such powers would be their strong- 
est weapons which they could wield with little danger to themselves but 
with much benefit to the public, and without seriously antagonizing the 
great power and the influenceof the railroad companies against their be- 
neficent work. The time may come when compulsory legislation may be 
demanded, but there is great danger in the exercise of such power. To 
give authority to enforce the adoption of safety appliances would, in 
the present state of our civil service, almost certainly lead to corrup- 
tion. Such power would be an invitation to bribery, and many of the 
promoters of patented devices would be only too ready to blind the eyes 
and pervert the judgments of any or all who could exercise it. 

There are some precautions for the safety of railroad employés, such 
as amaximum and minimum height of draw-bar, a standard form of 
wheel tread and flange and width of gauge of wheel, the form, propor- 
tions and height of dead-blocks, and a minimum clear space between 
cars when the dead-blocks are in contact, which certainly should be 
generally adopted; but a distinct recommendation of these, and the 
fact that the neglect to act upon such a recommendation would incur 
more or less legal responsibility for injuries to employés, would for the 
present, at least, be authority enough. To compel all the railroad 
companies of the country to adopt some system of steam heating for 
cars, continuous freight car brakes, automatic couplers, and improved 
signals would involve the expenditure of many millions of dollars, and 
would bankrupt some of the weaker lines. The consequence would be, 
if it had the power to compel the adoption of such appliances, that pres- 
sure would constantly be brought to bear on the Commission to recom- 
mend only such as the poorer roads could afford to put on. 

A system of inspection which would take cognizance of over a mil- — 
lion of cars and some twenty-eight thousand locomotives is a colossal — 
undertaking, and in the shadow of some of the scandals which are 
whispered and spoken with more or less distinctness concerning the 
clean Pont inspection service, it would seem to be a dangerous under- 
taking. 

There are the precedents of the working of the board of trade of 
Great Britain and of some of our own State railroad commissions to 
show how successful such agencies may be when trusted with little 
other power than that of investigation and recommendation, and with 
the duty imposed on it of making public the evils that they discover. 
In the light of such experience it would seem unwise to give to any 
“special administrative agencies” any other power to interfere with 
railroad companies for the purpose of lessening the number of accidents 
than that of investigating and reporting on such accidents and safety 
appliances, with authority to recommend such as are approved. 

If the investigation of railroad accidents and their causes, and the — 
efficiency of safety appliances is undertaken by the Commission, it must 
be done by an additional bureau; and if in addition it is to suggest — 
what appliances should be used to prevent accidents, the personnel of 
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tive mechanism of the N avy Depariment. An expert is placed at the 
head of each of these bureaus, with the requisite assistants to aid him. 
In response to the Commission’s circular, our suggestion then is, that 


an auxiliary to the present Commission, and with a technical expert at 
its head and three assistants, to correspond to the inspectors of the 
British board of trade, this bureau to have authority to investigate 
and report on railroad accidents, to test safety appliances, and recom- 
mend to the Commission such legislation as the investigations of the 
bureau may suggest is needed. This is as far as it would seem wise to 
go at present. 


FROM CLEMENS HERSCHEL, CIVIL ENGINEER. 


{Formerly of the Massachusetts railroad commission. ] 
(Condensed. ] 


* * * * * * * 


Safety-appliance legislation is found in the Commonwealth of Mas- 
sachusetts with respect to dwelling-houses, tenements, factories, and 
public conveyances of the various kinds. With respect to railroads it 
may be broadly divided, as it affects the traveler on the highways, the 
passenger, or the employé with about as much legislation attempted in 
behalf of the one class as the other, though, for reasons to appear pres- 
ently, freight-train brakemen have probably profited less, up to the 
present time, from legislation enacted in special behalf of their well- 
being and safety than has any other class connected with or affected by 
the operation of railroads. 

Such legislation affecting wayfarers has been the act enjoining rail- 
road corporations to put a bell (weighing not less than 35 pounds) on 
their locomotives (1835 ), to place sign-boards at grade crossings (1835), 
and so on down to the present day. As affecting passen gers, we have had 
the act holding railroad corporations “ to furnish reasonable accommo- 
dations for passengers, with reference to their convenience and safety” 
(1849), specifying the kind of illuminating oil which might be used in 
lighting cars (1868 and 1872), requiring the use of safety switches in the 
main tracks (1871), and so on, down to recent legislation with reference 
to heating and lighting cars. Many enjoined safety appliances, and 
rules acting in the interest generally of a safe operation of the railroad, 
inure to the benefit of both passenger and employé; such as all legis- 
lation which looks to the safety of trains of cars as such, to the pre- 
vention of collisions at railroads (1855) and other grade crossings, to 
examinations for color blindness, and others. But as affecting the 
safety of employés alone, there has been the act requiring bridge 
suards on either side of overhead bridges (1869), (to warn freight brake- 
men of their approach to and under an overhead bridge), that requir 
ng the blocking of frogs, switches, and guard-rails (1886), (to prevent 
smployés accidentally tripping up or getting their feet jammed and 
irmly held while walking on the tracks), the recent acts and resolve 
ooking towards the introduction of automatic freight-car couplers, and 
ther such legislative action. 
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Palpably, all legislation of the kinds enumerated might be classed as 
proceeding on the lines of a paternal form of government; and while 
I am prepared to make an argument showing evils brought in its train, 
I could also make one showing the benefits conferred by it upon the 
parties affected. 

I am not prepared, however, to set my wisdom above that of the gen- 
eral drift of opinion for so many years past, and in existence to-day, 
and I therefore hold, and must hold, that the balance of advantages and 
disadvantages is in favor of the class of legislation alluded to; that it 
confers a greater good upon a greater number than would an absti- 
nence from such legislation ; that the general effect, therefore, has been 
a good one. 

Undoubtedly the most potent agency in rendering active, or in en- 
forcing, such legislation in Massachusetts, has, for the last twenty 
years, been the existence of a Board of Railroad Commissioners, com- 
posed of men from the walks of life most in keeping with the various 
duties developing upon the Board, and armed with only advisory, not 
mandatory powers; as also with those necessary for their examining 
into complaints, and the making of independentinvestigations. To ex- 
press my own estimate of the proper work for such a board in the line 
of introducing improved appliances (and I will state that it is derived 
from my personal experience on the Massachusetts board) I should say 
that its duties should consist in the main in encouraging or urging the 
laggards to keep abreast of the leaders, in the natural reaching out and 
struggle constantly and inevitably going on for the attainment of per- 
fection. Herein will always be found an ample field for work ; and sue- 
cess in such endeavors will materially raise the standard of railroad 
construction and of operation in any one State, or in the United States. 

I believe the work of the Massachusetts railroad commissioners has 
had such an effect in years past, and tends in that direction at the 
present day. And I hold that an agency for like purposes, and con- 
stituted and equipped in a similar manner, should have for its field of 
operation the railroads of the United States. But, more than this, an 
agency endowed with this broad field of jurisdiction has become abso- 
lutely necessary, unless we be content to have the good work above 
described come to a stop in certain directions. State boards of rail- 
road commissioners are nigh powerless, for example, in dealing with 
the automatic freight car coupler question; for the reason that freight 

sars are interchanged between the railroads of the whole United States; 
similar with regard to freight-train brakes, and generally with all mat- 
ters relating to freight cars. In some degree they can control matters 


affecting the passenger service where cars run generally through — 
ouly two or three States. Buteven here a central power of some sort, 


be it only mildly advisory, is much needed for the establishment of 


uniformity of couplings, and of other mechanical details. To illustrate, ~ 
take the simple matter of bell-cord. It has often been suggested to | 


substitute for it a line of electric-bell wire, so as to be able to signal to 
the runner from any car by means of the ordinary push-button; as 


taking up less room in the car; avoiding the smashing of lamps and | 


danger or injury to passengers when the cord is accidentally and — 


quickly hauled through the car, which sometimes happens; and as a 
better method of intercommuniecation in other respects. Nothing stands — 
in the way of its general introduction but the lack of some standard — 
connection between the ends of the bell-wires from car to car. And it- 
can hardly be claimed in the case of so simple a mechanical appliance / 
that any efficient connection of this sort could not be designed, un-— 
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fortunately, of about equal value, comparing one with another, mechan- 
ically and otherwise. But some central authority should be able to 
speak the decisive word in the establishment of the standard bell-wire 
coupling—upon which, further details could well be left to their natu- 
ral development. 

This, again, is the precise situation with regard to passenger-car heat- 
ing, except that the matter of a standard car connection becomes here 
one of greater mechanical difficulty. Buta competent central authority 
could readily aid, encourage, or influence the establishment of the stand- 
ard steam coupler; upon which, the heating of cars, in itself, could 
again be left to natural developments; aided and encouraged, where 
need be, until the most conservative and inert had progressed within a 
reasonable measure of the standard set them by the progressive and the 
active. 

Uniformity is at times of extreme value where no invention whatso- 
ever is called for; yet it is attainable—worse than that, should it once 
be attained, may be maintained—only by the influence of centralized 
authority. ‘To illustrate, take the matter of a uniform height above the 
rail level of the freight-car draw-bar. This is a matter seriously affect- 
ing the safety of freight-train brakemen, and must precede or accom- 
pany the establishment of the standard automatic coupler. It has been 
sought to be established for many years, and a multitude of accidents 
have resulted each year from the lack of it; when the authority of some 
legally constituted central advisory body could probably have estab- 
lished it long ago, and within a twelve-month from the issuing of amere 
recommendation that this standard height be thus and SO; especially 
if such mere recommendation be reinforced by the knowledge, pre- 
viously inculeated, that failure to comply with recommendations of the 
Commissioners, generally brought in its train compulsory legislation of 
a kind that was more expensive to comply with than was the original 
recominendation ; and other mild, indirect, yet efficient means to effect 
a compliance with reasonable requirements of this sort will readily 
suggest themselves to the wise and the experienced. 

I come therefore to what I consider the most important of the stated 
matters for discussion in the circular of the Commission; viz, the eighth, 
which reads as follows: 

If Federal legislation be expedient, what special administrative agencies, if any, 
should be provided to carry itout? Whether Federal inspection should be attempted, 
and to what extent and how? Whether aboard should be created after the analogy 
of the steam-boat inspection service? Ifso, how sucha board should be constituted 
in regard to the number and character of its members; what its powers and duties 
should be; what its connection with other branches of the administration. 

This I have called the most important of the stated matters for dis- 
cussion, because I believe that without the establishment of a Federal 
administrative agency, to carry out Federal legislation in the line of in- 
troducing safety appliances on the railroads of the United States, their 
introduction in the passenger, and particularly in the freight car serv- 
ice, will either be retarded for scores of years, or will be rendered at- 
tainable only at an enormous cost. Consequently, without treating of 
the establishment of such a Federal agency, this discussion could not 
have that potency for good, which, to my mind, alone justifies it. 

Whatever may be the truth in the never-ending discussion as to the 
relative merits of centralized and of confederate forms of government, 
whatever their respective capabilities for good in the sociological and 
political world, this truth is plainly written on the face of the progress 
of events in the mechanical world; that there is a constant, universal 
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craving and a Striving for uniformity, and that it alone is capable of 
conferring @ maximum of the benefits to be derived from inventive skill 
upon mankind. A central authority in the interests of attainment of 
such uniformity in mechanical matters, need not, therefore, arouse the 
opposition of the votaries of any school of sociology or of politics. To 
favor it, would only be acting in conjunction with the natural, onward 
march of events; to oppose it, is only to delay the final consummation, 
or to cause a very great waste in the process of its accomplishment. 

There is, indeed, a palpable, an irrepressible, conflict between con- 
servative notions of State lines ; for instance, the progress of the inven- 
tions. Let us consider, for example, the fading of State lines already 
accomplished in the public mind, as brought about by the ever-growing 
use of through express trains, and the amalgamation accomplished by 
that use, not to speak of the effects of that latest marvel, the long-dis- 
tance telephone. Let us consider the absolute necessity for a proper 
service by means of which a person can talk at any hour of the day or 
night, from Holyoke, Mass., for instance, to most of his friends in Bos- 
ton, New York, Philadelphia, or in Buffalo, soon in Chicago, that such 
telephone service should be controlled throughout the United States by 
one company, or at least by one governing, executive power. 

Thoughts, such as these, will reconcile anyone, it seems to me, to 
ideas of centralization in mechanical matters, or to the idea of one 
central authority having at least some measures of potent influence,’or 
of authority in the operation of that mechanical feature of modern life, 
the railroads of the United States. 

But I do not believe that this central authority should have its work 
closely prescribed to it. It should not, as it seems to me, be instructed 
whether to inspect railroad rolling stock or not; it may be authorized 
to do so; but, speaking in general terms, its work should form itself 
and grow with the needs of its own day and generation. There is 
to day a demand for uniform freight-car brakes and couplers—let the 
board primarily attend to this demand. Other work will come to it in 
due season, or is even now waiting to be taken up. Such work as re- 
spects the freight-car service is wanted not only in the interests of a 
better freight service, but mainly, or most glaringly, in the interests of 
humanity—to diminish needlessly, criminally, large losses of life and 
limb among freight car brakemen. 

They are the main sufferers to-day from their repressible contest above 
spoken of, between the striving for uniformity in the mechanical world, 
which interchanges freight-cars between Oregon and Massachusetts, 
and the conservative political ideas of the fathers, which fain would de- 
ter from causing a central authority to make all those ears of a uniform 
and of the most approved mechanical structure. In the passenger serv- 
ice, the power of mighty potent monoplies, has mitigated this conflict. 
And with the less extensive interchange of passenger-cars, it never 
could be so fraught with danger to passengers and employés as it is to 
freight-train brakemen. With these the evil here referred to is, and 
for many years has been, a great one. The facts already before the 
Commission render it unnecessary to detail here the horrid tale of men 
killed and maimed, for lack of a mere, small element, awaiting incor- 
poration into our social organization. 

To describe it again, this lacking element, is some general legislation, 
and the establishment of an administrative authority, looking towards 
the attainment of uniformity in freight-car construction and equipment. 
I hold the existing evil to be so manifest and so great, that a fair rep- 
resentation of it will probably be sufficient to make converts to meas- 
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ures for its removal. Single corporations, commissions, or individuals 
cope against it in vain. It is brought forward for Congressional ac- 
tion, and as a measure of humanity (to freight-train brakemen), and 
as such should conquer, be the technical, political objections to it what 
they may. 
* 


® * 2 * 2 * 


FROM CHARLES PAINE, OF PIT“SBURGH, CIVIL ENGINEER, ETC. 


ICondensed. ] 
* * * * * * * 


I ask the attention of the Commission only to replies to the sixth, 
seventh, and eighth questions. 

(6) Federal legislation is very desirable to secure an approach to uni- 
formity throughout the country, and as a guide to State legislation, 
which will doubtless be largely influenced by wise Federal legislation, 
Such legislation should be confined, at least for the present, to the most 
general enactments, constituting a commission or board, defining its 
powers, its duties, and its compensation. 

Subsequent legislation could be had upon the recommendation of the 
board, by whom judicious laws could be matured better than by Con- 
gress. Generally, laws relating to technical matters can not be framed. 
elastic enough to meet varying circumstances without considerable 
previous experimenting ; but the rules laid down by a board will admit 
of more frequent amendment and of quicker adaptation to new circum- 
Stances or new discoveries. Consequently, the board should have au- 
thority to make rules of a general character, stating the conditions 
which must be fulfilled by the devices which shall be adopted for the 
safety of trains and of employés of railways, taking care to avoid, so far 
as possible, rulings in favor of any special device. The board should 
also have authority to appoint inspectors to investigate and report to 
the board upon accidents, or upon any other matters which, in the 
opinion of the board, it is desirable to have investigated, in the interest 
of the security of life and property upon railways; but I think such 
inspectors should have no authority except to require the attendance of 
witnesses and the production of books and papers. 

An excelient example of the mode in which the board could perform 
its important and delicate functions is furnished by the circular of the 
board of trade of Great Britain, addressed to railway companies, dated 
August 30, 1877, which may be found printed in the Blue Book, entitled, 
“‘ Return (continuous brakes) by the railway companies of the United 
Kingdom for the six months ending the 31st of December, 1888,” page 
121. These general rules were so carefully and so intelligently drawn 
they have served their purpose until this d ay, in spite of the great ad- 
vances which have been made in the perfecting of railway brakes. They 
have been copied, or adopted in entirety, by nearly all the governments 
in Europe. They admit of any reasonable diversity in experimenting, 
but they point directly towards the most perfect achievement of the end 
proposed. 

(7) In addition to the subjects of legislation referred to in the seventh 
question of the circular, viz, couplers, train-brakes, car heating, and 
lighting, the matters most in need of help by legislation are block-sig- 
naling and the interlocking of switches and signals. 

The experience of Great Britain confirms that of the United States, 
where it is seen that it is only the most imperative necessity which will 
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lead railways to fully adopt the best safety appliances, or indeed any, 
for these purposes; because the technical knowledge of the boards of 
direction, who control the expenditures upon railways, is too limited 
for them to appreciate the immense importance to the safety of the 
public of such devices, most of these directors having scarcely seen or 
even heard of such apparatus. 

The necessity of paying interest on bonds and dividends to stock- 
holders is naturally much more pressed upon their attention, since their 
especial business is the profitable employment of capital. Advice upon 
matters of improvement in technical details is the last which they are 
likely to ask for, or even listen to respectfully if volunteered by the 
railway experts in the employ of the corporations. Of course to this 
there are some notable exceptions, not many. 

Searching investigations into the causes of accidents by an intelli- 
gent and unprejudiced board would give valuable and sufficient in- 
formation on these subjects to directors. and to juries; and juries are 
such efficient administrators of the law, when once well informed, that 
the Federal board could rely upon them to give effect to their rulings 
without asking for the board any executive powers. At the present 
time there is no standard of efficiency by which the courts can be 
guided; that standard is a matter of proof in every case of personal 
injury, and it depends more upon the acquaintance of the prosecuting 
attorney with the details of railway operations than upon anything 
else whether the court becomes properly informed as to the correct 
standard, or best standard of practice, or not. If rules defining the 
standard of efficiency to be adopted by the railways were framed by a 
Federal board in reference to couplers, train brakes, heating and light- 
ing, and also as to block signaling and interlocking, the railways would 
at once find their account in attaining to such standards; as to which 
there need be no difficulty nor long delay, since such appliances exist 
and are already in practical use in considerable variety, not only abroad, 
but in this country, on the best roads. 

(8) No doubt it is towards the saving of lives and the limbs of rail- 
way employés that the first attention of the board should be directed, 
and it would be quite proper for Congress to enact by law that, after a 
not remote date, it shall be unlawful for employés of railways to go on 
top of any train while itis inmotion. After train-brakes operated from 
the engine are in general use, the presence of men on top of freight 
trains will be as unnecessary as now upon passenger trains. When 
these advances have been required, the legislature should also provide 
that no railway shall be required to handle the cars of any other rail- 
way after a fixed future date, unless they conform in all important re- 
spects to the rules of the Federal board. 

This board should be an independent body, to be composed preferably 
of one civil engineer, one mechanical engineer, and one patent lawyer. 
Such a board might have authority to require from railways reports of 
all accidents and other matters bearing upon the safety of persons and 
of property. 


FROM G. W. RHODES, SUPERINTENDENT OF MOTIVE POWER OF THE 
CHICAGO, BURLINGTON AND QUINCY RAILROAD. 


(2.) The prospect of a uniform and safe coupler coming into general 
use In our opinion is very favorable. Those conversant with the care- 
ful and thorough work done by the Master Car- Builders’ Association 
feel entire confidence in the wisdom of their recommendation. The 
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Master Car-Builders’ standard is not a new device. The principle of 
the vertical plane being the simplest method of doing away with the 
evil and dangers growing out of slack in couplings was years ago 
recognized and at once superseded the link and pin on passenger 
trains. 

The Burlington brake tests, fortunately, were in progress while this 
question of couplers was up, and demonstrated in the strongest possible 
way that with power brakes in use couplers without slack were abso- 
lutely essential. The standard coupler is making good progress on 
some of the principal railroads and will make more headway as its 
merits become more fully recognized. 

(3) Continuous train brakes are making, in our opinion, as much head- 
way as is desirable. The first essential has been carried out viz, an 
exhaustive test in order to fully determine the practicability of the va- 
rious devices placed on the market. The Burlington brake test, carried 
out in 1886 and 1887 under the auspices of the Master Car- Builders’ As- 
sociation, has eliminated trom consideration inferior devices which are 
making considerable headway on different roads throughout the coun- 
try. The importance of a good foundation gear as one of the first steps 
towards the successful introduction of automatic brakes is realized 
and its solution is now intrusted to a committee of the Car-Building 
Association. In our opinion it will be exceedingly difficult to ever do 
away with brakemen traversing the tops of cars. Brakemen’s duties 
constantly require them at various places on the train. Their natural 
instincts will always prompt them to take the easiest road, which is by 
long odds on the tops of ears. 

(4) Heating is making fair progress, though last season was un- 
favorable to making tests, owing to mild character of winter. A sys- 
tem that may do very well in mild weather would not answer at all in 
cold weather. In our opinion, whatever method of continuous heating 
may be adopted, it will be a matter of prudence to have a stove also in 
the car as an auxiliary in case of the failure of continuous heater. 

For lighting cars we consider the present 300-degree oil quite safe ; 
there has been no case on record that we are aware of where a train 
has been set on fire from the lamps with 300-degree oil. 

(5) We have nothing special tosay in reply to question 5. Weare 
of the opinion this question would have been better had it been more 
specific as to what is meant by other safety devices. 

(7) Itis extremely doubtful whether either Federal or State legisla- 
tion on such subjects will produce good results. Constant improve- 
ments are being made in all safety appliances, and the railroads may, 
we think, safely be trusted to do whatever their circumstances will per- 
mit in the direction of adopting the best methods. They are constantly 
in consultation for this purpose, and with most of them the application 
of the best known safety appliances is only delayed by a lack of means 
to pay for them. In many cases this very lack of means is caused 
mainly by legislation. When the railroad train of to-day is compared 
with that of thirty years ago, either in respect to comfort, speed, or 
safety, it will doubtless be granted that as much progress has been 
made as could reasonably be expected, and we see no reason to doubt 
that their progress will continue from natural. causes and by natural 
methods, and that legislation, either State or Federal, would probably 
retard more than it would hasten the application of proper standards. 
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CIRCULAR OF THE COMMISSION REGARDING AUTOMATIC FREIGHT- 
CAR COUPLERS. 


APRIL 1, 1889, 


~ 


DEAR SiR: In view of the large number of accidents to railroad em- 
ployés which occur in coupling and uncoupling freight cars, and of the 
general belief that these accidents can be greatly diminished by the 
adoption of suitable automatic appliances, the Commission desires to 
obtain fuller information regarding the couplers now in use, and to 
have the benefit of the experience of those directly engaged in building 
and operating freight cars, in forming an opinion as to what, if any- 
thing, is required of legislation. Your answer to the following ques- 
tions is therefore requested: 

I. (a) What number and proportion of the freight cars owned or 
leased by your road are equipped with some form of automatie coupler? 
(b) What forms are in use and how many cars are fitted with each 2 
(c) Please state briefly what you believe to be the advantages of the 
automatic couplers in use by you. 

II. (a) Which of these couplers, if any, belong to the standard type 
adopted by the Master Car-Builders’ Association? (b) Which can be 
conformed to thattype? (c) Is your road taking or contemplating any 
action towards the adoption of the Master Car-Builders’ coupler? (d) 
If there are obstacles to such action, what are they ? 

ILI. Is it your opinion that a single type of automatic coupler should 
be aimed at, each form of which couples with every other form, or are 
there practical reasons which, to your mind, make two or more inde- 
pendent standard types preferable? Please state the considerations 
upon which you base your opinion. 

IV. What bearing would the adoption of a standard coupler have 
upon the more general use of train brakes? : 

V. Is it your opinion that the use of good automatic couplers tends, 
by lessening shocks or otherwise, to diminish the number of that par- 
eee) fatal class of accidents caused by falling from trains or en- 
gines 

The Commission specially invites any observations that your experi- 
ence may suggest on the general subject. Comparative statistics bear- 
ing upon the question will be of especial value. 

Very respectfully, 


Epw. A. MosELEy, 
Secretary. 


Replies to this circular were received from the master car-builders of 
nearly all the larger roads. From these replies and also through the 
courtesy of manufacturers, whose statements, however, were for the 
most part confidential, a very complete idea was gained of the progress _ 
made by the master car-builders’ type of coupler. The total number of 
freight cars equipped with these couplers is about 30,000. The follow- 
ing roads have five hundred or more in use: 


Atchison, Topeka and Santa Fé and controlled lines 
Atlantic Coast Dine 22-5: 3c. 2-2. nti. cstseee nee 


FEDERAL REGULATION OF SAFETY APPLIANCES, 333 


Cars 
Wow Mork, Wake Erie aud Westont...,.-.--.- c.c5<<<-s-2ccececes -oeccecc ccc 3, 732 
New York Central aud West Shore... 2. -2...00.0. 000-10 2, 090 
New York, Susquehanna and Western ............._.... seo. aq5 abatECe ON EUROS 500 
New Werk, Ontarie amd’ Western . 20.2 ....02.0sscllsse cele 500 
Bea UVRA RNR OME vacate se ie Sect becc sac aeos desc cee 7, 260 
LEE SOLU SUITS al OR NE eas 2, 250 
Western New York and LET ACE) CE Bn RN ete Boal ani ae oa 1, 900 
a SEEM UC TOWMERS( Os abo Ns occu otwctesc cn. ge as Se aS aetcietys ey gee 1, 289 


The following is an extract from a letter from Mr. B. B. Wall, of the 
Pennsylvania system, beginning with his answer to the third question : 

Three. I am opposed to two or more types. I know that such action 
is favored by some roads. None of the indorsers, so far as I know, are 
connected with the larger systems. The argument advanced for two 
types is that the ‘Master Car-Builders’” type is more expensive than 
the automatic link and pin coupler, therefore there should be two 
types, the “‘ Master Car-Builders” and the automatic link and pin, I 
consider that the link and pin method of train connection embodies 
certain very serious objections that should not be perpetuated. It has 
been proved by careful experiment that it is impossible to operate au- 
tomatic train brakes with the link and pin connection. For proof of 
this statement I would reter you again to the reports above, and also 
to the report of the brake committee of the Master Car-Builders’ As. 
sociation, found in the proceedings of the twenty-first annual cenven- - 
tion, page 25. A coupling can not be as readily effected between a car 
equipped with the automatic link and pin coupler and a car equipped 
with the common link and pin drawhead as between two common link 
and pin drawheads, unless the trainmen are especially instructed, such 
special instructions are not practicable in the large interchange of cars 
how prevailing in this country. It is also more hazardous to couple 
an automatic link and pin coupler to one of the “Master Car-Builders’” 
type than to couple a common drawhead to one of the ‘“* Master-Car 
Builders’” type. It is generally considered among the larger roads, and 
many of the smaller enes, that in making the change to a new form of 
train connection we should secure the greatest possible number of ad- 
vantages at once. This would not result if an intermediatory form of 
coupler like the automatic link and pin were sanctioned. 

Four. The adoption of an automatic coupler would have no bearing 
on the general use of train brakes, unless such standard coupler was 
the “ Master Car-Builders’” type, as the “Master Car-Builders’” type, 
so far as we know at present, is the only kind of coupler that dispenses 
with loose slack in the train connection. It substitutes for loose slack, 
spring slack. The distinction between these two different forms of 
slack is very important. A long train can not be started unless the 
locomotive is enabled to initiate the movement of the cars separately. 
More cars can be started with spring slack than with loose slack. This 
is accomplished by first backing the locomotive against the train until 
all of the slack is taken up. Then when the locomotive pulls out, the 
compressed springs assist the movement of each successive car. In 
starting very long trains, it is sometimes advantageous to apply the 
hand brakes on the rear cars of the train. This was shown in the 
Burlington brake trials. When there is loose slack as either in the 
common or automatic link and pin draw-bar, the tendency of the cars 
to run up on the locomotive when the automatic brakes are applied, 
except where such application is through the medium of electricity, 
is so great that it is impossible for the trainmen to remain on their feet 
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in the cabin car, and for stock in cattle cars, and merchandise in box 
cars, to escape damage. [ believe that the general adoption of the 
“Master Car-Builders’” type of coupler will have a very important 
bearing upon the general use of train brakes. Train brakes certainly 
contribute very largely to the safety of employés. They also are a 
great advantage in the operation of railroads, They can not be used 
unless loose slack is dispensed with. Therefore, the general introduc- 
tion of the “‘ Master Car Builders’” type of coupler is absolutely essen- 
tial to the adoption of train brakes. 

Five. I believe that the ‘‘ Master Car-Builders’” coupler tends to di- 
minish the number of accidents caused by falling from trains or engines. 
The spring slack provided enables the train to be started or stopped with- 
out shock. Atsagsor hollows where thetrain has a tendency to bunch, 
there is, with the ‘“‘ Master Car-Builders’” type of coupler, no violent 
shock, neither is there a tendency of the draw-bar to pull out, which is 
now so common with the link and pin coupler. This shock at sags and 
hollows and the resulting tendency to pull out draw-bars has been a par- 
ticularly fruitful source of accidents. 

Responding to the invitation for observations on the general subject, 
I think that the progress towards the solution of the problem of an 
automatic train connection is at present satisfactory. The Master Car- 
Builders’ Association, after exhaustively studying the problem for a 
number of years, reached their recommendation. This recommendation 
was approved by the majority of roads who were members of the asso- 
ciation. The association is made up of men in charge of car construct- 
ing and maintaining departments. These members vote on each 1,000 
cars that the road they represent owns. At the convention where the 
report is read a vote is taken to submit to letter ballot. This letter 
ballot is not made until the members of the association have had an op- 
portunity to consult with the general manager or president of their 
railroad. As the report on couplers was treated in this way, it repre- 
sents the judgment of the majority of the railroad managers and presi- 
dents in this country. The recommendations of the Master Car-Build- 
ers’ Association were also approved by the General Managers’ Associa- 
tion at Chicago. 

A large number of roads have applied couplers within this type and 
there are more automatic couplers of this type in service than all the 
automatic link and pin couplers put together. The attempts of State 
legislation to solve the problem have been in no case successful. It is 
my humble opinion that legislation by Congress on the subject at this 
time would be absolutely fruitless. If such legislation favored an in- 
termediatory coupler, like the automatic link and pin, it would increase 
the dangers to life and limb, and would retard the benefits to be gained 
in economies of operation. If, on the other hand, Congressional legis- 
lation enforced the immediate application of the “‘ Master Car-Builders’” 
type, it would work a very serious hardship to a great many financially 
impoverished roads and result in the application of the cheapest and 
most inferior forms of couplers within=the type. If the Commission 
after reviewing the subject could find it in its judgment to indorse the 
‘¢ Master Car-Builders’” type of coupler, I think that much better results 
would follow than could be secured by any action of Congress. 

We can give evidence that the railroads of the country are fully alive 
to the seriousness of the question, and after a long and careful study 
they have reached a conclusion. They are following the results of this 
conclusion with commendable rapidity, and the experience thus far ob- 
tained confirms its correctness. 
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.By H. H. Westinghouse, in response toa request for statistics from the Westing- 
house Air-Brake Company, some parts being omitted and others somewhat con- 
densed. | 


The number of automatic brakes now applied to freight-cars in this 
country is about 92,000; 25,000 of which were applied during the year 
1888, and 14,000 have been furnished so far this year. Appended 
hereto is a list of the roads who have made a considerable use of brakes, 
and the number furnished to each one. This list is not entirely accu- 
rate, because many of these brakes have been furnished through ear- 
builders, and we therefore sometimes are unable to get correct state- 
ments as to where the material is to be used. The total number of 
locomotives fitted with air-brakes is about 17,000; of which number, 
from 10,000 to 12,000 are used generally in freight service, although all 
of the apparatus furnished by this company is thoroughly interchange- 
able; that is to say, there is no difference in the mechanism or the 
operation of brakes on freight and on passenger locomotives. The same 
is true with reference to car fixtures, except as to form. It has been 
found possible to make smaller and more compact apparatus for use on 
freight cars. We are pleased to say that the general tendency seems 
to be to provide all locomotives with driving-wheel brakes, and the 
necessary apparatus to handle power brakes on cars. That power 
brakes are necessary on freight trains, is a general conviction of recent 
date, and some account of the early period of their use will be interest- 
ing and important, when the extent and direction of future develop- 
ment is under consideration. 

The first application of the brake to freight trains came about natur- 
ally from the success that had been realized in its use upon passenger 
trains, but the attempt to use it on freight trains was the result of ex- 
traordinary circumstances, it having been thought that first cost and 
the absence of experience on the part of train-men in handling it were 
objections that more than counterbalanced the benefit to be derived. 
Another important influence against its favorable consideration was 
the interchanging of freight cars, for it was thought that the per cent- 
age of brakes which would be available for use on any one road would 
be too small to produce an appreciable result. To the Denver and Rio 
Grande (narrow gauge) road this was, however, no objection, as there 
was no interchange of cars, because they were entirely surrounded by 
standard-gauge roads. The grades on this road are excessive, and the 
difficulty of obtaining a sufficient number of reliable train-men formed 
a special inducement to them to make a trial of the air-break in freight 
service. They commenced to use what is known as the straight air 
system in 1881, and the results were in the highest degree successful 
and satisfactory. During the period of the first use of these brakes on 
the Denver and Rio Grande Railroad the automatic brake had become 
practically standard upon passenger trains, and its greatly-increased 
efficiency and automatic features had proved to be of the utmost value, 
and particularly its automatic application when trains became sepa- 
rated by accident. At such times the brakes are applied with equal 
force to both portions of the train, and there is no possibility of a col- 
lision between the separated parts. 

* * * * * * * 


The Central Pacific Railroad Company was the first to enter upon 
the application of the automatic brake to freight cars. The conditions 
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on this road were not unlike the Denver and Rio Grande except in the 
single item of gauge of track. The number of foreign cars hauled over 
their lines was comparatively small and the grades were very steep. 
They made a very general application of the brake, and it may be said 


that now their entire equipment is fitted with it. 
: * * * * 


* * * 


For a considerable period but little progress was made in the further 
application of brakes to freight cars. The principal objection raised 
was, that east of the Missouri and Mississippi Rivers the interchange 
of cars was so very great, that unless there was a general and almost 
simultaneous fitting up of freight cars by all the various roads, but 
little use of them could be had for many years. This opinion was, how- 
ever, not shared by the managers of the Chicago, Burlington and 
Quincy road. They came to the conclusion that it would be possible 
to fit up a portion of theircars that were generally used in local service, 
and with the addition of the foreign cars of the western lines already 
mentioned it was believed that enough could be had to be of great 
service. They have acted upon this presumption and the benefits are 
unquestioned and unqualified. This demonstration, removed what 
seemed to be a most serious objection to the commencement of the 
general introduction of power brakes on freight trains. It may be 
Stated as a matter of record, that on a road like the Chicago, Burling- 
ton and Quincy, on which the grades are of a kind ordinarily found 
throughout the country, if the locomotive and 10 per cent. of the train 
is fitted with power brakes, greatly better results in stopping can be 
had than with the ordinary train crew using hand brakes, with the 
great added advantage that the power is instantly available at all times, 
either in good or bad weather; while with the train-men only there 
are many times during cold or disagreeable weather in which they are 
not in any respect available for an emergency stop. 

The introduction of power brakes on extreme western lines had as- 
sumed such proportions, that in 1886 the Master Car Builders appointed 
a committee to investigate the subject, with a view to determining 
whether existing forms of apparatus were suitable under all conditions. 
This was done in view of the fact that it was absolutely essential that 
brakes for freight cars should be of uniform construction if they were 
to be of general use, and before standards were absolutely fixed it was 
deemed expedient to examine the question from the stand-point of future 
requirements, as well as under the existing conditions of practice. The 
accounts of these trials have been published in detail, so that it is not 
necessary to refer to them except in a general way. 

It was shown that several forms of brakes would operate on trains 
of moderate length, but many of these were not worthy of considera- 
tion on account of the absence of automatic action. The automatic 
brakes that were first tried did not prove to be sufficiently prompt to 
properly work the brakes on long freight trains, and while this require- 
ment is not at present demanded in the highest degree, because it is 
very seldom that a freight train is supplied with cars having brakes on 
all of them, yet it is fair to presume that within a reasonable period of 
time the number of cars fitted with continuous brakes will be so greatly 
increased as to make it important that they should be operated 
throughout the entire length of solid trains. 

Experiments were carried onina thoroughly practical way upon a train 
of cars upon the tracks of the Chicago, Burlington and Quincy Railroad 
at Burlington. The ultimate outcome of these experiments was the suc- 
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vessful operation of the brakes in accordance with the requirements in- 
dicated by the Master Car Builders. The change is so slight that the 
two forms of brake are operated in the same train and by the same ma- 
aipulation on the locomotive, Engineers and train-men throughout the 
country have been educated to understand the construction and opera- 
tion of the air-brake as now in general use. Modifications that would 
require a new method of handling would have been most unfortunate, 
and would no doubt have greatly interfered with the introduction of 
the new form of brake. At the time the new brake was introduced, 
December, 1887, there were already in use about 50,000 of the original 
automatic brakes. A change that interfered with the operation of this 
large number of brakes would have been a matter of such serious injury 
to those who had already made their investments, that it is question- 
able whether they would have taken up the new form, although its ulti- 
mate advantages were demonstrated, and its success was conceded by 
all railroad managers who had any knowledge of the subject. 

A careful review of the history of the introduction of power brakes 
on freight trains shows that the important element in its increased use 
has been the demonstration by railroads having unusual conditions of 
grades and location that the devices designed for the purpose were 
adequate, and that the claim that their use facilitated and reduced the 
cost of transportation is true. 

While the progress towards a complete consummation has been slow, 
we think that the facts cited indicate conclusively that it has not been 
for want of proper mechanical appliances. Itis our impression thatthe 
incentives which have led to the application of brakes have been inthe 
main pecuniary, and not to any extent humanitarian. The number of 
employés that are injured and killed for want of power brakes is De- 
coming so great, that from this point of view alone the subject assumes 
@ very Serious aspect, and while this is deserving of the most serious 
consideration, we feel that it is a matter of congratulation that, in 
addition to being life-saving and injury-preventing appliances, there 
can no longer be a doubt as to their value in operating railroads more 
economicaliy than can be done without. 

* * * * * * *& 


We feel that the question as to whether our statements are or are 
not interested should not interfere with the adoption of some provision 
in the interest of railroads for testing and determining the value of 
brake mechanism that is intended to be run in conjunction with the 
apparatus that is now in general use. The experiments at Burlington 
clearly demonstrated the futility of anything but an extended and com- 
prehensive test. The fact that a few brakes are tried together and 
seem to work well under conditions that will not obiain in regular 
freight practice should not be held to prove that the necessary require. 
ments are complied with. On a train of fifteen cars what is known as 
the buffer brake made an extended and complete demonstration 
throughout a considerable portion of the eastern country, and with a 
train of twenty-five cars at Burlington they performed Substantially in 
accordance with all the claims that were made for this style of brake. 
When tried upon a train of fifty cars the device was a complete and 
total failure, and yet it was only by good fortune, combined with good 
judgment, that the trials happened to be made go extensive as they 
were. 

a % 2 * * & * 


H. Mis. 50-22 
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The following roads have more than 1,000 cars equipped with auto- 
matic air brakes: 


Cars. 
Atchison, Topeka and Santa Fé and controlled roads ......-.-----.--------- 20, 451 
Chicago, Burlington and Quincy and controlled roads ..-.-..----. --------- 2,261 
IDeA MemON Cae OVOley choses use koboneLboaSse dedaeu QcoGhs dusocog coos goad s 1, 139 
JO Ilr PANG DT brON PNAS Boos Bceeas cose sF odedos Dobood anooecosdes sae sbsSsods 1, 126 
New York, loake Hrierand \Westertte ces tess atsna cele em amietse eee eel-rsteele ters see, J,CBe 
Pennsylivianilays ySueUl sows se eeete sere etete ae eee eetelsiem eaterwielelate late ele ete eer 6, 035 
Richmondsand! Danwilllepesessses sete cee oct em cie setae ae eee eee eeeeers 1, 287 
Southern, Bacifie' 2 2cima es ss cee cece scr cacrene cn mises emneots scasisee ee tee eer 16, 245 
WnntonsPactiice cote st enccte. cterece Oata aie wie naam oe were eine cerca rsiee usm eins 15, 433 
Northern Pactheme ccs sisc ce eden: oc se donee tode secen et ee semana eee men retrace 6, 788 
PrivatGiOwNerss. ce Slo ocsece | os tare oboe we we e oe ere Skee acm ine Sere meaner 5, 763 


LETTER FROM E. F. O'SHEA, GRAND SECRETARY AND TREASURER OF 
THE BROTHERHOOD OF RAILROAD BRAKEMEN. 


[Condensed. } 


* * * * * * * 


I desire to say by way of explanation that our Brotherhood is but 
five years old and its growth has been very rapid. I have no means of 
knowing how many brakemen are empioyed on American railways, 
therefore I am unable to say just what | roportion of them are members 
of our Brotherhood. ’ 

Our Brotherhood has nearly 15,000 members, cousisting of brakemen, 
conductors, yard-masters, and men engaged in various other occupa- 
tions, all of whom have been brakemen. About one-half of that num- 
ber, say 7,000, are at present brakemen, and a claim for death or total 
disability is presented at this office every day in the year. 

The whole number of brakemen is surely not less than 70,000, there- 
fore the total number of deaths and totally disabling injuries are not 
less than 3,650 each year; this does not include pinched fingers, mashed 
hands, broken limbs, falis, bruises, sprains, etc., from which the sufferer 
recovers. 

The question arises, ‘‘Are all of these caused by the old style of brake 
and couplers?” I answer, ‘‘ With very few exceptions, yes.” 

On inclosed notices under head of ‘ cause” you will read various 
causes assigned, nearly all of which can be traced to the old brake and 
coupler. Nine-tenths of all ‘railroad accidents,” ‘“raiiWay wrecks,” 
‘‘collisions,” ete., mentioned under those headings, could be prevented 
by the use of automatic brakes and couplers on freight cars, and many 
cases of death from consumption, typhoid fever, pleuro-pneumonia, and 
other similar diseases can be traced to exposure and overexertion made 
necessary by the old-style brake and coupler. 

No reliable insurance company wants to take such risks as to insure 
the lives of freight brakemen, and will not do so without an enormous 
charge for premium, which the brakemen’s meager wages will not allow 
them to pay. Therefore our Brotherhood is his only protection. He 
cheerfully pays all assessments, knowing that when his turn comes, and 
he always expects it, his loved ones will not be left in absolute want. 

There is no longer any excuse for delay in equipping freight cars 
with these safety appliances, for they have been tested and found to 
work better than the present style. Their adoption has been recom- 
mended by the Master Car Builders’ Association, and the only thing 
now necessary is for the different companies to act together, which 
they will not do unless compelled by law. 
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This terrible slaughter of young, able-bodied men is increasing each 
year, and it has come to be considered a matter of course for a brake- 
man to have his life crushed out beneath the wheels and his mangled 
remains strewn along the track. The men themselves can not prevent 
it; somebody must do the work ; and so they make the best of it and 
take their chances, 

If an equal number of passengers were killed and crippled each 
year the people and press would awaken to a realization of the situa- 
tion and demand a remedy. Is not the brakeman’s life just. as dear to 
him and his loved ones as the life of any other person, and should not 
an honest effort be made to save him from a death horrible to contem- 
plate? This is especially true when we remember that there is a rem- 
edy if it would only be applied. 

People say, “If he don’t like his job he can quit.” True enough, but 
what is he todo? They can not all quit, and there is nothing else for 
them to do ; besides, their places must befilled, and the slaughter would 
continue. The newspapers no longer consider the death of a brake- 
man deserving of more than a two line item headed, ‘Only a brake- 
man,” and the reader passes it over and it is forgotten. 

Had I the opportunity to do so, I could show you a record of death 
and mutilation of able-bodied young men that would make your heart 
sick. You would be horrified and think it all a hideous nightmare, but 
I can prove that it is as true as gospel. I could continue indefinitely, 
but it is unnecessary. I submit these facts and figures for your con- 
sideration and that of your colleagues in the hope that you will seri- 
ously consider the matter. If you do so, | am convinced you will see 
the need of national legislation, for State legislatures have never yet 
accomplished anything in this direction, nor will they do so while rail- 
road companies wield so powerful an influence among them. 

It is my firm belief that I have greatly underestimated the number 
of deaths and accidents and I am quite positive [ have not over-esti- 
mated them. If an equal number of horses or cattle were killed each 
year by the cars a remedy would be applied, and I ask you in the name 
of humanity and Christianity to take some action in the matter. To 
continue this horrible slaughter when it can be so easily remedied seems 
to me nothing less than a crime. The men are powerless to help them- 
selves, the railroads are slow to act, and the butchery continues. 

Improvements have been made in every other direction, but not one 
step in this.. To strike is no remedy, to quit is starvation, and to con: 
tinue is death; not immediately perhaps, but inevitable if he remains 
long enough in the service. There is an army of cripples in this coun- 
try caused by the present style of brakes and couplers whose empty 
sleeves, mangled limbs, stumps, and crutches mutely appeal to your 
honorable body to remove the cause, and the list is being increased every 
day. 


* # * * * * * 


PETITION OF RAILROAD BRAKEMEN TO THE INTERSTATE COMMERCE 
COMMISSION. 


The Members of the Interstate Commerce Commission, Hon. Thomas M. 
Cooley, Chairman, Washington, D. C.: 

GENTLEMEN: We, the undersigned, respectfully petition your honor- 
able body to take such steps as you may deem proper to bring about 
the adoption of automatic brakes and couplers on freight cars on the 
railroads of the United States, 
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Each of the undersigned is in actual service as a railroad brakeman 
or has been employed a sufficient length of time to become fully ac- 
quainted with the duties and perils of the position, and although some 
of us have been promoted, we most earnestly appeal to your honorable 
body to urge upon Congress the necessity of national legislation in this 
matter, that the terrible slanghter of brakemen on the railroads of this 
country every year may be largely diminished. 

Automatic brakes and couplers are practicable; no one would be in- 
jured, and many lives and limbs would be saved by their adoption. 

T. fT. SuatrEry, N. ¥. 0. BR. RB. 
E. L. BARNARD, B. and A. R. R. 
Wm. H. Lyons, B.and A. R. EK. 
E. M. Harpte, N. Y. C. BR. R. 
And 9,678 others. 


APPENDIX 11. 


RELATIONS EXISTING BETWEEN RAILWAY CORPORATIONS AND 
THEIR EMPLOYES. 


A cireular, a copy of which is appended, was sent on August 12, 1889, to all rail- 
road commissions, railroad journals, and press associations for infermation and pub- 
lication, and to the officials of eighty-five leading railway corporations for replies. 

It was as follows: 


INTERSTATE COMMERCE CommMIssIoN, 
Washington, August 1, 1889, 


3 


Deak Sir: All facts regarding the relations existing between railway corporations 
and their employés are always of public interest, and may be of importance in deter- 
mining questions upon which the interest of the employers as well as: f the employed 
may depend. 

Th> Commission therefore address to you the following inquiries, believing that 
you will appreciate the purpose of the call, and that you will cheerfully render any 
assistance that may be within your power to facilitate the gathering of the informa- 
tion which they are designed to elicit: 

(1) Is an insurance fund or guaranty fund of any sort provided for the employés 
of your company on which they have a right to draw in case of sickness or accident, 
or from which payment may be made to their families in case of death? If such fund 
exists, please state in what manner it was accumulated; how it is maintained; under 
whose direction it is administered; under what conditions money may be drawn 
from it, and any other facts respecting it which you may think it important to state. 
If there are any contracts or other writings or printed documents which will give 
definite information, and which are in your possession, the Commission would be 
pleased to receive copies thereof. Please also state the length of time the fund has 
been established ; the reasons which have led to its establishment, and the feeling 
in respect to it on the part of the employés. If no fund of the sort named exists, 
please state if any attempt has ever been made to establish one, to what extent, if at 
all, the attempt succeeded, and why it failed. 

(2) Has the company eating or lodging houses for train-men when away from home 
or does it provide reading-rooms or other places of resort ? Ifso, full particulars will 
be duly appreciated. i 

(3) Is any provision made by your company for technical education in your shops, 
whereby it seeks to train men for its service? Is there any recognized system of pro- 
motion in the service of the company whereby it may be expected the men will be 
induced to labor for marked efficiency? Are any special rules in force to insure the 
. competency of locomotive engineers and other train-men 2? 
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Should your own information on any of these subjects be defective, please give 
the names and addresses of any persons connected with your company who may be 
able to supply any deficiencies. : 


By order of the Commission. ¢ 
EpWARD A. MOSELEY, 


Secretary. 


Answers to the foregoing circular have heen made by every company to which it 
was addressed. Twelve out of eighty-five companies maintain insurance or guar- 
anty funds and seventy-three do not. Of these seventy-three, however, five have 
hospital funds, five have benefit associations maintained wholly by the employés, 
and one—the Cleveland, Cincinnati, Chicago and St. Louis Railway Company—con- 
tributes $500 annually to the support of the ‘Bee Line Mutual,” managed by the em- 
ployés; and one—the Central Vermont Railroad Company—is taking steps to estab- 
lish an insurance fund. Forty-three companies provide eating or lodging houses 
and reading-rooms to a greater or less degree, and forty-two do not. Twenty com- 
panies provide technical education and sixty-five do not. The answers, which are 
substantially as follows, are arranged alphabetically, and with the name of the presi- 
dent, general manager, or officer of the road who responded. 


ATCHISON, TOPEKA AND SANTA FE RAILROAD COMPANY. 


[By Mr. A. A. Robinson, General Manager. ] 


A relief association was formed in May, 1887. Its object is to furnish medical and 
Surgical attention to the sick and injured employés of the railroad companies em- 
_ braced in the ‘‘ Santa F6 system.” ; 

Every employé of the company is a member of this association. 

There is no capital stock, the fund being supported by fees deducted from the em- 
ployés’ compensation, said fees varying from 25 cents to $1, according to the amount 
of wages paid. 

Total receipts from members—contributions and other ones—for the year 1888 
were $135,335.92. 

Total operating expenses were $115,227.25. 

Total number of employés who have received relief during the year is 18,704. 

We have railroad eating-houses along our line, which are required to give our 
train-men a rate of 25 cents each for meals. There are no lodging-houses for our 
train-men while away from home ; most of the freight-crews occupying the bunks in 
the cabooses while out on the line. 

As to reading-rooms, this company has eleven located at division points. Gener- 
ally, rooms for library purposes are located in the stations or other buildings con- 
veniently situated, but in several instances separate buildings are provided for this 
purpose. 

At nearly all two good large rooms are furnished, one for reading and writing pur- 
poses, the other in which to play games. There ig an average of about three hun- 
dred and fifty books at each reading-room. In most instances employés are per- 
mitted to take the books to their homes on making a deposit of $2 with our agent, 
which is held by him as long as the employé continues to borrow books. 

The better classes of newspapers and periodicals are subscribed to by the railroad 
company on behalf of these rooms. 

At Topeka and Raton both privileges are furnished, for which the employés tak- 
ing advantage of same pay a nominal sum. 

Games—such as cards, checkers, dominos, and cribbage—are furnished, but gam- 
bling is strictly forbidden at all the rooms. 

As to technical education, we employ apprentices in the different departments, and 
teach them the different trades in connection with the mechanical department. 
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Their wages are raised each year in accordance with the progress made in the 
work. 

When we engage locomotive engineers or promote locomotive firemen to positions 
of locomotive engineers we examine them very rigidly as to their knowledge of the 
parts and working of a locomotive ; also on time-card rules, that they may be com- 
petent to handle all classes of trains under all conditions. 

We recently had on our line an instruction ear from the Westinghouse Air-Brake 
Company. 

It was in charge of an instructor, and as it moved from place to place all the em- 
ployes connected with the train service had an opportunity to gain a practical knowl- 
edge of the construction and operation of the air-brake. 


ATLANTIC AND PACIFIC RAILROAD COMPANY. 
[By Mr. D. B. Robinson, General Manager. ] 


We have no insurance fund and no attempt has been made to establish one. We 
have, however, a hospital fund, which enables sick and injured employés to receive 
necessary medical and surgical attention free of charge. This “fund” is maintained 
by donations from every employé of the company ; employés receiving less than $100 
per month contributing 50 cents and those receiving $100 or over per month con- 
tributing $1 monthly. 

We have company eating-houses at each division point, which are operated under 
contract, employés being furnished meals for 25 cents each. Have reading-rooms at 
division headquarters of operating division, with all local dailies, also dailies from 
principal cities and popular weekly and monthly papers and magazines; also library 
of books. The expenses of the reading-rooms are maintained by the company. 

No provision is made for technical education in shops. 

With reference to recognized system of promotion, we have the usual ‘civil serv- 
ice,” employés receiving promotion in accordance with length of time in service and 
capabilities for position. 


BALTIMORE AND OHIO RAILROAD COMPANY. 
[By Mr. J. T. O’Dell, General Manager. ] 


There is a fund provided for the employés of this company, on which they havea 
right to draw in case of inability to earn wages on account of sickness or accident, 
and from which payment is made to their families in event of death. 

This fund is created and maintained by monthly contributions from employés and 
contributions in money and other valuable considerations by the company. 

It is controlled by a committee of the board of directors of the railroad company, 
assisted by advisory committees elected by the contributing employés. 

The Baltimore and Ohio Employés’ Relief Association was established on May 1, 1880, 
and was incorporated by an act of the general assembly of Maryland on May 3, 1882. 
This charter was repealed, to take effect April 1, 1889, when the association was 
merged into the present relief department, which comprises three features, viz: the 
relief feature, saving feature, and pension feature. 

The relief feature will afford relief to its members entitled thereto when they are 
disabled by injury or sickness, and to their families in the event of their death. 

The savings feature will afford opportunity to employés and their near relations to 
deposit their savings and earn interest thereon, and enable employés only to borrow 
money at moderate rates of interest and on easy terms of repayment, for the purpose 
of acquiring or improving a homestead or freeing it from debt. 

The pension feature will make provision for those employés who, by reason of age 
or infirmity, are relieved or retire from the service of the company. 

All claims are submitted to the superintendent of the Relief Department, whose 
judgment is final, subject only to appeal to the advisory board, 
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There is no question as to the good feeling of the large majority of the employés 
toward the institution. This is evidenced in many ways, the most striking of which 
was exhibited on the 1st of April, 1889, when the association merged into the ‘de- 
partment,” and each member of the association was asked to become a member 
thereof. No difficulty was experienced in securing membership from 98 per cent. of 
the old association, the 2 per cent. declining being composed mainly of the switch- 
men and brakemen in the vicinity of Chicago. 

The company has no eating or lodging houses for train-men when away from home, 
nor does it provide reading-rooms or other places of resort, except at Columbus, Ohio, 
at which point the Union Depot Company furnishes lodging for passenger con- 
ductors, brakemen, and baggage-masters, the expense of which is charged to all 
the roads using the depot. 

It has, however, a reading-room at Mt. Clare shops, Baltimore, and a library con- 
taining 10,000 volumes of the best reading matter, together with all the best tech- 
nical and scientific journals, which are always accessible. 

The employés avail themselves very liberally of the advantages secured to them, 
and text-books and mechanical journals are eagerly sought after. Books are for- 
warded to the employés and returned to the library by the company without charge 
to those using them; but while the library-room at Mt. Clare has been open at all 
hours for the use of employés, and this fact has been liberally advertised, no one 
takes advantage of it. 

A reading-room was provided at Garrett, Ind., but failed for lack of patronage. An 
attempt to establish reading rooms at Martinsburgh and Keyser, W. Va., was equally 
unsucessful. ; 

A system of technical education was inaugurated some years ago, but abandoned. 

It is customary to make promotions from among such employés as are deserving 
A rigid examination is conducted. : 

Dr. W. T. Barnard, of the Baltimore and Ohio Railroad Company, in an article on 
the relations of railway managers and employés, says: 

Tt is not always true in the history of railroad or other corporations that the one 


paying the highest wages is best served. The company that is most forward in car- 
ing for general welfare of the employés, particularly in the matter of providing sup- 
port for their disabled, aged, and of long service ;. that holds all its officials by a rigid 
responsibility for arbitrary or tyrannical exercise of power; that convinces its lowest 
servants that they will be protected against injustice, even at the hands of their 
highest official superiors, will soon obtain such prominence among the masses as will 
bring to its service the best material the market affords, though it give no more than, 
nor often quite so much as, others, who regard their employés only asso much material 
to be utilized or expended in the interests they serve. 


Dr. Barnard quotes from an article of the celebrated Dr. Farr, of England, who 
when consulted upon the advantages of remuneration, partly by salaries and partly 
by provisions for old age, says in its favor: 


In the first place, superannuation is a guarantee of fidelity ; in the second place it 
encourages efficient officers; in the third place it retains good men in the service ; in 
the fourth place it induces men to retire when they become old or inefficient for any 
cause; and in the fifth place it prevents old servants from falling into disgraceful de-_ 
pendency or distressing destitution, which would be a public seandal, and would 
deter desirable persons from entering the service. 


Dr. Barnard says: 


The writer has for a considerable time studied the relationship existing between 
the managers and the employés of many of our large corporations, and his observa- 
tions seem to justify the conclusion that, whereas in no other business employing 
large bodies of labor is there a larger field for cultivating cordiality and recipro- 
city of interests between owners and employés than in railroading, also in no other 
business (except perhaps mining) have such opportunities been more neglected. 


Concerning the Baltimore and Ohio Employés’ Relief Association ‘Mr, 8, R. Barr, 
secretary, says: ‘ 


 ANne association has grown into almost universal popularity with the employés, dat- 
ing from the time its practical operation began to be felt, among them. This fact is 
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evidenced not only from. the personal expressions of members themselves, but from 
the fact that a very large number of those leaving the service of the company retain 
their interest in the natural death feature; that although it was optional at the 


BOSTON AND ALBANY RAILROAD COMPANY. 
[By Mr. W. H. Barnes, General Manager. ] 


We have no insurance or guarantee fund of any sort. There has been a mutual 
relief association among the employés under which they contributed $1 or $2 upon 
the death of a member of the association, but interest in it failed, and it was closed 
up some three or four years ago. 

This company has no eating or lodging houses for their men, nor is it necessary, all 
their trips being so arranged as to bring them home at night. 

We have no provision for technical education in our shops. 

We take apprentices and teach them a trade, then employ them as journeymen, 
and from them we select our firemen. The journeymen we pay according to their 
ability All our locomotive engineers are promoted from firemen. 


BOSTON AND MAINE RAILROAD COMPANY. 


[By James T. Furber, General Manager. | 


There is no insurance or guarantee fund provided by this road for it employés to 
draw on in case of sickness, ete. Our employés have a mutual insurance among 
themselves. 

We have an eating and lodging house near our locomotive engine-house in Port- 
land, Me., where our employés are furnished with meals and lodging at a very low 
rate. 

We havea few apprentices in our car and locomotive shops. Whenever vacancies 
occur we permit our own men rather than employés of other roads to be promoted. 
Our firemen are trained to make locomotive engineers, and brakemen to take charge 
of trains whenever we require the services of a conductor. 


BURLINGTON, CEDAR RAPIDS AND NORTHERN RAILWAY COMPANY. 
[By Mr. C. J. Ives, President. ] 


There is no insurance or guarantee fund provided for the employés of this com- 
pany. Neither has any attempt been made to establish such a fund. We, however, 
encourage by every means in our power the operation of insurance companies among 
our men. ; 

This company has no eating or lodging honses or places of resort for its train-men 
when away from home. 

We have no technical education in our shops for the training of men for its sery- 
ice. Neither are any special rules in force to insure the competency of train-men. 
We have a recognized system of promotion (civil service), invariably advancing our 
oldest employés. 

IOWA CENTRAL RAILROAD COMPANY. 


[By C. H. Ackert, General Manager. ] 


This company has no insurance or guarantee fund. The larger insurance companies 
solicit insurance among our employés, and the premiums are deducted from the pay 
of the employés by monthly installments. 

The company has no hotels or eating-houses of its own, but at all terminal stations 
they have lodging and eating houses run by private parties. 
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No provision is made for technical education in our shops. 

Promotions are made according to length of time in service and efficiency. All 
locomotive engineers and other train-men are examined by the superintendent or 
other heads of departments before they are employed. 


CENTRAL RAILROAD AND BANKING COMPANY OF GEORGIA. 
[By Mr. M. 8. Belknap, General Manager. ] 


We have no insurance guarantee, the company making such payments in case of 
sickness or accident as they think the case merits. 

The company has no eating or lodging houses for train-men. 

It has no provision for technical education in the shops, except that of the appren- 
tice system, and by the exercise of great care in the selection of material from the 
brightest and best young men we can secure. 

To secure the competency of locomotive engineers and train-men a thorough system 
of examination and trial is maintained. : 


CENTRAL RAILROAD COMPANY OF NEW JERSEY. 
[ By Mr. J. R. Maxwell. ] 


This company has no employés’ insurance or guarantee fund of any character, and 
no steps have yet been taken in that direction. 

No special eating-houses are provided for train-men, nor lodging facilities, as they 
are not necessary to meet our service requirements. Reading-room conveniences are 
provided at principal terminal stations. 

No special provision is made for technical education in the shops. 

Merit and term of service is always recognized, and careistaken to insure the com- 
petency and efficiency of locomotive engineers, firemen, and train-men. 


CENTRAL VERMONT RAILROAD COMPANY. 
[By Mr. J. W. Hobart, General Manager. ] 


We have an arrangement with an insurance company to insure our men against 
accident, but nothing for sickness. Insurance companies have learned by experience 
that an insurance indemnifying persons against losses by sickness can not be made 
remunerative at any rate which they would feel able to pay, and all companies which 
have attempted this class of insurance coming within my knowledge have aban- 
doned the project. 

The insurance against accidents varies in both rate and amount according to haz- 
ard, and is so placed that men draw a specified amount for twenty-six weeks, and in 
case of death resulting from accident the full amount is paid less the weekly indem- 
nity which may have been paid during disability previous to death. 

This insurance has been established pending the action of our board of directors 
upon a proposition presented by myself to create a protective organization composed 
of railroad employés on the basis of a monthly tax of small amount deducted from 
their wages, which should be added to the amount derived from an investment of 
$10,000 to be presented by the Board of Directors out of the securities of the railroad, 
as a nuceleus around which to gather a fund sufficient to care for the sick and wounded 
or at death to pay a stipulated sum to the families of the deceased, also to care for the 
aged and infirmed. 

The employés generally favor this plan of indemnity rather than insurance. 

We have no eating or lodging houses on our line, but arrangements are made with 
hotels and boarding-houses to board our men at stipulated rates, being protected by 
the road in the collection of board bills. 
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We have no reading-rooms as such, only giving men proper rooms for their quar- 
ters. We have, however, a large railroad library, composed of scientific, historical, 
and religious books, as well as those of a lighter character, from which our men can 
draw under properregulation. This library is much used, and is looked upon as being 
a great moral reculator of our men. 

As to technical education, there are no provisions except to encourage them in 
reading such publications as treat upon technical subjects. While there is no recog- 
nized system of promotion, it is the universal rule to fill higher positions with men 
from the lower ranks whenever they are found competent and worthy. 

When men are advanced to the position of locomotive engineer they undergo a 
most thorough examination by our superintendent of motive power, and other train- 
men are subjected to a like examination by a competent official. 


CHESAPEAKE AND OHIO RAILWAY COMPANY. 
[By Mr. J. T. Harahan, General Manager. ] 


There is no insurance fund or guaranty fund of any sort provided for by this com- 
pany for the benefit of its employés. It is, however, our custom when an employé is 
injured in our service, whether through his own fault or not, to make allowances to 
him while unfit for service, the employé’s condition being considered in making the 
allowance. 

This company provides reading-rooms for its employés, and also arranges for eating 
and lodging houses for its train-men when away trom home at reasonable rates. 

We have no special provision in our shops for the technical education and training 
of men for the service. 

We do, however, employ apprentices in the machine and car shops who are edu- 
cated in that particular department. We have a recognized system of promotion 
which it is intended shall induce men to labor for marked efficiency. 

A rigid examination of locomotive engineers and other train-men is conducted, 
based upon rules for the running of trains and on the handling of locomotives and 
their knowledge of the mechanical construction thereof. No engineer is allowed to 
run a train until he has passed this examination. 


CHICAGO AND ALTON RAILROAD COMPANY. 
[By Mr. C. H. Chappelle, General Manager. ] 


We have no insurance or guarantee fund of any sort on the line of this railway. 
No attempt has ever been made to establish such a fund. 

This company has no eating or lodging houses for train-men when away from home. 
Such houses are not a necessity, as our line of railway reaches cities and towns hav- 
ing first-class boarding-houses at low rates. 

We have no technical schools for the education of our men in shops or elsewhere. 
Our system of promotion is upon the basis of seniority and competency ; other 
things of course being equal. 


CHICAGO AND ATLANTIC RAILWAY COMPANY. 
[By Mr. G. M, Beach, General Manager. ] 


The Chicago and Atlantic Railway has no insurance or guarantee fund provided 
for its employés on which they have a right to draw in case of sickness or accident, 
orfrom which payment may be made to their families in case of death. 

The railway has no eating or lodging houses exclusively for their men, and no 
reading-rooms. 

We have no provision for technical education at our shops. Our system of promo- 
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tion is based upon the faithful discharge of duty and capacity for increased respon- 
sibility, all employés being regarded in the line of promotion and advancement. All 
conductors, engineers, brakemen, and firemen have to pass an examination by areg- 
ularly-constituted board as to their fitness for their respective duties and the rules 
of the road before taking charge of their assigned duties. 


CHICAGO AND EASTERN ILLINOIS RAILROAD COMPANY. 


[By Mr. 0. 8S. Lyford, Vice-President and General Manager. ] 


We have no insurance or guarantee fund of any sort provided for employés on 
which they have a right to draw in case of sickness or accident, or from which pay- 
ment may be made to their families in case of death. We encourage our employés 
however, to secure accident insurance in some good company. ; 

Our company has no boarding or lodging houses, with one exception, and has no 
reading-rooms. Our road is not a long one, and the points where the employés re- 
side or wait for trains are in large towns which have all necessary accommodations. 

We have no provision for technical education, but concerning promotions and im- 
provement of the service rules are observed. ‘ 


CHICAGO AND GRAND TRUNK RAILWAY COMPANY. 


[By Mr. W. J. Spicer, General Manager. ] 


We have no insurance or guaranty fund provided for its employés, but the men 
individually, and to a large extent, insure in the several insurance companies doing 
business in the State. ; 

Our company provides accommodations for its train employés and mechanics at 
several of its terminal points in the shape of reading-rooms and also rooms for sleep- 
ing and bathing. 

' They also have the privilege of getting meals at our general refreshment-rooms at 
_reduced prices. : 

Our system is to take apprentices in our shops, who go through a course of five 
years’ training. Our recognized system of promotion is by seniority governed by 
efficiency and general good behavior. All our train employés undergo a strict exam- 
ination as to character, eye-sight, etc., and a knowledge of the company’s rules before 
they are considered competent for service or promotion. 


CHICAGO AND NORTH-WESTERN RAILWAY COMPANY. 
[By Mr. J. M. Whitman, General Manager. ] 


This company has no insurance or guarantee fund upon which our employés can 
draw in case of sickness, accident, etc., and no attempt has ever been made to create 
one, as such funds are not generally regarded with favor by the men whom they are 
intended to benefit. Employés have always been encouraged in taking out accident 
insurance policies, and a careful supervision has been exercised over the agents al- 
lowed to solicit at our shops, engine-houses, and among ourmen. This company has 
never, tomy knowledge, allowed any worthy employé, injured in its service through 
no fault of his own, to suffer. 

In extending its line into new and unsettled country, this company has always pro- 
vided for the comfort of its employés by constructing good and comfortable hotels 


and eating-houses, where its men could secure meals and lodging at the nominal rate © 


of 25 cents. The company furnishes rent and fuel free. Whenever the employés 
have started such a movement the company has provided quarters for reading-rooms 
and always contributes liberally to the railroad department of the Young Men’s 
Christian Association, 
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In the matter of training or educating men in our shops, the routine is as follows: 
Each foreman and master-mechanic is practically a teacher. It is our aim to take 
men or boys into our shops, and by putting through successive grades of the service 
make good, practical mechanics of then. 

They are first set to work in the tool-room or as messengers for the foremen, and 
are used in carrying tools to and from various places about the works. This gives 
them the names of the hand tools and the purposes for which they are used. 

From this they are set to machine work, such as that of running a bolt-cutter, nut- 
facer, or tapper, and afterwards to lathes and planers, as their respective competency 
may warrant. From that, as vacancies occur or opportunity offers, they pass to the 
erecting floor. During this entire time the party is under pay, small at first, but 
gradually increasing as his capability increases. This training is thoroughly prac- 
tical and is the best possible way in which a shop force can be recruited. In special 
directions, such as the air-brake, we have air-brake inspectors who are experts in 
that line, and whose duty consists in being among the men constantly and instruct- 
ing in all matters pertaining to the brake service. As to promotions, where a va- 
caney cecurs, it is fixed by the next oldest man in our employ, provided he be capa- 
ble of filling the position. 


CHICAGO, BURLINGTON AND NORTHERN RAILROAD COMPANY. 
[By George B. Harris, Vice-President. ] 


Our employés exercise their individual judgment as to insurance, and procure life 
and accident insurance from such companies as they see fit, or go without insurance. 
Generally, I think, the men insure. ° 

Our company has no eating or lodging houses for train-men. 


CHICAGO, BURLINGTON AND QUINCY RAILROAD COMPANY. 


{And for Hannibal and St. Joseph Railroad, Kansas City, St. Joseph and Council 
Bluffs Railroad, and Burlington and Missouri River Railroad, in Nebraska, operated 
by the Chicago, Burlington and Quincy Railroad, by Mr. E. P. Ripley, General 
Manager. | 


This company maintains an insurance or guarantee fund for sickness, accident, and 
death benefits, under the head of the Burlington Voluntary Relief Department. Its 
benefits are shared not only by the Chicago, Burlington and Quincy Railroad, but by 
the other roads of the Burlington system operated by the Chicago, Burlington and 
Quincy Railroad Company. ’ 

The fund is raised mainly by monthly voluntary contributions of employés, and the 
interest paid by the company on moneys awaiting disbursement, income from invest- 
ments, and such appropriations as the company may make in accordance with its 
guarantee. ; 

As the company pays all the operating expenses, every dollar of the fund is paid to 
members who are sick or injured, or in case of their death, to their families or desig- 
nated beneficiaries. 

Concerning the reasons which have led to its establishment and the feeling in re- 
spect to it on the part of the employés Mr. Ripley says: 

The object of the company in establishing a relief department was to enable its 
employés to make provision for themselves and families at the least possible cost to 
them in the event of sickness, accident, or death. The company has established this 
department not only because it has the interest of its employés at heart, but because 
it believes that the department will serve to retain and attract a good class of em- 
ployés, lessen the amount of discontent caused by improvidence, diminish the amount 
of litigation in cases of accident, and increase the good will of the employés toward 
the company and their confidence in the good will of the company toward them. 
Employés have been somewhat suspicions of the motives of the company in regard to 
this department, but there is now, I am glad to say, a growing feeling in favor of it 
as the regulations become understood and as the practical advantages of the depart- 
ment are made manifest by the prompt payment of benefits, 
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This company provides for its engine-men at all lay-over points a comfortable bunk 
room, as secluded and quiet as possible. 

Freight-train men are expected to obtain whatever sleep is necessary when away 
from home in their way cars. Almost all freight-train and engineer-men carry their 
meals when they expect to be away from home, although there are at all lay-over 
points good restaurants at which meals can be had for a reasonable consideration— 
generally 25 cents. At all its principal points this company furnishes a room for its 
passenger conductors, where they may congregate and pass the time between the 
arrival and departure of their trains. In addition to this, we assist the railway 
department of the Young Men’s Christian Association by subscription, and its read- 
ing-rooms are always open to our men, and are located at our principal points. 

As to technical education in our shops, we have a system of apprenticeship, from 
which we are obtaining good results. The young men who go into our shops are paid 
fair living wages, and graduate according to their ability. All other things being 
equal, we endeavor to promote the oldest men in the service, but first take into con. 
sideration special fitness and training for the work required of them. 

To secure the competency of locomotive engineers and other train-men, we have 
recently put books and pamphlets on ‘transportation rules,” “firing locomo 
tives,” etc., in the hands of employés for study and instruction, and we expect good 
results from their use. In addition to this, our system of employing road foremen ot 
engines for the education of our engineers and firemen has proved very satisfactory. 

Mr. Ripley incloses pamphlets on the relief department, transportation depart 
ment, and a manual of instruction for locomotive engineers and firemen. 


CHICAGO, MILWAUKEE AND ST. PAUL RAILWAY COMPANY. 
[By Mr. Roswell Miller, President and General Manager. ] 


We have no insurance fund or guarantee fund of any sort provided for the em- 
ployés of this company on which they have a right to draw in case of sickness or ac- 
cident, or from which payment may be made to their families in case of death. We 
have discussed the matter and had seriously contemplated the establishment of a fund 
by a monthly assessment on all employés, but have not put it in operation, because 
from the best information we obtained the weight of sentiment among the employés 
was against it. 

We have no eating or lodging houses for train-men. We have lately established 
reading-rooms at two points op our lines, and we are subscribers to the railroad branch 
of the Young Men’s Christian Association, which has reading-rooms at other points. 
At all the eating-houses operated by the company special rates are given to employés. 

Provision is made for the employment of a certain number of apprentices in our 
shops, and their apprenticeship trains them for the service. It is our rule in promo- 
tion to give preference to the oldest employé, ability and fitness for the work being 
equal. Applicants for the position of firemen are required to pass a rigid examina- 
tion as to their character and qualifications. Firemen desiring to be promoted to en- 
gineers are required to pass the same examination. Applicants for the position of 
brakemen are required to pass an examination as to their intelligence and character. 

Brakemen who are applicants for promotion are required to pass an examination as 
to their intelligence and familiarity with train service. These examinations are 
conducted by officials of the machinery and train department; as the case may be. 


CHICAGO, ST. PAUL AND KANSAS CITY RAILWAY COMPANY. 
[By John M. Egan, General Manager. ] 


There is no insurance fund or guarantee fund of any sort provided for the employés 
of this company. 

The company has no eating-houses on the line for employés, but there are divisional 
point eating-houses that are patronized almost exclusively by the railroad employés. 


j 
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We have at points reading-rooms where papers and books can be obtained. At one 
of our divisional points there is a club house erected, which is used by the employés 
for reading and sleeping rooms. 

At our shops we take apprentices in to learn the different branches of business. So 
far as promoting men is concerned, the first man employed has a prior right to pro- 
motion over others, provided he is competent to fill the position when a manis wanted, 


CHICAGO, ST. PAUL, MINNEAPOLS AND OMAHA RAILWAY COMPANY, 
[By Mr. E. W. Winter, General Manager. | 


This company has no insurance or guarantee fund for the benefit of its employés 
in case of sickness or accident. 
Eating and lodging houses for train-men are provided at such of the terminal points 
where suitable accommodations are not otherwise readily obtained. ‘This company 
contributes to the support of reading-rooms at several points on the line where it is 

intended to especially provide for railway employés. 

We have no system of technical school education in our shops, but are working 
under a general plan which young men can commence as laborers, and if they are 
bright the opportunity is given for them to become familiar with mechanical work 
in all its details.. Under this method efficiency and close application will insure pro- 
motion. Our locomotive engineers and conductors are almost entirely educated on 
our own system, we taking pains to employ young men of good paren tage as firemen 
and brakemen, with the understanding that if they apply themselves carefully to the 
work and develop well they will in their turn become switch, freight, and passen- 
ger engineers in locomotive service, and baggage-men, freight and passenger con- 
ductors in train service, we being careful to see that all have their priority rights 
dating from entrance into our employ, if they prove equally competent. 


CINCINNATI, HAMILTON AND DAYTON RAILROAD COMPANY. 
[By Mr. M. D. Woodford, Vice-President. ] 


In October, 1876, the ‘Cincinnati, Hamilton and Dayton Railroad Company’s Em 
ployés’ Mutual Benefit Association” was formed, for the purpose of creating a fund 
for the relief of its members during injury and to provide for their families in case 
of death. 

Prior to that time the sole dependence of disabled employés and their families upon 
private subscriptions and donations led to the organization of this association, which 
in the past twelve years has been very efficacious and satisfactory. The fund, from 
which the members, in case of accident, have right to draw, or from which payment 
may be made to their families in case of death, is provided by assessing each surviv- 
ing member $1 at the death of any member of the association; but-the endowment 
shall not exceed the sum of $500, and any surplus arising from a death assessment 
over and above $500 shall become a part of the contingent fund, out of which are 
paid, at the rate of $5 per week, injured members who have been disabled from per- 
forming their ordinary duties for one week or longer, not to exceed twenty-six con- 
secutive weeks. No allowance, however, shall be made for sickness, unless the same 
shall be the immediate result of injury. The officers and directors of this Mutual 
Benefit Association are prominent and faithful employés of this company, and apart 
from the benefits derived in relieving the distress which injury or death may create- 
are the manifold advantages of closer bonds of fellowship. 

Although the railroad company does not provide eating-houses for its train-men 
when away from home, all important stations have restaurants, where meals are fur- 
nished to train-men at reduced rates. Reading-rooms and lodging-rooms are provided 
at various points on the road for the accommodation of train-men, notably Toledo, 
Lima, Dayton, Cincinnati, and Indianapolis. 
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These rooms, which are conveniently situated near to the engine houses, are fur- 
nished with tables, chairs, etc., writing material, and the various daily and weekly 
papers, weekly periodicals, railroad papers, and railroad magazines. 

There are also sleeping accommodations at these rooms, with lavatories adjoining. 

We have no system in our shops for the technical education of our men; what 
knowledge they show is simply empirical, acquired in the daily routine of shop work. 
Nearly all the mechanics employed by us in the various shops began service as ap- 
prentice boys, and have been gradually promoted according to their skill. 

As an inducement to the men to labor for marked efficiency, we have fostered a 
system of promotion in all branches of the service, which recognizes age in service, 
fidelity, and loyalty, with favorable consideration, when men are qualified in all 
other respects. To insure the competency of locomotive engineers and other firemen, 
strict rules are adhered to. te 

Our regulations require that a man seeking employment as a locomotive fireman 
must make application in his own handwriting for the position. If he is an average 
penman, and of good general intelligence, he is then sent to the company’s physician 
and examined as to his eye-sight, color-blindness, etc., after which, if he is eligible, 
he is usually placed on a switch engine to begin with. From time to time promo- 
tions are made, placing him out on the road, and in time, after a service of not less 
than three years, he may make application for a position as engineer. Heis then ex- 
amined carefully and thoroughly in the mechanical department, and if proficient 
there, is sent to the master of transportation, who examines him on the rules and 
regulations of the road, time-card, ete. If the applicant passes this test, he is then 
given a switch engine to run, and is gradually promoted until he becomes a road en- 
gineer. Examinations for color-blindness are made at regular intervals of two 
years. 


CINCINNATI, NEW ORLEANS AND TEXAS RAILWAY COMPANY AND OPERATED ROADS. 
[By Mr. John C. Gault, General Manager. | 


We have never seen our way clear to organize any insurance or guarantee fund 
providing for the employés of either of the companies in cases of sickness or accident. 

We have encouraged various accident and life insurance companies to do business 
on our roads, and have aided them to some extent towards issuing as many policies 
as possible in favor of onr employés. : 

We collect the premiums at our own expense and pay them over to the insurance 
companies, 

We have several eating-honses, and hotels owned by the different roadsin the system, 
chiefly at the end of divisions, so that the train-men are provided with cheap accom- 
modations in the way of meals and lodging. 

There has been no provision made by our company for technical education in our 
shops beyond the usual custom of the country for promoting those who are studious 
and diligent. 

We have a great many apprentices learning trades in our shops, and there is an in- 
ducement held out to them in the shape of promotion and advancement in salary 
whenever they earn such advance or promotion. 

Some of the wealthier companies in this country have established insurance funds; 
the company putting in a certain amount of money, and the rest of the fund is made 
up by assessments on the emyloyés. 

It may be proper for me to add that our road, and the roads generally in the South, 
have a custom of taking care of those people who are unfortunately injured in the 
course of the performance of their duties. We employ surgeons under salaries to 
treat such cases at the expense of the company, and in many cases we pay all the 
bills of those who are unfortunate until they are able to resume their work; espe- 
cially is this the case where the persons injured have been long in the service of the 
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company, and are in such circumstances financially that it would be a hardship for 
them to pay their expenses while they are under treatment. 


CLEVELAND, CINCINNATI, CHICAGO AND ST. LOUIS RAILWAY COMPANY. 
[By Mr. Robert Blu, General Superintendent. } 


This company has no Special insurance fund or guarantee fund provided for the em- 
ployés on which they have a right to draw in case of sickness or accident, or from 
which payment may be made to their families in case of death. In the event of ac- 
cident to any employé each case is taken up by the company upon its merits, and a 
certain amount allowed for lost time, doctors’ fees, ete., depending on the nature of 
the injury, cause of accident, ete. 

The employés themselves, twenty years ago, organized the “Bee Line Mutual In- 
surance Association,” that the families of the deceased and disabled employés might 
be substantially benefited. This association has been successful in its operation, 
having, up to last fall, paid to the benefisiaries a total amount of $332,143.65. The 
association is controlled exclusively by the employés (members), in which the com- 
pany has no voice, except to give the association its heartiest support and acontribu- 
tion of $500 annually toward its expenses. 

In the matter of company eating and lodging houses for train-men when away from 
home, and reading-rooms or other places of resort, the Brightwood Home, at Bright- 
wood, near Indianapolis, is provided by the company as an eating and lodging house 
‘for train-men. 

This home is furnished with modern improvements and has a reading-room that 
will accommodate fifty persons. 

It is supplied with one hundred and fifty volumes of interesting and profitable 
reading matter, besides a number of daily papers, as well as Magazines and other in- 
teresting periodicals. There is a lunch-room where warm meals are served at all hours, 
which, with the reading-room is kept open day and night. The price for meals in the 
dining-room is 25 cents each. 

Lunches are furnished as low as and lower than can be obtained at any regular 
boarding-house for railroad men. 

There are seven large sleeping-rooms in the home, containing fifty beds. Lodging 
and baths are free to regular patrons of the home. The home seems to be appre- 
ciated. The regular number of patrons is one hundred and fifty-one, and there are 
many mure who come to it occasionally. The reading-room is well patronized, par- 
ticularly in winter, by the men who discuss different topics and matters pertaining 
to their daily work. 

The company also contributes to the support of the Young Men’s Christian Associa- 
tion reading-room at Columbus and other places. de Ss 

No provision is made by this company for technical education in its shops. It has 
been the uniform practice of the company to promote apprentices every six months, 
and other employés when their ability will warrant it, to fill higher positions made 
vacant by resignation, ete. The company has a book of rules and regulations which 
are rigidly enforced, whereby locomotive engine-men and train-men are examined, 
and their competeucy to fill their respective positions fully demonstrated before 
their appointment or promotion. 


DELAWARE AND HUDSON CANAL COMPANY, OPERATING SEVERAL RAILROADS UNDER 
STATUTE AUTHORITY. 


[By Mr. H. G. Young, Second Vice-President. ] 
We have a “relief fund” in connection with our coal department for the purpose of 


providing for participating employés of that department in cases of sickness or death. 
The fund is accumulated by payments, on the part of such employés as care to avail 
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themselves of its benefits, of stated sums; a sum equal to the aggregate of all pay- 
ments made by the employés being paid into the fund by the company. This fund 
has been in operation about three years. The Travelers’ Insurance Company, of 
Hartford, Conn., is authorized to operate over our several lines of railroad, and is 
deemed both by ourselves and our employés as affording the most satisfactory plan 
for insurance in case of accidents. ‘ 

As a rule the trips of our men are so arranged as to bring them home each night. 
We have no eating or lodging houses, but at several points on our lines the Railroad 
Young Men’s Christian Association have reading-rooms which are liberally sup- 
ported by this company, and where our men, most of whom are members, have the 
benefit of library, baths, etc. 

An apprenticeship of four years is served in our shops, at the end of which time, if 
the man is capable, a diploma is given. Promotion is from the ranks, the oldest in 
the service being the first in line of promotion. Special rules relative to the care 
and working of the locomotive, as well as the most modern and complete tests for 
vision and hearing, are in force to insure competency of locomotive engineers and 
train-men. : 


DELAWARE, LACKAWANNA AND WESTERN RAILROAD COMPANY. 
[By Mr. W. F. Halstead, General Manager. ] 


There is no insurance or guarantee fund provided by this company for its employés 
that is controlled by the company, and no attempt has ever been made to establish 
such a fund, but our train-men and shop-men have an organization for mutual aid 
which is operated by the men themselves and is open to employés only. They pro- 
vide a fund for death and pay weekly benefits for injuries. It has been in existence 
about eight years and I understand is giving perfect satisfaction. 

At East Buffalo we have an eating and lodging house for train-men. This is the 
only point on our line where we regard it necessary for such a house. We provide 
both reading and library rooms for the use of our men at Hoboken, Scranton, Great 
Bend, and Elmira. These rooms are under the supervision of the Young Men’s Chris- 
tian Association. 

No provision is made for technical education in our shops. 

We promote men according to length of time in service of company, ability, hab- 
its, ete. Engineer and firemen are examined relative to competency, etc., by the 
different master mechanics under whose supervision they come other train-men 
by division superintendents. When train-men (engineers, firemen, conductors, and 
brakemen) are injured while in service of the company, we furnish medical treat- 
ment and in most cases allow them half time until able to work. In cases of men 


killed in service of company, we pay funeral expenses, and if married help their 
families when the case seems to warrant. 


DENVER AND RIO GRANDE RAILROAD COMPANY. 
[By Mr. 8. T. Smith, General Manager. ] 


There is no insurance or guaranty fund for the aid of employés in case of sickness 
or death ; we have a hospital fund to which employés subscribe 50 cents per month, 
which entitles them to medical treatment’ in case of sickness or injury, and a certain 
allowance to defray burial expenses. 

There are no eating or lodging houses sat apart for train-men. 

We have an employés’ library located at Burnham shops, Denver, Colo., and em- 
ployés who desire, pay a membership fee of $2 and an assessment of 50 cents per 
quarter. This room is located in the company’s building and no rental is charged for — 


its use, and the money collected is expended in the purchase of periodicals and new 
books, 
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This library has a very creditable collection of valuable literature. 

There is a system of apprenticeship in force at the principal shops of the road. 
The apprentices are graded into first, second, third, and fourth year classes, and after 
the expiration of the fourth year they are considered practical machinists and the 
scale of wages after that time depends entirely upon their competency. 

Engineers and firemen.—Firemen are usually made from Wipers, and promoted to 
engineers when considered competent by the superintendent of machinery. Engi- 
neers are graded into three classes, one class for six months, another for the second 
six months, and at the expiration of twelve months satisfactory service they receive 
the pay of first-class engineers. 

Conductors are promoted from brakemen, the promotion being in turn, provided 
those standing next in line are fully competent for the position. 

Train and engine-men are examined on the rules and regulations governing the 
running of trains, the use of air-brakes and such other rules as may be deemed 
necessary. 

Engineers and firemen are examined by the master mechanic or foreman of road 
engines a8 to competency for the respective positions. 

_Itis the aim of the management to promote those already in the service whenever 
it is practicable to do so. 

In regard to the hospital fund, the emp loyés realize the benefits that they have de- 
rived therefrom, and I should say that it is a decided success. 

Under this arrangement the employés along the line, and in the cities, receive the 
best medical attendance that is to be had, at a trifling cost. 


DETROIT, LANSING AND NORTHERN RAILROAD COMPANY. 
[By Mr. J. B. Mulliken, General Manager. ] 


Neither of the companies under my charge have provided an insurance fund or 
guarantee fund for the benefit of employés in case of sickness or accident, or from 
which payment may be made to an employé’s family in case of death; nor has any at- 
tempt ever been made to establish a fund of that kind. 

We have not provided eating or lodging houses for train-men when away from home 
other than those located at our eating stations, and which are for public use. 

We formerly provided reading-rooms at Ionia and Detroit, on the Detroit, Lansing 
and Northern road, but they were so poorly patronized by our train-men that it was 
not deemed advisable to continue them, and they were discontinued sometime since. 

No provision has yet been made by our company for the technical education of men 
in our shops; but we have a recognized system of promotion for employésin our sery- 
ice, whereby those who show themselves to be the best fitted for advancement are 
given the preference when vacancies occur. 

Locomotive engineers and train-men are examined as to their. competency and 
knowledge ofthe rules governing their branch of the service. 


EAST TENNESSEE, VIRGINIA AND GEORGIA RAILWAY COMPANY. 
[By Mr. C. H. Hudson, General Manager. ] 


There is no insurance or guarantee fund provided for our employés to draw against 
in case of sickness. A large portion of them are ‘insured in the various insurance 
companies and in their own societies, such as the Conductors’, Brakemens’, and vari- 
ous other associations. 

This company has never established eating or lodging houses for the train-men. 
We have provided reading-rooms and places of resort at various places, but they are 
not well patronized. 

This company has made no provisions for technical education in its shops. We 
have an apprentice system, and so far as possible promote in the machinery depart- 
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ment from our apprentices. In the other departments we aim to fill up our higher 
places by promotion, so that all our men will look forward to and labor for advance- 
ment. Our locomotive engincers we promote from our firemen, and they are re- 
quired to undergo a severe examination in both mechanical and road matters before 
promotion. 

FITCHBURGH RAILROAD, HOOSAC TUNNEL ROUTE, 


[By Mr. E. B. Phillips, President. ] 


This company has no insurance fund, nor does it contribute to any. But there are 
two organizations, suppported by theemployés of this and other companies, called 
the ‘‘ Fitchburgh Railroad Relief Association” and the “ Railroad Employés’ Relief 
Association,” which have insurance funds. 

This company has no eating-houses for train-men when away from home ; but atall 
the principal stations where trains originate or end waiting-rooms are maintained, 
in some of which there are conveniences for sleeping. The company contributes to 
the support of the reading-rooms of the railroad Young Men’s Christain Association 
at Troy and Mechanieville, N. Y. 

No provision has been made by this company for technical education in its shops. 
All employés are regarded as in the line of promotion, advancement depending upon 
the faithful discharge of duty and a capacity for increased responsibility. ‘‘ The 
rules and regulations for the government of employés of the Fitchburgh Railroad 
Company” and the special rules in the “time-tables for employés” insure the com- 
petency of locomotive engineers and other train-men. The heads of all departments 
and their assistants are constantly instructing the men under them, 


FLINT AND PERE MARQUETTE RAILROAD COMPANY. 
[By Mr. D. Edwards, Assistant General Manager. ] 


This company has no insurance fund or guaranty fund of any sort provided for its 
employés on which the employés have a right to draw in case of sickness or accident, 
or from which payment may be made to their families in case of death, nor has this 
company ever, to my knowledge, attempted to establish such a system, hence no ex- 
perience with employés as to the practicability of such, 

This company does not operate eating-houses and furnish lodging-houses for its 
employés, but eating-houses and hotels are in operation and prepared to provide food. 
at all our terminal stations at reasonable prices, and in addition the company does 
provide suitable sleeping accommodations at several terminal stations for use of train- 
men that desire to avail themselves of the same. Reading-rooms are available at 
several points, under the management of the Young Men’s Christian Association, in 
buildings furnished by the railroad company, where a goodly assortment of news- 
papers and magazines are contributed by the several officers of the company. 

We have no technical education system in our shops other than practical every-day 
knowledge, as supervised by our foremen and superintendents of machinery, and we 
claim that this plan of education properly prepares our employés for the service re- 
quired of them. 

There is every recognition of efficiency, which induces our employés to labor with 
the view of being promoted. } 

Our engineers and other train-men are not subjected to prescribed rules of com- 
petency, but are selected after a careful examination of their experience and record; 
and when advanced, length of service and competency prevail, but length of service 
does not govern if the promoting power is not fully satisfied of the efficiency of the 
applicant or the one to fill the vacancy. Our superintendent, train-masters, master- 
mechanic, and engine dispatchers, all in charge of the train-men, are constantly 
watching the movements of the employés in their respective departments, so that 
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when a change is necessary, owing to a vacancy, they are fully advised as to the 
proper person to fill the vacancy, 

Good habits, interest developed with regard to the welfare of the company’s prop- 
erty, care used in protecting property and person, disposition, record as to observa- 
tion of rules, and efficiency are fully considered and rewarded, 

The superintendents of the different departments are Supposed to be competent to 
educate, but are not expected to furnish brains for our employés. 

There is a hospital system managed by others than tke Railroad Company, which 
our employés are recommended to take advantage of by securing certificates entit- 
ling them to medical treatment, medicine, board and lodging, on payment of $5 or 
$10 per year. The $5 certificates admit the patient to wards, and the $10 certificate 
admits the patient to a private room. Employés ‘securing such certificates issue an 
order on our paymaster for the cost of the same, and the amount is deducted from 
the pay-roll and paid to the hospital or “ ganitarium ” managers, 

The Hartford, Connecticut, and the Detroit Accident Insurance Companies also 
solicit patronage among our employés, being fully indorsed by the company. 


GHORGIA RAILROAD COMPANY. 
[By Mr. G. W. Guem, General Manager. ] 


No insurance fund or guaranty fund of any sort is provided for the employés of this 
company on which they have a right to draw in case of sickness or accident. 

There is, however, the Georgia Railroad “Non-Secret Mutual Beneficial Associa- 
tion,” organized by the employés May 30, 1889. 

This company does not provide eating and lodging houses for train-men when ab- 
sent from home. The company’s subscription to the railroad branch of the Young 
Men’s Christian Association ai Atlanta secures to its employés the use of the reading- 
rooms of the association at the place. 

There is no provision for technical education in our shops. The education ig purely 
mechanical and practical. We have no recognized system of promotion, but promo- 
tion obtains according to merit among firemen and train-men. No special rules are in 
force to insure competency, except that each individual applicant for position of fire- 
man or train-man must be able to read and write. The applicant must be strong and 
healthy and not over twenty-five years of age. 


GRAND TRUNK RAILWAY COMPANY OF CANADA. 
[By Mr. J. Hickson, General Manager. ] 


A Superannuation and Provident Fund Association was organized October 1, 1874, 
for the benefit of certain of the employés of the company. An Insurance and Provi- 
dent Society was organized July 1, 1884. Prior to 1884, on the Grand Trunk Railway 
proper, a system of insurance was in force on a more limited seale. 

A similar society was in existence on the Great Western Railway (now part of 
the Grand Trunk system) some years prior to 1884, 

During the half year ending June 30, 1889, the Grand Trunk Railway Company 
contributed to the Superannuation and Provident Fund Association $4,525, and to 
the Insurance and Provident Society $6,250. The contribution to the latter society 
up to December 31, last, was $10,000 per annum, but in consideration of the number 
of men admitted by absorption of new lines into the Grand Trunk system the contribu- 
tion was increased to $12,500 from January 1, 1889. _These payments are made and 
the association established under sanction of the Parliament of Canada. The in- 
surance fund of the society is intended to provide for payments at death, whether 
resulting from accident or natural causes. 

The company provides free lodging-houses at all terminal or locomotive stations 
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for the use of enginemen and firemen who require to take rest away from their 
homes. These houses are provided with baths and other necessary conveniences. 

At large lococomotive stations, where there are repairing shops, reading-rooms 
are provided, which the men can make use of for a nominal sum, and which they 
themselves manage. 

At Montreal education in mechanical drawing is given to those who desire to take 
advantage of it. Locomotive engine-men rise by seniority in the service, if they are 
competent. 

They are examined by the assistant mechanical superintendents before they are al- 
lowed to work either as firemen or engine-men. The system of promotion of all classes 
of employés connected with the train service is that the men who have been longest in 
the service with a clear record and are suitable for the position have the preference. 
Before being promoted they are thoroughly examined as to their efficiency and 
knowledge of the duties expected of them and of the company’s rules and regula- 
tions. 

As to the feeling of the employés in regard to the insurance and provident ar- 
rangements, we believe, and with strong grounds for doing so, that the great bulk of 
those in the company’s service look upon them as being wholly in their own interest. 
They are allowed in a large measure to manage the details, are always supplied with 
the fullest information, and afforded opportunities for discussing all matters relating 
to the administration of the association. 


ILLINOIS CENTRAL RAILROAD COMPANY. 
[By Mr. C. A. Beck, Acting General Manager. ] 


This company has no insurance fund or guaranty fund of the nature described in 
the circular of the Commission. I am advised that the matter has been discussed upon 
one or two occasions, but nothing definite has been done towards the establisment of 
such a fund. ‘ 

We give every facility to the insurance of our employés by outside companies. 

This company has no eating or lodging houses for its train-men when away from 
home with the exception hereafter stated, nor does it provide reading-rooms or other 
places of resort. As amatter of fact, nearly all the runs on this company’s lines end 
in towns of some importance, where the employés are able to get all the accommoda- 
tion they desire. 

The only exception to this rule is at East Cairo, where, owing to the lack of ac- 
commodations, a small building has been provided where the men can sleep while 
off their runs. In a very short time this run will be extended to Mounds Junction, 
north of the new bridge, now nearly completed, when we shall probably have to af- 
ford similar accommodations at that point for train-men. 

There is also at East Cairo a small reading-room, which is maintained by the men 
themselves, aided by contributions from the officers of the company. 

Atsome other points on the line the Young Men’s Christain Association have provided 
accommodations for train-men, with the aid of the railroad company and its officers. 

The company has established schools connected with its principal shops, namely, 
at Weldon, Amboy, Waterloo, Water Valley, and McComb City. At these schools 
the apprentice boys and the young men that intend to follow railroading as their 
occupation are taught drawing and such other technical mechanical education as is 
possible. 

From these apprentices, after they have served their term, and from the other 
mechanics, we select when practicable such men as can serve as foremen of shops and 
as engineers on the road. Before mechanics or foremen are promoted to the position 
of locomotive engineers they are carefully examined by the machinery department 
on the construction and workings of a locomotive, and after they have passed 
a critical examination to the satisfaction of the examiner they are then examined by 
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the superintendent or train-master on the rules and regulations affecting the running 
of trains. After they have passsed both of these examinations they are first put in 
switching service and gradually promoted until they become regular road engineers. 


KANSAS CITY, FORT SCOTT AND MEMPHIS RAILROAD COMPANY AND ASSOCIATED COM- 
PANIES. 


[By Mr. George H. Nettleton, President and General Manager. ] 


These companies provide no insurance or guaranty fund on which their employés 
have a right to draw in case of sickness or accident or from which payment is made 
to their families in case of death, nor has any attempt ever been made to establish 
such afund. When employés are slightly injured they are provided with medicine 
and treatment at the expense of the company, and when seriously injured they are 
taken to a hospital and cared for at the expense of the company. 

If they are employed in the train service, where their duties are hazardous, they 
are allowed half-pay while unable to report for duty on account of injuries. If em- 
ployed in any other department they are allowed nothing on account of their wages 
while unable to report. These companies own no hospitals, but have arrangements 
for the use of others at convenient points on the line, where injured employés are 
taken. 

A lodging-house is provided by the company for train-men at West Memphis, Ark. 
This is the end of a division, but, on account of its being in the Mississippi River low- 
lands, men are not given any longer lay-over than necessary to give them the re- 
quired rest. None of the men have families residing there, and there were not the 
usual accommodations for lodging, which were therefore provided by the railroad 
company. 

A reading-room at this point and at Thayer, Mo., which is another division point, 
is provided by the company and is heated and lighted at its expense. One is pro- 
vided at Ash Grove, Mo., by the employés and is heated and lighted at their expense. 
The company contributes reading matter to all of them. 

At Kansas City, Mo., the railroad companies owning and using the Union Passenger 
Depot provide reading and bath rooms, which are managed under the auspices of the 
railroad branch of the Young Men’s Christian Association, to which the railroad com- 
panies contribute monthly sums to cover the expenses of maintenance. 

These companies have no provision for technical education of the employés of any 
department. - 

It is the rule to promote those who are best qualified to fill the vacant positions, 
showing preference always to those who have been longest in the service, if equally 
qualified. 

There are no special rules in force to determine the competency of train-men, ex- 
cepting to learn definitely from their past record that they are competent. If the 
applicant has not been previously employed on this line, he is required to furnish a 
statement of his record from the officials of the road where last employed. 


LAKE ERIE AND WESTERN RAILROAD COMPANY. 
[By Mr. George L. Bradbury, General Manager. ] 


This company has no insurance or guaranty fund of any sort provided for the em- 
ployés. 

The company has no eating or lodging houses for train-men when away from home, 
and does not provide reading-rooms or other places of resort. 

No special provision is made for technical education in the company shops. A cer- 
tain number of apprentices are employed in the shops, and receive advancement ac- 
cording to time and merits. We aim to recognize efficiency, good conduct, sobriety, 
and application in all branches, and to promote our men strictly in accordance with 
their merits. 
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LAKE SHORE AND MICHIGAN SOUTHERN RAILWAY COMPANY. 


[By Mr. John Newell, President. ] 


The Lake Shore and Michigan Southern Railway does not provide any insurance or 
guaranty fund for the benefit of its employés. 

In 1269 an insurance company was organized among the employés of the company, 
and has been in operation since organization, the membership now being 1,100. It is 
assisted by the company in the way of an annual donation of $500, and many officers 
of the company are members. 

For the accommodation of our engine-men we have “bunk-rooms” at all division 
terminals, that are quite generally used by the men when away from home. They 
are fitted up with bath-room, beds and bedding, soap, towels, etc., and men are 
supposed to see that they are kept clean and orderly. Each freight-train crew (con- 
ductor and brakemen) has a large caboose car that is attached to every train they 
tun, This car has wide-cushioned seats that extend the whole length of car, and 
most of the men sleep in their cars when away from home. The passenger-train men 
prefer, as a rule, to provide their own lodging places, although at Cleveland we have 
a room fitted up for the use of passenger brakemen, and we have conductors’ rooms 
at Chicago, Elkhart, Toledo, Cleveland, and Buffalo, which are furnished with 
lounges, tables, chairs, etc., that are quite generally used by the men that come in 
and go out during the night. 

In addition to the above, the railroad branch of the Young Men’s Christian As- 
sociation has reading and resting rooms at Buffalo, Erie, Collinwood, Cleveland, 
Detroit, Jackson, and Elkhart, that are appreciated and well patronized by the em- 
ployés. These rooms are supplied with newspapers, periodicals, books, and reading 
matter of acharacter that is interesting and instructive. Entertainments are fre- 
quently given for the benefit of the employés. Each building is in charge of a sec- 
retary, whose salary is paid by the company, except at junction points, where other 
companies join in this expense. The company expended in this way $2,520 per an- 
num. No eating houses are furnished exclusively for the use of employés, but there 
are eating-houses and Junch-rooms on the company’s ground at all division termi- 
nals and at many of our principal stations for the benefit of the public and employés, 
the latter being furnished meals at reduced prices. 

During eight months of the year we have drawing schools, where mechanical draw- 
ing is taught to our employés in the locomotive shops. These schools are con- 
ducted by the officers of the company and draughtsmen in the shops, and all material 
is furnished free, except drawing instruments, which are secured for emwployés at a. 
small expense. It is made obligatory on the part of shop apprentices to attend these 
schools (unless excused for cause), and any other employé may go in who wishes to 
do so, Aside from this, no provision is made for technical education in our shops, 
except what is gained by actual experience. 

As fast as vacancies occur employés are promoted, according to their efficiency and 
ability. 

Great care is exercised in the selection of new men, and all locomotive engineers 
and other train-men are obliged to pass an examination before a board, consisting — 
of division superintendents and master-mechanics, as to their competency and their 
general knowledge of mechanics, as well as of time-card and train rules, 


LEHIGH VALLEY RAILROAD COMPANY. 
[By Mr. H. Stanley Goodwin, General Eastern Superintendent. ] 


We have an insurance or guaranty fund, or as we call it a relief fund, which pro- 
vides for the employés of our company in case of injury received by them while in 
discharge of their duty, and the same fund makes provision for payment to their 
families in case of their death by reason of such injury. The fund is accumulated by 
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calling upon the employés to contribute a certain sum at a certain time. Their con- 
tribution is entirely optional, but if they do not contribute they fail to receive the 
benefits of the fund in case of needing it. The company contributes an equal amount, 
and it is maintained and administered by the company without expense to the fund, 
under direction of an officer appointed by the company. 

The fund has been in operation for a little over eleven years. 

The reason which led to its establishment was the need of some provision of this 
kind for our employés in case of injury received. This fund makes no provision for 
sickness and death from natural causes. The feeling in respect to it on the part of 
the employés is exceedingly favorable. 

_ A large number of our employés are members of and contributors to this fund, and 
those who are not do not refrain from joining by reason of any want of good feel- 
ing toward the plan. ; 

The company has no eating or lodging houses for train-men when away from home, 
nor does it provide reading-rooms for them. Places of resort are furnished them, 
where they can pass the time while waiting for their trians or for orders. 

No provision is made by our company for technical education in shops with the in- 
tention of training men for its service thereby. 

We have a custom of promoting our men from one position to another, whereby 
all the men upon the road have the right to consider themselves to some extent in 
the line of promotion, based to a considerable extent upon their ability and fitness 
for increased responsibility or for better paying positions, and based also upon the 
needs of the company. Our need of men for promotion is not great, because most of 
our employés have been in the service of the company since their boyhood. A great 
many of our employés in all departments are sons of men who also are, or were until 
their death, in the employ of the company, and there are quite a number of instances 
in which we have in our employ three generations in the same family. 

The discipline of the road as maintained deals with every case of incompetency, 
and no person is retained who proves himself to be incompetent. 


LITTLE ROCK AND MEMPHIS RAILROAD COMPANY. 
[By Mr. Rudolph Fink, President and General Manager. ] 


This company has not provided any insurance fund or guaranty fund of any sort, 
for its employés. ae 

The company has provided sleeping cars for its employés at Hopefield, Ark., where, | 
on account of the encroachments of the Mississippi River upon the Arkansas shore, 
no permanent quarters could be maintained. A reading-room has been provided at 
Memphis, Tenn. 

No provision is made for technical education in our shops. 

There is a recognized system of promotion in the service, based upon length of 
service and peculiar fitness. 

There is no special rule in force as regards competency of locomotive engineers, 
Most of the engineers on the line have been trained upon it, beginning as firemen. 


LOUISVILLE, NEW ALBANY AND CHICAGO RAILWAY COMPANY. 


[By Mr. John B. Carson, President and General Manager. ] 


This company has no guaranty fund of any sort which may be drawn upon in case 
of sickness or accident. The matter has been agitated at various times, but owing to 
a failure to obtain the consent of the majority of our men has never been put in any 
definite shape. 

The company has no eating or lodging houses for train-men when away from home; 
nor have we any reading-rooms or places of resort of that character at any place on 
the line. 
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Our men are made to serve their apprenticeship as follows: 

They are first put into the shops; go from there to the various round-houses; are 
then placed upon an engine as fireman, and finally, after passing a thorough exami- 
nation, are promoted to the position of engineer. 

Our train-men are regularly promoted, from brakeman to conductor on freight trains, 
and from that to conductor on passenger trains. 


LOUISVILLE, NEW ORLEANS AND TEXAS RAILWAY COMPANY. 
{By Mr. James M. Edwards, Vice-President and General Manager. ] 


No insurance or guaranty fund has ever been provided by our company. No eating 
or lodging houses, reading-rooms, or places of resort have been provided for train-men. 
We have no technical education in our shops beyond a regular apprenticeship system. 
Apprentices are advanced according to their ability to learn and are trained in ordi- 
nary shop work. 

Men are promoted in the service of the company inaccordance with their merits, 
and it is tacitly understood they will be advanced in accordance with the degree of 
efficiency which they possess. 

All engineers are examined both on time-card rules and machinery before being put 
in charge of an engine. As to promotion in this service, the men are advanced in ac- 
cordance with the time they have been in the service, provided they are competent 
and worthy. 

MAINE CENTRAL RAILROAD COMPANY. 


[By Mr. Payson Tucker, Vice-President and General Manager. ] 


This company does not directly provide an insurance or guaranty fund for its em- 
ployés. There is, however, a relief association, managed by our employés, which 
has the full approval, as well as the material assistance, of this company. 

The company does not provide eating or lodging houses for its employés. It does 
provide sitting-rooms for employés at our larger stations, but we do not furnish read- 
ing matter. 

We have no regular system of technical education in our shops. Promotions are 
made from among those who have the best record for character and ability, the 
length of service being a secondary consideration. 

The following are rules enforced to insure competency of engineers. All engineers 
are promoted from the ranks of firemen. All firemen must be twenty-one years of 
age, have a good common-school education, and be physically and mentally sound. 
Merit alone is the rule for promotion to engineers, regardless of time in service. 
Candidates for promotion must make application in their own handwriting, and 
must be examined by the foreman in charge as to qualifications for runuing trains 
and knowledge of the locomotive. He is then passed to the superintendent, or train- 
dispatcher, or person authorized by them, and examined as to his knowledge of time- 
table rules. He must be able to answer all questions concerning rules from memory. 
Passing examination satisfactorily, he is qualified as an engineer. 


MICHIGAN CENTRAL RAILROAD COMPANY, 
[By Mr. H. B. Ledyard, President. ] 


No successful attempt has yet been made by this company to establish an insurance 
or guaranty fund of any sort. The difficulty seems to be, first, the impossibility of 
making such insurance a success without requiring it to be compulsory with all em- 
ployes; sccond, the difficulty of fixing the premium satisfactorily to employés between 
those occupying the more hazardous and less hazardous positions; third, the desire on 
the part of many of the employés to obtain their insurance through associations to 
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which they belong—such, for example, as the Brotherhood of Locumotive Engineers; 
fourth, the difficulty of satisfying employés who have been insured and subsequently 
left the service of the company ; that they are not entitled toa refund of a portion of 
the premiums paid by them during their employment with such company. 

This company has eating and lodging houses for train-men at important division 
points where the necessity for the same exists. Meals are furnished at about cost, 
and the prices for the same are subject to change by instructions from the manage- 
ment. 

This company also contributes monthly to reading-rooms for employés at several 
stations on its line. These reading-rooms are generally managed by the railroad 
branch of the Young Men’s Christian Association. 

At its most important shops technical education is given, except during the sum- 
mer mouths, to the company’s apprentices and other employés through the medium 
of night classes, the instructors being foremen, who, as a rule, are allowed aslight in- 
crease of compensation for this special work. 

With regard to promotion, engineers and freight conductors are classified, and can 
not pass from one class to another except after examination. Firemen and brakemen, 
before being promoted to engineers and conductors, respectively, are required to pass 
an examination before a board of officers established for that purpose. 

As arule, all other things being equal, promotion is made in accordance with senior- 
ity; but in many cases the fitness of the applicant for promotion must be the gov- 
erning qualification. 


MINNEAPOLIS AND ST. LOUIS RAILWAY COMPANY. 


[By Mr. W. H. Truesdale, Receiver. ] 


No insurance or guaranty fund of any sort is provided for the employés of tbis 
company upon which they have a right to draw in case of accident, or from which 
payment may be made to their families in case of death. No attempt has ever been 
made to establish such a one for the benefit of the employés of thisroad. Most of our 
engine and train employés carry insurance in one or the other of several accident in- 
surance companies, whereby, in case of temporary injury, they are paid a certain sum 
per week during their disability, or, in case of certain injuries which permanently 
disable them or in case of death, they or their heirs are paid the full amount of 
their policies. 

This company does not provide eating or lodging houses for men when away from 
home, nor does it provide reading rooms or other places of resort. This company has, 
however, at two of its principal division points, hotel buildings on the railway 
property at which all the employés of the road are provided with meals or beds at 
25 cents each. The accommodations furnished are very good and the price charged, 
as above, for them reasonable. In addition to this the company devotes a certain 
sum each month toward the support of reading-rooms, bath-rooms, etc., in the rail- 
road department of the Young Men’s Christian Association; these rooms are located 
in the city of Minneapolis, and are frequented by many of our train-men. 

No special provision is made by this company for technical education in our shops 
other than that in the different. departments we have a number of apprentices, who 
are required to serve a certain term of years as such, when they are promoted to the 
position of regular journeymen in those departments. There is also a well recog- 
nized system of promotion in all departments of the service of the company whereby 
men serving in more subordinate capacities who prove themselves capable, diligent, 
and progressive are promoted to higher and better positions in our service. 

No special rules are in force for engineers, firemen, and other train-men other than 
that they have to serve as firemen or brakemen a certain length of time upon the 
road, and before promotion are required to pass a very rigid and thorough examina- 
tion to show that they are thoroughly competent to assume the duties of the position 
to which it is proposed to promote them. 
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MINNEAPOLIS, ST. PAUL AND SAULT STE, MARIE RAILWAY COMPANY. 
[By Mr. F. D. Underwood, General Manager. ] 


We have no insurance or guaranty fund of any sort provided for employés of the 
company who may from any cause become disabled, nor is any provision made for 
the families of deceased employés ; neither has any attempt been made by the above 
company to establish such a fund or to make provision for the families of deceased 
employés. 

The company has both eating and lodging houses for train-men at all divisional 
points, and provides thereat a limited amount of reading matter, tree to employés. 

We have no system of technical education established in the shops of the com- 
pany. There is a recognized system of promotion in all grades, 

There are rules in force to insure the competency of locomotive engineers and other 
train-men, in that they are required to pass a rigid examination as to their knowledge 
of steam and water, combustion of coal, and other questions appertaining to the me- 
chanical part of their duties. In addition to this they are examined by the trans- 
portation department as to their ability to distinguish colored signals by day and py 
night, and as to their knowledge and understanding of the rules governing the move- 
ment of trains; said rules being furnished them in the form of a book and under 
two classes, regular and special. 


MISSOURI, KANSAS AND TEXAS RAILWAY COMPANY. 
[By Mr. George A. Eddy, for Receivers. ] 


We have no insurance fund or guaranty fund, and no attempt has ever been made 
to establish one. We have, however, a hospital fund, which is accumulated by 
monthly assessment upon all employés; upon those receiving less than $50 per month, 
25 cents; over $50, 50 cents per month. This entitles the employé to office treatment 
and medicine at the various points on the line where local surgeons are employed; 
also entrance into hospital (which is located at Sedalia, Mo.) upon recommendation 
from head of department. 

The railway company has no eating or lodging houses. As regards the shopmen, 
most of them are married men and have their homes located at the places where 
employed. The engineers and firemen are subject to the same customs as other 
train-men on the road, with reference to eating-houses, getting their meals at boarding- 
houses, hotels, and restaurants along the line. No reading-rooms or other places of 
resort are furnished by the company. In some places there are railroad branches of 
the Young Men’s Christian Association, which are patronized liberally by the railway 
company. 

While there is no provision made for technical education in the shops, custom 
recognizes that promotion comes with efficiency, and it is usual for all apprentices to 
acquire such by application of their efforts in a practical manner, 

For apprentices learning trades of different kinds, such as blacksmith, machinist, 
boiler-makers, carpenters, painters, etc., it is the custom in our service to start the 
apprentice as such at a certain rate per day, and he is continued at that rate of 
wages until he has acquired efficiency meriting promotion, when his rate of wages 
is advanced in accordance with his worth to the service in the particular line in 
which he is engaged. 

The competency of locomotive engineers is based upon former experience as fire- 
men and knowledge of the machinery with which they are connected ; 
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THE MISSOURI PACIFIC RAILWAY COMPANY. 
[By S. H. H. Clark, First Vice-President and General Manager. ] 


This company has established no insurance or guaranty fund upon which employés 
have the right to draw in eases of sickness or accident. The company has, however, 
a hospital department, conducted: upon the plan of graded assessments based upon 
the amount of wages received by each employé; thus, an individual receiving less 
tban $50 per month pays 25 cents per month, and an individual receiving $50 per 
month or over pays 50 cents per month. This constitutes a fund out of which 
employés receive medical and surgical treatment, and enables every employé to re- 
ceive, at the least possible cost. the best medical and surgical treatment. The com- 
pany has two hospitals, one at St. Louis and one at Kansas City, with emergency 
stations at Little Rock, Van Buren, and Pueblo. 

The company has department staffs, which embody every main element of special- 
ties—eye, ear, throat, lungs, e(c.—consisting of men of established reputation who are 
continually in the service of the hospital department. 

In addition thereto the company supplies transportation to and from the hospitals; 
also transportation to various parts of the country where it is necessary, by climatic 
changes, to treat employés. 

Burial expenses are also paid in cases of death arising from injury or sickness. 
The hospital is extensively used by the employés, more than nine-tenths of all the 
employés of the company receiving treatment annually. 

The company does not maintain eating or lodging houses at terminal or division 
stations for their engine or train men when away from home. The various eat- 
ing-houses located along the line make concessions in the prices of meals, lunches 
and lodging to employés in the train service. There are no reading-rooms maintained 
by the railroad company, as this want is supplied by the railroad branch of the 
Young Men’s Christian Association, to which the company donates a monthly sub- 
scription of money at several points, free rent of rooms, etc. 

There are no special provisions made by this company for the technical education 
of employés in shops outside of teaching apprentices by actual experience. There is 
an organized system of promotion applicable to engineers and firemen in the service 
of this company. Among our otheremployés the general rule obtains that the oldest 
employés in the service of each class are selected for promotion, provided, after special 
examination, they are considered competent and trustworthy. 

This company has no special rules in force to insure the competency of engineers 
and other train-men, except that engineers are required to serve a term of apprentice- 
ship of from four to six years as firemen before they are promoted to engineers. 

Passenger conductors, as a rule, are required to serve from three to five years as 
conductors of freight trains before they are promoted to passenger trains, and freight 
conductors serve from two to five years as brakemen before they are promoted to 
conductors of freight trains. It is the custom of the company to promote its own 
employés in the service, so far as they are considered competent, in preference to em- 
ploying outside men. 


LOUISVILLE AND NASHVILLE RAILROAD COMPANY. 


[By J. G. Metcalfe, General Manager. } 


There is no insurance or guaranty fund for the benefit of employés. 

The company does not own or operate any eating or lodging houses for train-men 
when away from home, but it sees that proper eating and lodging houses are pro- 
vided at terminal stations and that charges are reasonable. Incidentally it assists 
boarding and lodging house keepers in maintaining such houses. This company does 
not directly provide reading-rooms or other places of resort; but at several of their 
terminal stations they assist by subscription the railroad department of the Young 
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Men’s Christian Association, and that association has reading, bath, and amusement 
rooms convenient to the company’s premises at several places, notably Louisville and 
East St. Louis. At some places also it provides, free of charge, sleeping-rooms on 
its premises for engine-men. : 

No special provision is made by this company “ for technical education in itsshops, 
whereby it seeks to train men for its service.” 

There is, strictly speaking, no recognized system of promotion in the service of the 
conipany. 

It is the general policy of the company to promote the men already in its service; 
and individual merit in the employés is the only criterion by which the officers are 
guided. As a rule seniority is not recognized. If a man labors for and attains 
“marked efficiency,” that efficiency is invariably recognized; this without a recog- 
nized or formulated system. In reply to your inquiry as to whether any special rules 
are in force to insure the competency of locomotive engineers and other train-men, 
would say that no men are appointed to the positions of enginemen or conductors 
without the company’s officials being satisfied by personal examination that they are 
entirely competent to perform the dutiesof their respective positions, which includes 
examination as to knowledge of train rules and machinery. The firemen are ex- 
amined in signal rules.. Asa rule enginemen are promoted from the ranks of those 
who have served as firemen, and generally it is arranged forthe firemen to have some 
elementary experience in the shops, and no man is started on the line of promotion 
to the positions of enginemen unless we are satisfied that he has the natural qualifica- 
tions for such a place. 

The brakemen are generally hired from young men with the proper physical qual- 
ifications and rear brakeman or flagman of each train is especially selected from the 
most intelligent of the brakemen and has to undergo an examination on train rules, 
especially those relating to ‘‘flagging,” with a view to preventing rear collisions 
when accidents occur between stations. This point is further covered by also requir- 
ing the conductor to see that the flagman performs his‘duties in such emergencies. 
Passenger conductors are generally selected from the most experienced of the freight 
conductors, having in view that the conductor in charge of a passenger train should 
be a man of good appearance and gentlemanly demeanor; the first requisite being, 
however, that he should be thoroughly versed in train rules and able to take care of 
his train and passengers in any probable emergency. 


MOBILE AND OHIO RAILROAD COMPANY. 
[By Mr. J. C. Clarke, President and General Manager. } 


This company has no insurance or guaranty of any sort provided for its employés. 

The company provides at terminal points where there are no eating or public lodg- 
ing houses, accommodations for its train-men. 

We have no reading-rooms located at any of the points on the line of this road. 

We take apprentices into our machine shops for the purpose of teaching them to 
become mechanics. Many of these men afterwards become locomotive engineers, 
However, before they are given engines to run they are required to spend two or three 
months on the road learning it and becoming thoroughly acquainted with the hand- 
ling of the locomotive while on the road. 

The most of our locomotive engineers are men who have formerly been firemen. 
They serve from four to five years as firemen on locomotives, when they are carefully 
examined by the master mechanic or superintendent of machinery as to their knowl- 
edge of the locomotive, the means and remedies to be applied in case of accident, etc. 
They are also examined by the superintendent or train-master to see if they thor- 
oughly understand the rules and regulations governing the running of trains, signals, 
etc. If they pass the examination satisfactory to the master mechanic or superin- 
tendent of machinery and to the superintendent or train-master operating the road, 
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they are then usually first put to switching service in some yard. If they give evi- 
dence of being able to successfully handle the engine they are afterwards assigned to 
road service. 


NASHVILLE, CHATTANOOGA AND ST. LOUIS RAILWAY COMPANY. 
[By Mr. J. W. Thomas, President and General Manager. | 


We have no eating or lodging houses for our train-men, but attach a caboose to each 
of our freight trains, in which there are sleeping apartments and cooking arrange- 
ments. 

We did provide a reading-room for our employés, but found it so little frequented 
that we discontinued it. ‘ 

We have no arrangement for technical education in our shops. 

We have an established system of promotion in all branches of service of this com- 
pany ; our engineers are universally taken from the ranks of firemen and our conduct- 
ors from brakemen; for twenty years have not employed a conductor from another 
line. 

KENTUCKY CENTRAL RAILWAY COMPANY. 


[By Mr. H. E. Huntington, Vice-President and General Manager. ] 


Wehave no insurance or guaranty fund for the employés of this company. 

We have no eating or lodging houses for train-men, neither is there any provision 
made for reading-rooms, 

There is no provision made for technical education in our shops beyond the plan of 
preparing men through apprenticeship service, and in the matter of promotion we 
follow a regular line of promotion for efficiency in service and good behavior when- 
ever practicable. 


NEWPORT NEWS AND MISSISSIPPI VALLEY COMPANY (EASTERN DIVISION). 


[By J. D. Yarrington, Second Vice-President. ] 


No insurance or guaranty fund has been provided. 

The company have no eating or lodging houses for the train-men. A reading-room 
is equipped and maintained at the company’s expense at Lexington, Ky. 

No provision is made for technical education. The system of promotion recognized 
is seniority, combined with skill in the various stages of their respective trades, and 
capacity for increased responsibility. Special rules are in force to insure competency 
on the part of the locomotive engineers and trainmen. 


NEWPORT NEWS AND MISSISSIPPI VALLEY COMPANY (WESTERN DIVISION). 
[By Mr. John Echols, Third Vice-President. ] 


A hospital is maintained at Paducah, which is open at all times and to all employés 
who may be injured or in need of medical attention. The expenses are met out of a 
fund created by contribution from the company and an assessment of each employé, 
based upon the amount of salary received. The funds are expended only in admin- 
istering the affairs of the hospital, under the direction of the chief surgeon and the 
control of the board of directors, who manage its affairs. The plan is very favorably 
received by the employés. 

The company has no eating or lodging houses for itsemployés. It makes contribu- 
tions to support the Young Men’s Christian Association reading-rooms, etc. 

No special provision is made for technical education. 

Apprentices are promoted as they become skilled in their respective trades, and in 
all branches of the service the vacancies are supplied from the company’s forces 
whenever suitable men are available. 

Locomotive engineers and all train-men are examined, and must prove themselves 
competent and proper persons for their respective positions. 


’ 
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NEW YORK CENTRAL AND HUDSON RIVER RAILROAD COMPANY. 


[By Theodore Voorhees, Assistant General Ssuperintendent. ] 


We have no insurance fund or guaranty fund of any sort, nor has this company 
ever undertaken to establish one. 

This company does not directly provide eating or lodging houses or reading-rooms 
for their men. It has, however, contributed very largely for the support of buildings 
and reading-rooms, which are cared for under the auspices of the Railroad Branch of 
the Young Men’s Christian Association. 

We have buildings for this purpose exclusively in New York City, New Durham, 
N. J., Troy, Albany, West Albany, De Witt, and East Buffalo. We.also maintain 
rooms fitted up for lodging, reading, bath-rooms, etc., at Thirty-third street and 
Seventy-second street, New York, Little Falls, Syracuse, Rochester, and Buffalo. At 
all of these rooms the running expenses are largely paid by this company, and this 
company has provided the rooms and buildings either in whole or in part. 

Apprentices are employed who have a knowledge of mechanical dranghting ; their 
compensation is at the rate of 10 cents per hour for the first year, 12 for the second, 
13 for the third, and the fourth year a journeyman’s wages; in this way we seek to 
train men for service in our shops. 

The sons of employés receive preference in appointments as apprentices. 

Our firemen are selected among the wipers principally. They are placed on freight 
engines at first, and are then advanced to passenger engines, selections being made 
with regard to length of service and ability. 

Our engineers are selected from the firemen, with regard to length of service and 
ability. They are first given a switch-engine to run, at the rate of $2.50 for all under 
100 miles, above that 24 cents per mile; the second year they receive $3 for all under 
100 miles, and above that 3 cents per mile; third year they receive $3.50 for all under 
100 miles, and above that 34 cents per mile. 

Switch engineers fill vacancies on freight engines, and the pick of freight engineers 
receive passenger trains; length of service and ability are the main considerations. 

The selections are made by competent men, who have the engineers and firemen 
constantly under their personal supervision. 

Promotions are necessarily slow, by reason of the long-time service of the employés; 
this in turn gives especial advantage in trying and testing the men before appointing 
them. 

NEW YORK AND NEW ENGLAND RAILROAD COMPANY. 


[By Mr. William P. Shinn, Vice-President. ] 


There is no insurance or guaranty fund of any sort provided by this company for 
its employés on which they have a right to draw in case of sickness or sbscuce: or 
from which payment may be made to their families in case of death. 

The company has no eating or lodging houses for train-men when away from home, 
nor does it provide reading-rooms or other places of resort, except rooms for the 
convenience of the conductors while waiting at several of its principal stations. 

There is no special provision made by this company for technical education in its 
shops whereby it seeks to train men for its service. The company seeks to induce its 
employés to labor for marked efficiency by promoting them to more responsible po- 
sitions whenever a vacancy occurs which they can fill, but its efforts in this direction 
are to a certain extent frustrated by the action of labor organizations, which seek 
to have all men in a department receive the same compensation, whether skillful or 
otherwise, and to have them promoted according to length of service instead of effi- 
ciency. 

The company has no special rules in force to insure the competency of locomotive 
engineers and other train-men, but all applicants for positions are subjected toa rigid 
examination by the head of the proper department, 
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THE NEW YORK, CHICAGO AND ST, LOUIS RAILROAD COMPANY. 


[By D. W. Caldwell, President. ] 


There is no fund of any sort provided for the employés of this company and no at- 
tempt has ever been made to establish one. 

This railroad company has no-eating or lodging houses for train-men and does not 
provide reading-rooms, etc., except so far as it aids the Young Men’s Christian Asso- 
ciation to do so. i 

There is no provision made by this company for the technical education of its men. 

Promotions are made from the ranks in preference to employing men from other 
roads. The rule is to promote those longest in service, other things being equal. 

Train and engine men are subject to an examination. Firemen and brakemen are 
promoted to engine-men and conductors only after an experience upon the road which 
fits them for such positions. 


NEW YORK, LAKE ERIE AND WESTERN RAILROAD COMPANY. 
[By Mr. A. R. Macdonough, Secretary. ] 


No insurance or guaranty fund of any sort is provided by this company for its em- 
ployés nor has any attempt ever been made to my knowledge to establish such a 
fund, certainly not since the organization of the present company (the New York, 
Lake Erie and Western Railroad Company) in 1878. 

Train-men are furnished meals at all eating-houses on this line at a reduced rate. 
Majority of train-men reside at lay-over points. At several points where train-men 
have not residences, bunk-rooms are provided by the company for them. At other 
points men use cabooses. At one terminal point a reading-room with library, meet- 
ing-room, bath-rooms, etc., are provided for the use of train-men by the company. 
At nearly all terminal points similar accommodations are furnished by the railroad 
branch of the Young Men’s Christian Association, to the support of which the rail- 
road company contributes. 

No provision is made for technical education in shops except the usual plan of 
apprenticeship. Promotion is made to depend upon the record of the employé for 
efficiency and capacity. In addition to the regular standard rules for the govern- 
ment of locomotive engineers and other train-men, they are examined as to their 
competency to perform the duties assigned them by both written and oral examina 
tions. 


NEW YORK, NEW HAVEN AND HARTFORD RAILROAD COMPANY, 
| By W. E. Barnett, Executive Secretary.[ 


No insurance fund or guaranty is provided by this company for its employés and 
no attempt has been made to establish one. 

The company has no eating or lodging houses for train-men when away from home, 
but contributes to the support of reading-rooms in the cities of Springfield and 
New York. ; 

No provision is made for technical education of men in our shops. 

A general order was issued in the year 1884 in regard to promotions, which*is still 
in effect and is quoted below : 

In filling any advanced position on any division or in any department of the serv- 
ice of this company, the appointing officer must, in all cages, do so by promotion 
from the position or service next below in rank, provided a person suitable for the 
advanced service is to be found in such lower rank. 

In making such promotions, other things being equal, seniority in the service of the 
company is to control. 

Within the meaning of this order every position involving increase of pay or re- 
sponsibility is to be considered an advanced position. 


H. Mis, 50-24 
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To insure the competency of locomotive engineers and other train-men they are 
examined by the head of the transportation or motive power department as to their 
experience, ability, color perception, and visual power. 


NEW YORK, ONTARIO AND WESTERN RAILWAY. COMPANY. 
[By John Burton, General Manager. ] 


This company has not established any insurance or guaranty fund thus far. It is 
the practice of the company to induce its employés in the train service to insure with 
one of the accident insurance companies, but we do not contribute anything toward 
the premiums, only giving facilities to the insutance company to canvass the em- 
ployés for policies. Iam not aware that any attempt has ever been made to estab- 
lish such a fund as mentioned in this query. 

The company has established at certain points on its line, where train-men are 
away from home over night, reading-rooms and bath-rooms in connection with the 
Young Men’s Christian Association, which enables men to take rest in a decent 
fashion. 

No system has been established for technical education in the shops. In the train 
service proper the rule is to make promotions from wipers to firemen and from fire- 
men to engineers; and the same practice appertains to train-men and conductors. 
These classes of the company’s employés are under constant daily watch of the fore- 
men and superintendents, and in that way we may take it there are especial rules to 
insure competency. 


NEW YORK, PROVIDENCE AND BOSTON RAILROAD COMPANY. 
[By J. W. Miller, General Manager. ] 


We have never had any insurance or guaranty fund for the employés. Since I 
have had charge of the management I have made some preliminary steps towards such 
a plan, but nothing definite has been done as yet. 

No necessity exists in this line for eating or lodging houses, as the length of the 
road permits employés to be at home nights and Sundays, and generally at all meals 
except dinner. We have, however, a lodging-room for conductors and engineers at 
Stonington, where there is a good deal of night- work and no proper place for them to 
sleep. We also have a conductors’ room at Providence, where the men keep their 
clothes and do their writing. 

No provision for technieal education is made, as our shops are not large enough. All 
promotions are made from employés according to merit and time of service. Engi- 
neers and firemen are promoted from the lower grades, and station agents are given 
better positions as they prove their capability. The average length of service in our 
corporation is very high, some of the men having been on the road thirty years, and 
in one case a station agent has, I believe, been with the company since it was first 
organized, and all his sons are now in its employ. 


NEW YORK, SUSQUEHANNA AND WESTERN RAILROAD COMPANY. 


[By Mr. Charles M. Heald, President. ] 


fy 


This company has no insurance fund or guaranty fund of any sort, nor has any at- 
tempt ever been made to establish one, it being deemed impracticable owing to the 
length of road operated and the number employed. The employés to a large extent _ 
are insured in the various brotherhoods of railroad companies. 

The company has no eating or lodging houses for its train-men, nor does.it provide 
reading-rooms or other places of resort. 

No special] provision is made by this compauy for technical education in its shops. 
Its train-men are selected from those deemed worthy and competent for such service. 
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Its employés are fully aware that upon their own meritsand efficiency depend their 
promotion, and they recognize that fact. This company believing in promoting its em- 
ployés rather than selecting the same from outside of those in its employ. At the 
present time there are no special rules in force to insure the competency of engineers, 
but a bureau is about to be established, whereby special attention will be given to 
insure competency and guard against color-blindness of its engineers. 


NORFOLK AND WESTERN RAILROAD COMPANY. 
[By Frank Huger, Superintendent Transporiation. ] 


There is no insurance fund provided by this company: for the use of employes, on 
which they can draw in caseof sickness or accident, or from which payment may be 
made to their families in case of death. No effort has been made to establish such a 
fund. Employés who are injured in the discharge of their duty have their doctor 
bills and attendant expenses paid while off duty, and in addition the company makes 
them an allowance for loss of time... A large proportion of the men either carry their 
own insuranee in the different organizations to which they belong or carry accident 
policies. 

This company makes no provision for eating or lodging houses for train-men while 
they are away from home, but reading-rooms have been established at division ter- 
minals. We now have reading-rooms at Crewe, Roanoke, Radford, and Bluefield well 
supplied with current literature suitable for train-men, and standard books, 

Only to a limited extent is provision made for the technical education of employés. 
It has long been the recognized practice of the company that proficiency and merit 
shall secure promotion, and as far as practicable it is the endeavor of the company 
to secure for all departments of its service experienced men out of its own ranks. 
“All firemen before being promoted to engine-men, and all train-men before being pro- 
moted to conductors, have to pass a rigid examination, as well in reference to their 
proficiency for the position they seek as for their familiarity with the train rules and 
the customs of the service. 


NORTHERN PACIFIC RAILROAD COMPANY. 
[By W. S. Mellen, General Manager. } 


The Northern Pacific Railroad has an organized relief system, known as the “ North- 
ern Pacific Beneficial Association,” of which the general manager is president. This 
provides a regular system of medical attendance, applying alike to both sickness and 
injury, also a daily allowance of 50 cents during time of actual disability, and a 
small death allowance to cover burial expenses in case of death. The fu nd is 
maintained by a monthly assessment of all employés on a 50-cent per capita basis, the 
fund thus raised being held by the assistant treasurer of the railway company, and 
is administered by the secretary of the association under the direction of the presi- 
dent in connection with an executive committee from the general officers of the com- 
pany. The medical work is divided into two divisions, east and west of Helena, 
with a hospital at Brainerd, Minn., for the eastern division, and another at Missoula, 
Mont., for the western division, with a chief surgeon for each division, who is resident 
at the hospital. There are also local surgeons under contract at all terminal and 
prominent stations. The association commenced its operations in October, 1882. The 
service is generally acceptable to employés. The hospital service is good, and the 
grounds. are kept neat and attractive. Those who have been attended at these in- 
stitutions speak well of them and the treatment received. 

The company has erected eating-houses where train-men are provided for when 
away from home. Have also arrangements with hotels along the line of the road 
where employés receive the benefit of reduced rates for accommodations furnished 
them, 
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The company also encourages the establishment of reading-rooms by granting lo- 
cations for such buildings along its right of way and by donations towards the same. 

At the main locomotive shops at Brainerd, Minn., there was established some years 
since a drawing-school, equipped with all necessary fixtures and presided over by our 
chicf draughtsman. Any of the employés, and especially the young men in the 
shops, were invited to avail themselves of the opportunity offered, and many have 
done so. This road is thoroughly on record in the matter of civil-service reform. 
There are no general stipulated terms of service governing all grades of employés, 
but as young men show their skill and become proficient, they are selected for ad- 
vancement in preference to the employment of outside help. 

Our rules for the promotion of engine-men are strictly adhered to. Competent men 
are first promoted from the ranks of cleaners and wipers to be firemen. After suf- 
ficient service to become familiar with machinery, and upon recommendation of the 
engineers for whom they have fired and the indorsement of the master-mechanic, 
they are promoted to be hostlers; after serving asufficient time to demonstrate their 
ability to handle engines acceptably they are promoted to the rank of switch en- 
gineer, and in due time to the rank of roadengineer. Itis not practicable in this 
promotion to fix a definite period of time on account of the difference of ability dis- 
played by different men, but before a man can take his engine as road engineer he 
is obliged to go through the different grades of the service and pass a critical exami- 
nation. The general rule when employing engineers from other roads to fill vacan- 
cies when we haye no men for promotion is to insist that such men have had at 
least three years’ regular road service and credeutials proving their ability as engi- 
neers and men. 


THE OHIO, INDIANA AND WESTERN RAILWAY COMPANY. 
[By C. Henderson, General Manager. | 


We have no insurance or guaranty fund provided for the benefit of our employés, 
and no attempt has been made to establish an insurance fund on our road. 

We have no eating or lodging houses for our train-men which belong to or are con- 
trolled by the company. 

No provision has been made for the technical education of omployés in our shops, 
except that which is attained from actual experience. 

The test for promotion is competency and ability. In all cases where it is practi- 
cable the employés longest in service are first in the line of promotion, provided they 
are competent and fitted for advancement. 


OREGON RAILWAY AND NAVIGATION COMPANY. 


[By Mr. C: J. Smith, General Manager. | 


This company has no insurance or guaranty fund provided for employés on which 
they can draw in case of sickness or accident. While we have no regular hospital 
fund or hospital arrangements, it is our custom to bear the hospital expenses of all 
men injured in our service, and we have good surgeons stationed at the various 
terminal points on our system under salary, whose duty it is to attend on all our 
men who may snffer injuries while in the discharge of their duty. 

This company has no exclusive eating or lodging houses for train-men when 
away from home, but there are fairly good hotels and eating-houses located at all of 
the various terminal points on the line of our railway system. At The Dalles, Ore- 
gon, we have a free circulating library, which contains a large number of technical 
works and the current periodicals, from which our men can keep posted in regard to 
the improvements which are being constantly made in the mechanical world. 

No provision is made for technical education in our shops, except as mentioned in 
answer to question number two, and a regular apprenticeship service. We have 


ss 
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lately organized a system of apprenticeship advancements in our shops and in mak- 
ing promotions; the efficiency of our employés in their various branches and the 
length of service with the company are governing us in.such promotions. In refer- 
ence to locomotive engineers, we insure their competency by employing a road fore- 
man of locomotives, whose duty it is to ride with engineers while in actual service 
and give instructions in the economical handling of the locomotive, and also in the 
use of fuel and supplies. He is also an expert in the use of the latest improved air- 
brake apparatus on all classes of trains, and it is one of his special duties to instruct 
engineers in the use of the same. In addition to this, we have the use of a thor- 
oughly equipped air-brake instruction car, which has been placed within reach of all 
engine and train men, enabling them to become thoroughly familiar, in the minutest 
details, with every portion of the apparatus. 

The general rules in effect on our system governing engine and train men are those 
adopted by the General Time Convention, which are in use by all the prominent 
railroad systems of the country. . 


PENNSYLVANIA RAILROAD COMPANY. 
[By Mr. Charles EH. Pugh, General Manager. ] 


' Dhis company has a relief fund, formed chiefly of regular monthly contributions by 
employés who become members thereof, to which isadded any income or profits from 
investments, appropriations by the company, and gifts or legacies which may be made 
for the use of the fund. No empioyé is required to become a member of this fund, 
membership being entirely voluntary, and any member can withdraw without af- 
fecting his standing in the service. Any employé not over forty-five years of age, 
who has been in the service for one month, and who passes a satisfactory medical ex- 
amination, may become a member in the class determined by his pay, and may also 
take additional death benefits equal in amount to the death benefit of the class in 
which he becomes a member. Under certain conditions prescribed in the regulations 
members may enter higher classes than those determined by their pay. 

Employés desiring to become members execute a formal application for member- 
ship, and upon approval of the application a certificate of membership is furnished. 

This fund is administered through a department of the service of each of the fol- 
lowing six companies associated in the administration thereof; viz: the Pennsylvania 
Railroad Company, the Northern Central Railway Company, the West Jersey Rail- 
road Company. the Philadelphia, Wilmington and Baltimore Railroad Company, the 
Camden and Atlantic Railroad Company, and the Baltimore and Potomac Railroad 
Company. 

By agreement between the several companies, these departments are managed 
jointly, the joint operations being conducted under the title of the Pennsylvania 
Railroad Voluntary Relief Department. 

The department is under the general supervision of an advisory committee, whose 
duties are to see that its operations are conducted in accordance with the regula- 
tions ; arrange for investments of money not required to be kept on hand for current 
usc; determine the use that shall be made of any surplus at the end of any period of 
three years; appoint persons to audit the condition of the fund each year; propose 
such amendments to or changes in the regulations as it nay deem desirable; and act 
upon questions brought before it by appeal from decisions of the superintendent or 
otherwise respecting the rights and claims of members. This advisory committee 
consists of the generai manager, as member ex-officio and chairman, and twelve mem- 
bers, chosen annually, six by the directors of the companies and six by the members 
of the relief fund. 

Members of the fund are entitled to definite amounts, proportioned to their contribu- 
tions, in case of disablement from accident or sickness, and in the event of death 
certain definite amounts are payable to their relatives or designated beneficiaries, 
Members disabled by accident are also provided with free surgical attendance, 
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In order that the contributions to the fund may be devoted entirely tothe payment 
of benefits to members of the fund, the companies pay all the expenses of adminis- 
tration. They also guaranty to make good any deficiency which may exist in the 
fund at the end of every period of three years. Should there be a surplus at the end 
of any such period, it is to be used in the promotion of a fund for the benefit of super- 
annuated members, or in some other manner, for the sole benefit of members of the 
relief fund, as shall be determined by a vote of two-thirds of the advisory committee 
and approved by the board of directors. ° 

The relief fund was established February 15, 1886, and was the outgrowth of a de- 
sire upon the part of the companies associated in the administration of the depart- 
ment to advance the interests of their employés and provide them with specific relief 
for themselves and families in case of accident, sickness, and death. That the fund 
is regarded with great favor by the employés is evidenced by the large and constantly- 
increasing membership. 

There being no provision in the regulations of the relief department for continuing 
payment from the relief fund on account of sickness after payments have been made 
for fifty-two weeks, the board of directors authorized, at the expense of the companies, 
the continuation of payments equal in amount to one-half the sick: benefit rate re- 
ceived. during the fifty-two weeks, until investigation and report on the merits of each 
case could be made, and of such payments thereafter as might be authorized by the 
boards. 

This company does not provide eating-houses for the train-men other than to make 
such provision at some halfa dozen exceptionally isolated points where they are liable 
to concentrate in moderate numbers, and the surrounding country so sparsely set- 
tled that they would not otherwise be able to obtain meals. ; 

All train crews are provided with a caboose or cabin car, in which are provided 
sleeping-berths, a cook stove with a proper supply of cooking utensils, and, asarule, 
train-men, when away from home, sleep and take a portion of their meals in these 
cars. : 

At all division terminals bunk-rooms are provided for such of the train-men as 
desire to avail themselves of them—usually engine-men and firemen. Special effort is 
made to keep these clean and otherwise attractive. Such buildings are also provided 
with bath-rooms, plentifully supplied with wash-basins, soap, towels, etc. In the 
same building centaining the bunk-rooms, but in some instances entirely detached, 
are commodious reading-rooms, supplied with the current daily, weekly, and monthly 
periodicals. 

Our experience with these reading-rooms and adjuncts above described has been 
very satistactory, indeed; we find they are largely frequented by the train-men, and 
we believe they prove a strong inducement to attract them from frequenting drinking 
saloons'and other places of doubtful surroundings. These establishments are in charge 
of old employés, who in many instances are unfit for service, but well known to the 
train-men, whose duty it is to see that order and proper discipline are preserved. 

We take into our shops each year a limited number of young men who have re- 
ceived a technical education, and assign them to duty, subject to the same hours and 
discipline in every respect to that enjoined upon mechanics or others therein em- 
ployed, passing them,in time from one shop to another, and finally to the drawing- 
room and test department ; promotion following to official positions, as-their ability 
may justify. A certain number of apprentices who have not received a technical 
education are employed each year, and when they become mechanics, are eligible for 
promotions for positions of foremen or any other position within the range of their 
ability. It is well understood that the companies embraced in the Pennsylvania 
Railroad management fill all their official positions from foreman upward by promot- 
ing those already in their service; preference being given to applicants having been 
longest in the service, all things being equal. 

Engine-men and other train-men are promoted from the service. We rarely, if ever, 
employ an engine-man or conductor who has not been a long time continuously in our 
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service immediately preceding his promotion, Firemen before being promoted to 
engine-men, and brakemen and flagmen to that of conductor, in addition to the knowl- 
edge the division officers already have of their capacity, are subjected to a special ex- 
amination; im case of the former, as to their mechanical knowledge, knowledge of 
rules, etc. The same course is pursued with flagmen and brakemen, in reference to 
the applicant. being otherwise eligible for promotion in connection with the duties 
and responsibilities they would be called upon to perform. 


PHILADELPHIA AND READING RAILROAD COMPANY, 
[By Mr. A. A. McLeod, Vice-President and General Manager. | 


This company has an insurance or guaranty fund provided for payments to its 
employés of benefits in case of sickness and accident and to the families of employés 
in cases of death. It is known asthe Philadelphia and Reading Railroad Relief Asso- 
ciation, and embraces not only the employés of this company proper, but those of its 
affiliated leased and controlled lines Its organization was effected on October 30; 
1888, at a meeting held in the city of Reading, composed of a number of delogates, 
averaging three from each division or department of the company’s service. 

The fund which responds to the claims is accumulated by contributions made monthly 
by the members of the association, together with a contribution by this company made 
at the same time, and equal-in amount to 10 per cent. of the total contributions of 
the employés. The company guaranties to. make this contribution regularly,from 
time to time until the aggregate contributions have amounted to $1,000,000, and there- 
after to make a contribution of 5 per cent. upon the same basis, and also guaranty 
to make good any deficit in the fund up to $1,000. It also assumes all expenses in- 
cident to the conduct of the relief association such as salaries, clerk hire, office room, 
and stationery, in addition to its regular contribution, leaving the fund accumulated 
to respond only to calls for benefits. 

The relief association is managed by an advisory committee, composed of nine 
members, five of whom are chosen by the employés, three by the board of managers 
of the railroad company, and the ninth is the general manager of the railroad com- 
pany, who, ex officio, is chairman of the advisory committee. Elections for members of 
this board are required to be held annually. The details of the management are 
under the direction of Mr. John W. Royer, as superintendent of the relief association, 
and to him all claims are referred and all vouchers for benefits drawn by him. These 
vouchers are countersigned by the chairman of the committee and are paid by the Treas- 
urer of the relief association. The moneys of the association are deposited separately 
to the credit of the association. 

There are visiting committees in each division or department, composed of members 
of the relief association, who from time to time visit the sick in their respective dis- 
tricts, and make reports to the superintendent as to the progress of their fellow-mem- 
bers who are in receipt of benefits for sickness or accident. tik 

At the inception of the association the membership was about two hundred. Of the 
total number of our employés about fourteen thousand are eligible for admission to 
the association, and the total membership at this time is 95 per cent. af all eligible 
employés. The objects of this association were twofold. It was designed in the first 
place to bring the interests of the employer and employed into closer connection; and 
in the second place to relieve the employés from the burden of the many calls made 
upon them by reason of sickness, accident, and death among themselves. Before the 
establishment of the relief association there was hardly a case of sickness, accident, 
or death where the fellow-members of the division or department in which the case 
occurred were not called upon, or at least expected, to make a contribution toward 
its relief. The necessity for this no longer exists, and the monthly contribution made 
by each member of the association not only relieves him of this great drain upon his 
resources, but provides a fund from which the unfortunate member receives his 
benefits. 
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We have every reason to believe that the employés appreciate the great advantages 
to them of this association, and the presentation of the fact that 95 per cent., or 
13,337, of them are members is perhaps the best evidence of their feeling in this con- 
nection. 

Lodging-houses, more generally known as bunk-houses, are furnished by the com- 
pany at some of the terminal points upon its system, where it has been found advan- 
tageous for the men. In view of the character of the train trips all terminals are 
80 provided, as in many instances the train-men running into certain points reside 
there. We have at Twentieth street and Pennsylvania avenue, Philadelphia, a 
house for the use of train-men, which is very comfortably provided with waiting 
rooms, bath-tub, and other conveniences. At Harrisburgh the conductors have 
pleasant rooms, provided with cots, washstands, and other conveniences; the engi- 
neers and firemen at this point having the use of the bunk-room at the round-house. 

_At Ninth and Green streets and Third and Berks streets, Philadelphia, stations there 

e large and comfortable rooms for the train-men, which are used by them to a great 
extent in making out their reports and spending the time prior to their departure 
on their trains. At Tamaqua, Richmond, Palo Alto, and Allentown bunk-rooms are 
provided, and at these points the rooms are used principally by the ‘‘ extra men,” as 
the ‘‘regulars,” or those who are assigned to regular runs, have as a general thing 
private boarding-houses. : 

There 1s no regular system of eating-houses for the employés of this company, most 
of them being accustomed to carrying their meals with them, eating them either en 
route or at the bunk-rooms before referred to, while some take their meals at the 
boarding-houses or their homes at terminal points. 

No regular reading-rooms, as such, are in existence upon this system, though the 
bunk-rooms before referred to are used to a great extent for the purpose of reading- 
rooms by our men, who furnish themselves with papers and periodicals. 

No provision is made by this company for the technical education in its shops for 
train service. It may appear singular, but it is nevertheless a fact, that it is an ex- 
ceptionally rare thing for a machinist to become a Jocomotive engineer. 

Under the system as in operation with us, a locomotive engineer, before he becomes 
such, has passed through and become familiar with the duties, first, of a freight or 
coal brakeman, then conductor, then fireman, and after that engineer. In some cases 
engineers have been made of men who began as laborers at a round-house or engine- 
- house, working very frequently at building fires in locomotives, then as firemen on 
shifting or yard engines, then on freight engines on the line, and finally engineers. 
This plan is deemed the best to make practical locomotive engineers, as it affords a 
thorough knowledge of all the details of coupling or making up trains, setting 
switches, shifting cars, and all the important duties devolving upon each class of oc- 
cupation through which the engineer has passed. It also advances him regularly in 
pay and position until he has attained the place of engineer. Such knowledge of 
detail as this plan affords would not be in the possession of a machinist who might 
come directly from his mechanical duties in the shop to those in connection with a 
locomotive. i 

The engineers are also required to undergo strict examinations for the purpose of 
testing their abilities and qualifications for the position, and this examination is of a 
character which removes any doubt as to their competency for the place. It em- 
braces an examination of their sight, hearing, ability to read and write, their knowl- 
edge of time-tables and the book of rules, their practical mechanical knowledge, and 
their proficiency in the use of air-brakes and train and road signals. Also their 
acquaintance with the different parts of a locomotive, and their ability to repair 
broken or disabled portions in case of emergency. 

With reference to the question as to whether there is any system in effect whereby 
‘the men are induced to labor for marked efficiency, it may be said that the rates of 
pay are graduated according to the length of service, and this is a strong incentive 
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to the proper behavior of train-men generally ; and the attainment of such advanced 
wages and position under this system is a clear proof of the ability of the employé to 
fill each advanced step in the service. Constant instruction is given to the engineers 
by the respective road foreman of engines, and every opportunity is afforded the men 
for advancement in a knowledge of the duties of their respective lines of employment. 
It may be further stated that no fireman is allowed to run an engine until after he 
has fired constantly for at least eighteen months, and then only is he allowed to 
handle an engine after undergoing the thorough examination before referred to and 
having conferred upon him a certificate by the division superintendent as to his 
competency. 

Brakemen and conductors also have to undergo an examination as to knowledge of 
time-tables and the book of rules, together with an examination as to sight, hearing, 
reading, writing, etc., and the same inducement as to advanced pay and promotion 
is held out to them by continued length of service as to engineers. 


PITTSBURGH, CINCINNATI AND ST. LOUIS RAILWAY COMPANY. 


‘ [By James McCrea, General Manager. | 


We have what is known as the ‘‘ Voluntary Relief Department of the Pennsylva- 
nia Line West of Pittsburgh.” It has only been in existence since July 1, 1889. Up 
to the present time we have about 3,500 members, and have every reason to believe that 
the organization will, in the comparatively near future, reach a membership of 10,000. 
We were led to establish this system, first, from an earnest desire to give ouremployés 
a means ofinsuring themselves in an organization of which the benefits were adapted 
to their calling, and of which the financial integrity was guarantied, and second, 
because the success of a similar organization on the Pennsylvania lines east of 
Pittsburgh has been so very marked that we received numerous requests from our 
employés to provide them with similar privileges. 

Our relief association is (as its name indicates) entirely voluntary and, as the 
number of applications for membership received during the two months of its exist- 
ence show, is receiving very satisfactory support from the employés; many of them 
now being members of other associations, have deferred joining until the time for 
which assessments have already been paid up has expired. 

There are no eating or lodging houses maintained by the company for train-men 
while away from home, nor is such a plan, as a rule, desirable; the men preferring to 
live in the very comfortable cabooses supplied for their use. 

At all points where our train-men are compelled to lay over we either contribute to 
the expenses of the Young Men’s Christian Association railway reading-rooms (to 
which our employés have access) or have established and maintained reading-rooms 
at our own expense. In most plaves these rooms are provided with bath-rooms, etc., 
and all of them have a good supply of daily papers, while the majority have small 
libraries, kept up by voluntary contributions. s 

We have no fixed system of technical education of men in our shops, nor do we 
have any regular apprenticeship. Our men work largely at ‘‘ piecework,” and it is 
the practice, in taking young men into the service, to give them at first work they 
can do at unskilled labor wages; they are then advanced from one kind of work to 
another until they have learned enough to warrant the payment of ‘ piecework” 
wages. They go from one class of work to another through each department of the 
locomotive or car works, so that they eventually get a very thorough course in which- 
ever branch they may be engaged in. 

We make it a point each year to take in a number of graduates from technical col- 
leges and give them.a course through the shops’ and in our mechanical drawing- 
rooms, which plan results in giving us some very excellent material for the higher 
positions in theserviee, All vacancies are filled by promotion, 

All engineers are selected from our own force of firemen, seniority in service goy- 
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erning, other things being equal. When promotions are made the candidates are sub- 
jected to a searching examination as to the care and management of an engine, and 
also as to the rules governing the movement of trains. The result of this examina- 
tion, coupled with the previous record of the candidate, determines the question as 
to his fitness for promotion. 


THE PITTSBURGH AND LAKE ERIE RAILROAD COMPANY. 
[By E. Holbrook, General Superintendent. ] 


We have no fund of any sort provided for employés in case of sickness or accident. 

Our line is a short one, running about 60 miles north and south from Pittsburgh, 
but we have a boarding-house for our men near Pittsburgh, and another at the 
southern terminus of the road, where they can get meals and lodgings at all hours at 
reasonable prices. 

We have no provision made for technical education in our shops, but have a system 
of promotion among our train-men—that is, engineers, firemen, conductors, and brake- 
men—examinations being made from amongst the oldest employés, they being pro- 
moted first, everything else being equal. Our engineers and all train-men are re- 
quired to pass a rigid examination covering all their duties, and are also examined 
as to their sight and hearing. 


RICHMOND AND DANVILLE RAILROAD COMPANY. 
[By Mr. Peyton Randolph, General Manager. ] 


We have no insurance or guaranty fund for the benefit of employés. 

This company in all cases, however, takes care of its employés during the time 
they are laid up on account of injuries received while on duty. This company has 
never attempted to establish a relief fund, as any attempt to do so would bring forth 
objection on the part of its employés, provided the plan required them to contribute 
to its accumulation. 

This company has several eating and lodging houses along its line, and employés 
get their meals at 25 cents per meal. All freight and road trains are farnished with 
caboose cars, that are usually occupied at lay-over points by conductors and their 
train hands. These cars are equipped with cooking stoves and bunks. 

The company has two reading-rooms that are maintained at its expense. They 
are furnished with weekly pictorials and monthly magazines, as well as such works 
as the company from time to time thinks would be useful and interesting reading to 
its employés. 

This company has no school of technology, and does not draw men from the shops 
for train service. All of its white employés are regarded as in the line of promotion, 
advancement depending upon the faithful discharge of duty and capacity for in- 
creased responsibility. 


RIO GRANDE WESTERN RAILWAY COMPANY. 


[By Mr. D. C. Dodge, General Manager. ] 


We have what is called a hospital fund. It is accumulated by assessing every 
employé 50 cents per month, which is administered under the direction of our chief 
surgeon. 

As arule the employés are well satisfied with the way the hospital fund is managed. 
At some points on our road we have lodging-houses for our train-men, but not at 
places where there are public lodging-houses or hotels. : 

We have no provision for technical education in our shops. We recognize the sys- 
tem of promotion, We require our train-men to go through an examination before 
employing them, 
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ROME, WATERTOWN AND OGDENSBURGH RAILROAD COMPANY. 


[By W. W. Currier, Superintendent Transportation. ] 


We have no fund for the employés, and no attempt has ever been made to estab- 
lish one, that I am aware of. The company has no eating or lodging houses of its 
own; all of these where our men put up areowned and controlled by private parties, 
We have no technical education for our men, except what they learn by actual serv- 
ice. In promoting our men we recognize merit, length of time in service, giving pref- 
erence to the oldest men, all things being equal. We have no special rules in force 
in regard to locomotive engineers, ete., other than actual record by such services. 


ST. PAUL, MINNEAPOLIS AND MANITOBA RAILWAY COMPANY. 
[By A. Manvel, Vice-President and General Manager. | 


No insurance or guaranty fund has been provided for employés. 

This company has only the eating-houses that it provides for the traveling public, 
at which places train-men can secure meals. We have provided lodging-houses for 
train-men, but our past experience has been that they will not use them, and their 
use has been, except at one point, practically abandoned. ; 

It is expected promotion of the company’s men will be made as their efficiency may 
be developed in service. 

No special rules are in force in regard to locomotive engineers and other train-men 
except those appearing on the time-cards. 

In reference to the above, I beg to state that, as you will be aware, the lines of 
this company are on the frontier to a very large extent, and our business shows great 
variations in its volume during the year. This, with the comparative newness of 
the line, has prevented the establishment of any insurance or guaranty fund up to 
this time, as, owing to the nature of our traffic, our men are changing more than 
would be the case in clder-settled communities. 


SAVANNAH, FLORIDA AND WESTERN RAILWAY COMPANY. 
[By Mr. H. 8. Haines, General Manager. ] 


There is no insurance fund or guaranty fund provided by or under control of these 
companies. The officers and employés of the companies have, however, formed 
among themselves an association for the relief of its members in case of sickness or 
accident, and to provide a death benefit to defray burial expenses. The association 
numbers 530 members. The members of this association have enlarged the scope of 
its usefulness by the formation, from its members, of the Mutual Co-operative Asso- 
ciation, duly chartered by the State of Georgia, the object of which is to buy goods 
and sell same for the benefit of its members. 

The companies have restaurants at junction and terminal stations, at which the 
employés are provided with meals at reduced rates. 

A number of apprentices from the machine-shops are periodically transferred to 
the chief engineer’s office for a course of instruction. 

We have the usual provisions for maintaining the competency of employés and for 
promotions. 

SOUTHERN PACIFIC COMPANY. 


[By Mr. W. G. Curtis, Assistant. to General Manager. | 


This company has no insurance fund or guaranty fund on which employés have a 
right to draw in case of sickness or accident, or from which payment may be made to 
their families in case of death. Our policy is to take care of these cases from a 
charitable stand-point and in accordance with the facts and circumstances surround: 
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ing each particular claim. Wé have a complete hospital and medical-benefit service, 
under the charge of a superintendent; each employé is required to contribute 50 
cents per month to the maintenance of this service. A hospital is maintained at 
Sacramento, Cal., and contracts with well-conducted hospitals (often those under 
the care and management of the Roman Catholic Sisterhood) are in force for the care 
of sick and injured employés at other places, viz: San Francisco, Oakland, Los An- 
geles, Cal.; Tucson, Ariz.;and Portland, Oregon. Physicians and surgeons are 
under engagement to care for sick and injured employés at the expense of the hos- 
pital fund at various points on the line, and, wherever practicable, specialists 
(notably oculists and aurists) are also under ergagement. This list of medical at- 
tachés foots up fifty names. In cases of sickness or injury employés are entitled to 
treatment, free of charge, at the nearest company physician’s or surgeon’s office, and, 
in cases of necessity, at their homes. By arrangements with druggists medicines are 
at many points furnished to employés without charge on prescriptions made by the 
company physician. 

The company has no eating-houses for train-men when away from’ home, but con- 
trols the hotels and eating stations to a sufficient extent to guaranty its employés fair 
treatment in this respect. At many places, especially in Nevada, Utah, Arizona, and 
New Mexico, neat lodging-houses with bath-rooms aye provided by the company at 
division stations, and employés not otherwise provided for are entitled to occupy 
these houses free of charge. Reading-rooms are also provided by the company at such 
stations, the libraries contained therein being usually maintained by special contri- 
butions from employés ; some of these libraries on our line are large and well selected, 
and all are in every way creditably conducted. 

No special provision is made by our company for technical education in its shops. 
There are systems of promotion varying according to nature of the service, but based 
upon recognized principles of right and justice, well understood by the men. Our 
aim is to keep constantly impressed upon the minds of all our officers and employés 
who may be authorized to hire and discharge men that the performance of duty by 
every man must be entirely without personal favoritism or bias, and that all vacan- 
cies shall, if possible, be filled by promotion, selections for such promotion to be made 
from the list of those who may have shown themselves the most capable and efficient. 
When vacancies occur in any branch of our service, all other things being equal, the 
men who are qualified to fill such positions are entitled to precedence according to 
their terms of service—those who have been longest in the employ of the company 
being considered the most eligible. , 

The intent and object of the greater portion of all the rnles issued by the operating 
officers of railroads is to insure the competency of employés. Ican not say that we 
have any special rules to this end that we may fairly assume to be better than those 
in force on any well-managed line. The personal record of every employé in the 
train service, with reference to his experience in the business, is known to us. Di- 
vision superintendents and division master-mechanics, who jointly are directly in 
charge of locomotive engineers, firemen, and other train-men are required from their 
own personal knowledge to know that every man employed is in every respect com- 
petent to perform the duties assigned to him. 

In case of locomotive engineers, especial pains is taken to assure the management 
that every man promoted or hired for such duties understands the running of loco- 
motives, the rules governing the movement of trains, and is in every way competent 
to perform the work required of him. 


THE TEXAS AND PACIFIC RAILWAY COMPANY. 


[By John A. Grant, General Manager and Chief Engineer, ] 


Wo have no insurance fund or guaranty fund of any sort to provide for employés 
of this company on which they have a right to draw in case of sickness or accident, 
We haye, however, a hospital, under the supervision of a skilled physician and sure 
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geon. This hospital is maintained by a certain amount contributed monthly by the 
employés, viz: All employés receiving $100 or less contribute the sum of 25 cents per 
month ; those receiving salary of more than $100 per month contribute the sum of 50 
cents per month. This company owns several hotels and lodging-houses at terminal 
points, which are leased with the understanding that they are to charge employés 
one-half of commercial rates. No provision has ever been made by this company for 
technical education in our shops further than the training of apprentices in a thorough 
and practical manner. Our apprentices are induced during their apprenticeship to 
labor for marked efficiency by advancing their wages yearly. The first year we pay 
our apprentices 74 cents per hour; second year, 10 cents per hour; third year, 124 
cents per hour; fourth year 15 cents per hour; and ufth year, 174 cents per hour. 
The only rale we have concerning engineers and firemen is that we require an engi- 
neer to pass a thorough examination in the transportation department as to their 
understanding of the time-card rules; then we give them various questions, and if 
their answers are satisfactory we give them a trial on the road. If they do not come 
uf to our expectations they are dismissed from the service. Firemen we select from 
our ranks according to record, time of service, and general habits and deportment 
during the time on the road; then they are required to pass the same examination 
as engineers from other roads, who have made their record, and who make applica- 
tion for a position as engineer, with duly-approved papers from the road last with, 


TEXAS PAN HANDLE. 
[By C. F. Meek, General Manager. ] 


There is no insurance or guaranty fund provided by the company for the employés, 
but employés in nearly every instance carry an accident insurance at a very low rate, 
the premium for which is paid in installments, and deducted monthly from the wages 
of the employé insured. 

The company has lodging and eating houses for train-men only at points where 
there is no settlement and these conveniences are not otherwise provided. 

We have no provision for technical education in our shops. We find it to our ad- 
vantage to rely more upon actual experience in train and road service, coupled with 
a period of practical experience in the mechanical department. 

Under our system seniority gives men preferment in every instance where past 
services have been efficient and meritorious. 

Locomotive engineers are carefully examined by master-inechanics before being 
employed. - Locomotive engineers and all train-men are carefully examined with ref- 
erence to the rules governing the running of trains before being allowed to run. 

This company uses the uniform code which is in effect upon nearly all railways at 
the present time: 


~ 


TOLEDO, ANN ARBOR aND NortTH MrIcHIGAN RAILWAY COMPANY. 
[By H. W. Ashley, General Manager. ] 


This company has never and does not now provide any fund to assist employés in 
the event of sickness or disability. 

We compel those who are engaged in train service to take a policy in some acci- 
dent insurance company and to continue to carry it while in the service. 

The company does not provide any lodging or eating houses for its employés in any 
department. 

Our men are generally taken on the recommendation of officers of other railroads, 
We do not have any recognized system of promotion; the small number of our em- 
ptoyés and our personal acquaintance with them making such a system undesirable, 
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UNION PACIFIC RAILWAY COMPANY. 
[By Thomas L. Kimball, General Manager. | 


We have no “insurance or guaranty fund” in existence on the Union Pacific lines, 
but we have what is known as the hospital fund, which originated in 1881 by volun- 
tary contribution of the employes of the Smoky Hill and Denver districts of our 
Kansas division; the amount paid by each employe being 50 cents per month. In 
1882 this was made uniform over the entire system of the road, and continued until 
February 1, 1834, when the assessment was reduced to 40 cents per month. In De- 
cember, 1884 it was reduced to 25 cents per month and has continued at that rate 
ever since. On account of additional benefits which have from time to time crept in 
during the past five years it has finally been decided to restore the former assessment 
of 40 cents; this will go into effect on November 1 next. 

The company owns its hospital at Denver, leases a building for hospital purposes 
at Ogden, and has contracts with the hospital at Omaha, Kansas City, and one or 
two other points on the line, under which patients are cared for at a stipulated price 
per day or per week. 

The company does not especially provide eating or lodging houses for train-men 
when away from home, except such as are maintained for general purposes. In 
isolated places we have what are known as bunk-houses for use of our train-men, and 
at several points we have recently established reading-rooms. 

The usual form of apprenticeship prevails in our mechanical department, under 
which it is sought to train men for the service. 

In matter of promotions, we have considered the men largely with a view to their . 
general merits and efficiency, but have no special recognized rule in that direction. 
We employ the general rules in force on nearly all of the railroads of the United 
States to insure competency of locomotive engineers and train-men. 


UTAH CENTRAL RAILWAY COMPANY. 
[By Francis Cope, General Freight and Traffic Agent. ] 


The Utah Central Railway Employés’ Mutual Aid Society is the only insurance or 
guaranty fund of any sort provided for the employés of the Utah Central Railway 
Company. It has been in existence about fifteen years, and has been very success- 
fully managed and gives excellent satisfaction to its members. It is unlike most- 
benefit societies, being confined to actual employés, and when a person leaves the 
service of the company he also leaves the society, but is allowed to draw any sur- 
plus profits which may stand to his credit on the books. The relief is limited in 
duration to six months’ full pay, and three months’ half pay continuously, after which 
time the member has no further claim on tbe society. In case of frequent sickness 
no member is entitled to receive more than six months’ full pay and three months’ 
half pay within a period of fifteen months. The payments to the society are classi- 
fied respectively A, B, and C, the payments being $1.50, $1, and 50 cents per month. 
In cases of sickness, the relief is, class A $56, per month, B $37, and C $19. In cases 
of death, class A, $225; class B, $150; class C, $75. 

The society was established by the emyloyés themselves, and is regarded as a very 
beneficial institution. The secretary is paid about $180 per year for attending to the 
business of the society. Each member is credited the amount of his contributions, 
and is charged his proportion of current expenses, including sickness and death, 
Any balance remaining in his favor is paid to him in full on leaving the company’s 
service, and at the end of each year a dividend is declared proportionate to the 
amount to the credit of each member. A balance of $2,000 is reserved at the begin- 
ing of each year as a fund in addition to the current contributions, This has been 
found ample in all ordinary sickness and deaths, 


RAILWAY CORPORATIONS AND THEIR EMPLOYKS. 383 


The Utah Central Railway is only 280 miles long, and it has not been necessary to 
establish eating or lodging houses for train-men when away from home, neither does 
it provide any reading-rooms. 

No provision is made for technical education in ourshops. A number of apprentices 
have been employed, who are taught practical business, and many of the skilled 
mechanics in the shops to-day have been taught there. Promotion has been regu- 
lated by time of service and ability (age having preference), all other things being 
equal. This rule has tended to insure competency of locomotive engineers and other 
train-men. The Utah Central has recently been consolidated with other western 
lines, under the management of G. M. Cumming, also assistant general manager of 
the Union Pacific Railway Company, and J assume that many of the modern im- 
provements for the comfort and education of employés will be adopted. 


VANDALIA LINE, 
[By John G. Williams, Vice-President and General Counsel. ] 


This company has no insurance or guaranty fund of any sort provided for its em- 
ployés on which they have a right to draw in case of sickness or accident or from 
which payment may be made to their families in case of death, and no attempt has 
ever been made to establish such a fund. There isin nearly every department of the 
operating service of this company a brotherhood to which the men in each depart- 
ment respectively belong, such as the Brotherhood of Locomotive Engineers, of 
Locomotive Firemen, the Conductors’ Association, etc. These brotherhoods and as- 
sociations each maintain a fund applicable to the relief of its members in cases of 
sickness, accident, or death, and so far as my experience goes I am of the opinion that 
railway employés generally perfer to create, manage, and distribute such a fund 
tather than to commit the whole matter to the Management and control of the com- 
pany. . 

We employ surgeons, whose services the men in case of injuries received whilst in 
the service of the company are at liberty to command free of charge, and in such 
cases we also furnish without cost to the employé the necessary medicines and medi- 
cal supplies. In addition to this, when an employé is injured in the service of the 
company without fault on his part we aim to give him during his disability such 
reasonable assistance as his case seems to merit, and the families of employés killed 
in the service of the company under like circumstances receive the same favorable 
consideration. 

Many of the men insure in accident companies, the premiums being paid monthly, 
and in small amounts, and we encourage them to do this, believing that where the 
employé bears a part or all the cost of his insurance he will at least take as good 
care of himself as if the insurance was carried for him without any outlay on his part: 

The company has no eating or lodging houses for train-men when away from home, 
nor does it provide reading-rooms or other places of resort. The runs made by our 
train crews are so arranged that there is no necessity for the former, and as to the 
latter, there is a reading-room at Indianapolis and one at East Saint Louis, this com- 
pany having part ownership in the one at East Saint Louis, to which our employés 
can have access if they so desire. 

There is no special provision made by this company for technical education in our 
shops, nor are there any special rules in force to insure the competency of locomotive 
engineers and other train-men, Numbers of boys enter our machine-shops and go from 
there as firemen and afterwards become engineers; worthy freight brakemen become 
freight conductors, and the latter are promoted to passenger conductors. To this ex- 
tent there may be said, I suppose, to exist a recognized system of promotion. Nearly 
~ all of our passenger conductors have been in the service of the company for a number 
of years, many of the engineers have grown up in the service of the company, and of 
of course where we employ strangers as engineers we take the necessary precautions 
to satisfy us that they are competent and trustworthy. 


- 
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WABASH RAILROAD COMPANY. 
[By Charles M. Hayes, General Manager. ] 


We have no insurance fund or guaranty fand of any character provided for our em- 
ployés on which they have the right to draw in case of sickness or accident. We have 
established, however, a hospital system in connection with this road, under the rules 
of which employés receiving $50 per month and over contribute 50 cents per month 
from their wages, and those receiving less than $50 contribute 35 cents per month. 
This contribution entitles them to treatment in our hospitals in case of sickness or 
injury, or to such prescriptions as they may wish when they are not ill enough to be 
remoyed to the hospital for treatinent. 

Our employés seem to be generally satisfied with this arrangement, as we now hear 
very few complaints from them regarding it. 

Eating-houses have been established at various points along our line both for the 
accommodation of passengers and train-men. The latter obtain meals at special low 
rates at all of these houses. We also have a dining-car service on our lines east of 
the Missisippi River, and all company employés obtain meals on the dining cars at 
special rates. 

This company contributes a certain amount per month (according to the size of the 
place and the number of our employés located there) to the support of reading and 
recreation rooms under the supervision of the Young Men’s Christian Association at 
nearly all of our large terminal pints. It has also been our policy to encourage by 
money subscriptions and otherwise the formation of literary and educational societies 
at such points along our line where any number of our employés congregate during 
their leisure hours. ‘ 

Apprentices are employed in our different shops from time to time, who are usually 
selected from among the families of men who are already employed by the company. 
They are usually shown preference whenever openings which they are capable of fill- 
ing occur. This is the rule governing every department of this road in connection 
with the promotion of employés and the filling of positions. : 

We have our regular code of rules for the government of engineers and other train- 
men, a copy of which is furnished to each man when first employed, and which he is 
required to carry with him at all times when on duty; but before he is allowed to per- 
form any service a strict examination is made as to his knowledge of the rules and 
regulations to ascertain whether or not he is capable of filling the position he seeks, 


WESTERN AND ATLANTIC RAILROAD COMPANY. 


[By R. A. Anderson, Superintendent. ] 


. 


No insurance fund has been provided nor any attempt made to establish such a 
fund. 

We have no eating or lodging houses for the use of employés, nor are reading-rooms 
provided for the same. 

No provision is made for technical education further than receiving apprentices in 
the car and machine shops. As a general thing, our machinists, engineers, and con- 
ductors are promoted from the shops, firemen, and train-hands, or brakenien. This we 
find to be an incentive to the men, as they have to prove themselves competent betore 
promotion, 


WESTERN NRW YORK AND PENNSYLVANIA RAILROAD COMPANY. 
[By George S. Gatchell, general superintendent. ] 


No insurance fund or guaranty fund is provided for our employés. 
We have at Emporium and Rochester terminal eating and lodging houses ; no read- 
ing-rooms. 
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No techinical education igs given in our shops, but we have a small pamphlet, with 
‘air-brake cut, which must be understood by all train-men. There is a recognized 
system of promotion in the service. There are no special rules in force to insure the 
competency of engineers. A man must serve a certain length of time as a fireman, 
and then the general master-mechanic and superintendent must be satisfied that he 
is competent to run a locomotive before he is allowed to do so. Conductors are 
always promoted from brakemen. 


WEST SHORE RAILROAD COMPANY. 
[By J. D. Layng, General Manager. ] 


This company has no insurance or guaranty fund of any sort provided for the em- 
ployés of our company. 

The company has no eating or lodging rooms for train-men, but, under the auspices 
of the Young Men’s Christian Association, has in successful operation. reading-rooms 
at Weehawken, New Durham, Frankfort and Buffalo. 

There is no special provision made by our company for technical education in its 
shops. All promotions are made, as a rule, in the order of age of service, competency 
being at all times considered. 

All the engineers and conductors are required to pass an examination by the head 
of the motive power department of the division superintendents before being allowed 
to assume charge of an engine or train. 


WHEELING AND LAKE ERIE RAILWAY COMPANY. 
[By M. D. Woodford, Vice-President and General Manager. ] 


We have no insurance furd or guaranty fund of any sort on this line. We own no 
eating or lodging houses for. train-men when away from home, but arrange with 
parties to conduct such establishments near our track, so that they can have proper 
places for getting meals and lodging. We give the proprietors of such places as 
many facilities as we can, so as to make their location permanent. We have no pro- 
vision for technical education in our shops. Our promotions are in the order of age 
and competency, but we have no especial rules governing this. 


WISCONSIN CENTRAL COMPANY. 
[By S. R. Ainslie, General Manager. ] 


This company has no insurance or guaranty fund of any sort provided for the em- 
ployés of this company upon which they have a right to draw in case of sickness or 
accident, or from which payment may be made to their families in case of death, etc. 
We have never endeavored to establish such a fund , and can not, therefore, say whether 
same would be objectionable or acceptable to employés of this company. 

This company has no regular eating or lodging houses for train-men when away 
from home, but we have a regular form of meal ticket which is issued to employés, 
andsame is honored at any of the company’s eating-houses, and ata great many 
boarding-houses along the lines of this road. In regard to reading-rooms and places 
of resort, I will say that this company contributes a certain amount each month to 
the Young Men’s Christian Association reading-rooms at the different division head- 
quarters of this company, with the understanding that said reading-rooms are to be 
open at all times to the employés of this company. 

In regard to men in shops receiving a technical education, thereby fitting them- 
selves for service with our company, I will say that no regular organized system is 
established, but they are aided in every way possible in securing such education by 
those in charge; but of course the efficiency obtained depends a good deal upon how a 
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man devotes himself to the work engaged in. In regard to the matter of promotion, 
we adopt strictly civil-service principles, the man next in line of promotion being 
given the preference where his ability and knowledge fit him for the position. All 
train-men and engineers are subjected to a rigid examination before being assigned to 
their respective duties. 


RELATIONS: EXISTING BETWEEN RAILWAY CORPORATIONS AND 
THEIR EMPLOYEES. 


INSURANCE, RULES OF APPRENTICESHIP, AND GRADES OF SERVICE. 
LABOR ORGANIZATIONS. 


Some facts appearing in the answers of the heads of several labor organizations, 
viz: The Grand Lodge Brotherhood of Locomotive Firemen, Brotherhood of Rail- 
road Brakemen, Order of Railway Conductors of America, Grand International 
Brotherhood of Locomotive Engineers, and the Switchmen’s Mutual Aid Association of 
North America; also letters of Harry J. Gray, secretary of Shop Employés’ Mutual 
Aid Society, St. Paul, Minneapolis and Manitoba Railway, and E. R. Bristol, of the 
Railway Employés’ Club, Chicago, Milwaukee and St. Paul Railway, with accompa- 
nying pamphlets, on August 12 the following circular was sent by the secretary of 
the Interstate Commerce Commmission to railroad journals as a matter of news, to 
railroad commissioners for information, and to the heads of organizations of rail- 


| way employés for answer. 
CIRCULAR. 


INTERSTATE COMMERCE COMMISSION, 
fae ; Washington, August 1, 1889. 


’ Dear Sir: A knowledge of the facts regarding the relations which exist between 
the railway corporations and their employés is always of public importance and 
may be particularly useful to the Commission in some cases in order to enable it 
to perform its duties in such manner as best to subserve the interests involved. Be- 
lieving, therefore, that you will willingly co-operate in obtaining the facts, you are 
respectfully requested to transmit to this office a reply to the following questions: 

(1) Is there an insurance fund, guaranty fund, or any other fund from which the 
members of your order may receive payment in case of sickness or accidental injury, 
or from which their families may draw in case of death? If such fund exists please 
state when it was established, and whether by the railroad corporation or the em- 
ployés; how it is accumulated ; how maintained, and give any other facts that may 
be important to a full understanding of its history and workings. If no such fund 
exists please state if its establishment was ever attempted; if so, to what extent, if 
at.all, the attempt succeeded, and why it failed. | 

(2) Does your order insist upon any rules of apprenticeship, and if so, what are 
they? Ifa foreman or brakeman can only become engineer or conductor after a term 
of service, please state what that term is. 

(3) In the case of engineers and conductors, are their grades of service recognized 
either by the order to which the employés belong or by the employing company? If 
so, what are those grades, and what are the conditions for passing from one to the 
other? In the case of men engaged in shop work, are promotions made from the 
ranks of the employés or are men brought from the outside to fill the positions of 
foremen and the like? If no recognized custom exists, please state whether it has 
been the subject of discussion hitherto, and what has been the impediments, if any, 
to its establishment. Copies of papers or documents bearing upon these questions 
and calculated to elucidate the subjects will be thankfully received. 

By order of the Commission, 

Epw. A. MOSELEY, 
Secretary. 
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CHIEF ARTHUR AND THE ENGINEERS, 


On August 14, Mr. P. M. Arthur, Grand Chief Engineer of the International Brother- 
hood of Locomotive Engineers, replied substantially as follows: 

“The Brotherhood of Locomotive Engineers established an insurance association 
in December, 1867. It is optional with the members of the brotherhood to take out 
policies. Certificates of membership are issued to the amount of $4,500, and it is 
discretionary with the members whether they take out one, two, or three policies, 
each one calling for $1,500. In the event of death pay is according to the number of 
policies held, and the same amount is paid for the loss of a hand, foot, or limb, or 
total loss of eye-sight. We have paid through this channel to widows and orphans 
of disabled members of the association $2,500,000. 

“Many of our subdivisions have also established so-called weekly-benefit societies, 
which pay to the members from $10 to $12 a week at a cost of 50 cents a month to 
each member. We have also in use by divisions a form of charity blank for a member 
who has been sick, out of employment, or in need. It is filled out and sent to the 
convention by the delegate of the division. Such claim is there examined and the 
amount determined. We distribute each year from $10,000 to $12,000. This money 
is received from the profit on our Journal and other miscellaneous matter furnished 
the subdivisions. We had paid in this way about $500,000. The relief fund now 
. being introduced by the railway companies was unknown at the time we established 
our plan of insurance. 

‘No man can become a member of the brotherhood unless he is twenty-one years 
of age, has had one year’s experience as a locomotive engineer, is of good moral ehar- 
acter and temperate habits, and can read and write. As a rule engineers are pro- 
moted from firemen and conductors from brakemen. Length of service before pro- 
motion depends to a great extent upon the character of the man. Some of the roads 
are requiring examinations for promotion, but this was not so when I was in active 
service as locomotive engineer fifteen years ago. It is customary on all roads where 
merit and ability are equal to give the oldest in the service the preference of engines 
and trains. 

“‘ When a fireman is first promoted, as a rule he is placed on a switching train, then 
a construction train, a freight train, and a passenger train. ‘The length of time he 
serves on each depends generally upon demand for road engineers and the ability of 
the man himself. On a majority of the roads promotions are made from the ranks of 
the employés, though there may be instances where men are brought from the outside 
to fill positions of authority.” 

Concerning the troubles arising over beneficiary organizations, Baltimore and Ohio 
troubles, and the recent attack of the Reading on the brotherhoods Mr. Arthur says: 

“ It is a mistaken policy on their part. They may feel aggrieved at the action of 
some of the members of these organizations, but they should not condemn all for the 
misdeeds of afew. Even if they succeed in preventing the men from joining for a 
time, sooner or latter they will identify themselves with some one of the labor 
organizations. 

“The same trouble occured in the early days of the brotherhood with the Grand 
Trunk road and the Chicago and North-Western, and from these examples it is seen 
that when men are dismissed for joining labor organizations it results simply in their 
meeting secretly in out-of-the-way places until they become thoroughly organized, 
when the dismissal of one means the discharge of all. 

“It is in the interest of railway companies to aid and assist their employés to com- 
bine together for mutual benefit and protection. The brotherhood has been instru- - 
' mental in giving the railway companies a better class of men than they would other- 
wise have had. Their laws are very rigid as to drinking, they having expelled during 
’ the last year three hundred and seventy-five members for intoxication ; and when- 
ever a man is detected dissipating he is punished and the officers of the Toad are 
notified of the same.” 5 ; 
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MR. WHEATON AND THE CONDUCTORS. 


On August 15 Mr. C. 8. Wheaton, Grand Chief Conductor of the “Order of Railway 
Conductors of America,” replied as follows: ; 


“There is an insurance fund connected with our organization. It is on the assess- 
ment plan, and from it members derive a benefit in the amount of $2,500 in case of 
total disability, or their heirs the same amount in case of death. The fund was 
established in 1882, and since that time there has been paid from the treasury of the 
fund over $500,000. It is raised on the mutual benefit plan of $1 an assessment on 
each member when a claim is approved, and any balance over the claim is kept till 
the sum of such balances over paid claims shall equal a claim, when no assessment 
is made. No railroad company contributes to its support. Many of our divisions 
have in their own by-laws provisions for the payment of sick benefits per week in 
case of sickness. 

‘©Our order does not interfere in any way with the established rules of railway com- 
panies in the employment or promotion of conductors. An employé is not eligible to 
membership in the order until he has been found competent to take charge of a train 
as conductor and as such has been in the employ of the company for two years, and 
unless his moral character is sufficiently established to permit membership. 

““We do not recognize grades in our order, as all men stand alike, whether they 
have run trains two or six years or whether employed as freight or passenger con- 
ductors. If a man is unfortunate and loses his position it does not change his posi- 
tion in the order. In short, we do not believe we have the right to interfere with the 
officers of the company in the handling of their men, or dictate to them whom they 
shall employ. However, if injustice is done to our men, we frequently intercede for 
them to secure justice for all.” 


MR. O'SHEA AND THE BRAKEMEN. 


On August 27 Mr. Edward F, O’Shea, Grand Secretary and Treasurer of the Brother- 
hood of Railroad Brakemen, replied in substance as follows: 

“The Grand Lodge of the Brotherhood of Railroad Brakemen has a beneficiary fund 
in which all members participate. This fund is maintained by assessments, and in 
cases either of total disability or death the beneficiary or person named in the bene- 
ficiary certificate receives $1,000. The fund was established in 1884, and up to date 
we have expended $528,097.70, and at the present time we are paying one claim of 
$1,000 per day. Our brotherhood also pays benefits to the sick and distressed, but 
each subordinate lodge takes care of its own cases and raises its funds by monthly 
dues. Many thousand dollars are expended each year. 

‘“‘Our brotherhood has norules of apprenticeship, but we believe that, other things 
being equal, the oldest brakeman should receive preference when promotion is to be 
made. “Chis is not always done, as sometimes men are brought from the outside and 
get positions as conductors. This is one of the causes of dissatisfaction in the service. 
We have thousands of conductors in our brotherhood (promoted from brakemen since 
becoming members) who retain membership with us from choice, but they are all on 
equal footing in every respect with our other members. 

‘With few exceptions our brotherhood has had no differences with railroad com- 
panies, but on the-contrary is recognized by most of the managers as a positive bene- 
fit to their employés, and consequently to the service of their road.” 

As to the ‘“‘relief associations” Mr. O’Shea says: 

‘“‘Some of the principal lines have lately organized so-called ‘relief associations’ 
for the ostensible purpose of ‘ caring for our dear employés,’ but the real purpose is to 
undermine and ultimately to destroy the brotherhood and place the men entirely at 
the mercy of the corporations. The brakeman does not receive wages commensurate 
with the work he performs or the dangers he is compelled to undergo; hence he is 
upable to keep up his membership in more than one organization, and, as a portion of 
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his wages is retained each month for his membership in the relief fund, he has no 
choice in the matter. A protest will result in discharge, anda discharge forfeits all 
moneys paid into the fund. The relief fund is a delusion and a snare, and many of 
the brakemen know it from bitter experience.” 

The constitution and general rules of the Brotherhood of Railroad Brakemen accom- 
panied Mr. O’Shea’s letter, 


MR. SARGENT AND THE FIREMEN, 


On the 5th of September Mr. F. P. Sargent, Grand Master, replied for the Grand 
Lodge Brotherhood of Locomotive Firemen, accompanying his letter with the consti- 
tution of the order and copies of the agreements between locomotive engineers and 
firemen and railway officials. His reply is mainly as follows; 

“The Brotherhood of Locomotive Firemen was first instituted in 1873 as a benevo- 
lent insurance association. The system of paying benefits was this: A certificate of 
membership was issued to each member under seal of the association, and such cer- 
tificate of membership constituted a life-insurance policy. The certificate stated for 
whose benefit the insurance was made. It also stated the agreement on the part of the 
association to pay to the party or parties as above, or to the legal heirs or representa- 
tives of the same, the sum of 50 cents from each and every member of the association 
in good standing at the time of the death of the insured, providing the number of 
members should not exceed 2,000. 

“On the death of a member proof is made by the proper officials, and the claim is 
laid before the finance committee and if approved an order on the sinking fund is 
drawn for a sum equal to 50 cents a member (in good standing), provided the number 
of members does not exceed 2,000; but if the number does exceed 2,000, av order for 
$1,000, the maximum policy, isdrawn. There is a disability department, also, under 
the same rules and same officers, but with a Separate sinking and expense fund. 
Each member can join either or both. Each has a separate entrance fee and separate 
certificate of membership. The accounts are kept separately, and each bears its pro- 
portion of the general expense of the association pro rata, according to the number of 
members. The system was changed in 1881, and became a compulsory feature of the 
order. The amount of insurance in each case was made $1,000. The assessment re- 
mained the same, i. e., 50 cents. Any member refusing to pay an assessment is sus- 
pended until such arrearage is paid. Claims are issued not exceeding three per 
month, and the several surpluses over $1,000 on each claim are preserved until such 
surplus has reached $1,000, with which a claim is paid without assessment. Total 
disability is treated the same as a death claim, as is also the loss of an arm or leg or 
eye-sight. 

‘This system remains in effect at present save that the policy was increased to 
$1,500 in 1884. It has been the principal feature of the order and one of the cheapest 
insurances offered to locomotive engine men. From the organization of the order 
till February 1, 1889, there was paid on death and disability claims $1,352,000. 

“The membership is now 18,000, every one carrying a policy of $1,500 payable in 
case of death, total disability, or loss of eye-sight, hand, or foot. We disburse 
monthly $25,000 in benefits. 

“The order realizes the necessity of discipline, believes in railway companies rec- 
ognizing merit, and asks to have the oldest firemen in service promoted when they are 
competent and worthy, and opportunity offers. We have no fixed time for a fireman 
to serve before promotion, leaving it to the judgment of the master mechanic under 
whom he may be, but we desire when a company wants engineers, that the firemen 
be promoted, the oldest in service being examined, and if found competent advanced. 
This will be an incentive to the firemen to be diligent and competent. 

‘‘ Another desire of the order is to obtain employment for good firemen who through 
accident or neglect of duty have lost situations, yet whose accident or neglect would 
not debar them from following the occupation on another road. We do not insist 
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upon this, but hope to introduce it, believing that experienced men are preferable to 
those taken from the farm or shop. The relationship existing between the companies 
and members of our order is wholly harmonious.” 


MR, SIMSROTT AND THE SWITCHMEN. 


On October 7 Mr. William A. Simsrott, Grand Secretary and Treasurer of the 
Switchmen’s Mutual Aid Association of North America, wrote thus: 

‘We have a guaranty fund which is governed by the local lodges, and only pay 
benefits in cases of accident, sickness not included. In case of death or total dis- 
ability we pay $900. This regulation was established in March 1886. The fund is 
raised yearly at our annual convention and accumulates by a pro rata assessment on 
each member of the association. : 

“ Ay to ourrules of apprenticeship, it is necessary for any man desiring to join our 
association to have followed this vocation for one year; but we do not insist upon 
apprenticeship.” 


TWO OTHER OPINIONS. 


Mr. Harry J. Gray, Secretary of Employés’ Mutual Aid Society, St. Paul, Minneapo- 
lis and Manitoba Railroad, writes at the request of Mr. George Buck, locomotive 
engineer: - 

“‘ We organized our Mutual Aid Society in December last and the benefits began 
January 1. We are satisfied with our success and feel assured of improvement. 
The number of members in good standing is 305.” 

Mr. E. R. Bristol, of the Railway Employés’.Club, Chicago, Milwaukee and St. 
Paul Railway, who incloses a pamphlet con taining constitution and articles of con- 
federation, writes as follows: ; 

“The beneficial department we have just started, with excellent prospects for the 
future ; such changes as experience suggest will be made from time totime. Ourclub 
proper we started a year ago, being compelled to do so by hostile legislation. We 
then had a membership of 13,000.” 


APPENDIX 12. 


RAILROADS IN FOREIGN COUNTRIES. 


Abstract of and extracts from papers transmitted Jrom the Department of State to the Inter- 
state Commerce Commission upon the subject of foreign railroads. 


CHINA. 


Papers respecting railroads in China were as follows: 

(1) H. E. Liu Ming Chuan’s memorial on railroads. This was a memorial to Her 
Majesty the Empress, and was made in obedience to her command. It was devoted 
first to answering charges brought against railways, and second to the advantages 
they would bring to the Empire as a means of strength and defense and in promoting 
the industries and development of the country. On the last point the following quo- 
tation is made: 


supervisory control, and to see that these mercantile enterprises suffer no injustice or 
undue restrictions at the hands of others. When these enterprises have once been 
established and are flourishin g their operations will be extended to frontier provinces, 
and even to outside countries. When China has once taken the lead as the chief 
mining and industrial nation in the world, one or two scores of years will suffice to 
make her rich and populous, when the world will not be able to offer a peer. 

(2) Like memorials to the Throne of H. E. Chang Chi-tung and Huang Pung-nien. 

(3) The imperial decree sanctioning the Grand Trunk Railway, a line from Lu- 
kou-chiao to Hankow. . 

(4) Summary of the report of the admiralty board on railroads. The Teport sets 
forth the manifold uses of railways as follows: 

(1) They facilitate the operations of coast defense. 

(2) The expenses of maintaining local armies will be curtailed. 

(3) Transportation of troops and military stores will be expedited. 

(4) Trade and commerce will flourish. 

(5) Mines wil) be opened and profitably developed. 

(6) Traveling will be facilitated. 

(7) A regular expeditious mail-service will be established. 

(8) The conveyance of famine relief will be prompt and rapid. 

It also dealt with the respective routes proposed and their relative advantages and 
cost, the necessity for government subsidy and of native and foreign loans, and urged 
the point of the increased wealth and greater power of self-defense which railways 
will give to China. 

The memorials alluded to were very able and interesting discussions of the ques- 
tion whether China should adopt the policy of railroad building ; but on account of 
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the fact that the question has long since been settled, so far as it pertains to America 
as well as on account of the great length of the documents, they are omitted from 
this Appendix. 

In transmitting these papers to the Secretary of State, Hon. Charles Denby, Amer- 
ican minister at Peking, says in his communication of September 16, 1859, ‘‘It may 
be said that at last a new era of progress is beginning in China which will redound to 
the benefit of both natives and foreigners,” and predicts that Shanghai will now be- 
come one of the great cities of the world. 


JAPAN. 


Information transmitted to the Commission in respect of railroads in Japan was 
contained in a communication to the Secretary of State, under date of September 17, 
1888, from Hon. Richard B. Hubbard, American minister at Tokio, inclosing a gen- 
eral summary of the report of the railway bureau of Japan for 1887. The following 
quotations are made from Mr. Hubbard's letter : 


The report of the Japanese railway bureau for the period from April 1, 1887, to 
March 31, 1883, seems to cover about all the information which is of interest as to the 
number of railroads in operation, under construction, and contemplated; the cost and 
details of construction, the cost of operation, the amount of capital invested, the rev- 
enue and net profit, the number of locomotives, cars, etc., in use, the value of plant, 
etc., of the lines under its jurisdiction. 

The total number of miles of railway in operation, besides the Hokkaido Railroad 
in northern Japan, at the end of the fiscal year was 533, of which 245 is of Govern- 
ment lines and 288 of the Nippon Railroad Company’s lines, interest on whose bonds 
is guarantied by the Government. 

The income on the total capital invested in Government lines was 38 per cent. and 
on the total productive capital 58 per cent. 

The average cost of the 245 miles of Government railway has been Yen* 71,863 

er mile. ’ 

In the table of the cost of the Nippon Railroad Company’s lines, the cost per mile 
of the three different sections is put down as Yen 32,754 Yen 21,260, and Yen 15,025, 
respectively. 

All the railways in Japan, except the Hokkaido Railroad (not mentioned in this 
report, and which ison the American system—61 miles), have been built and are 
being extended on the European system. 

Many of the lower class of cars are now being built in Japan, while most of the 
first-class cars and nearly all the locomotives are purchased in Europe, most of the 
locomotives coming from England, as well as about two-thirds of the foreign built 
cars; while Germany has supplied about one-third of the cars imported froin abroad 
in the past few years. 

All the rails have come from England and Germany, the two countries furnishing 
nearly equal amounts in 1887, though prior to a few years ago England had nearly 
all the rail trade of Japan. 

As to further railway building in Japan there remains of the Yokohama Kodzn 
line (Government railway )174 miles to be completed, and which is now being pushed 
forward, and will be finished by March 31, 1889. 

The Nippon Railroad Company hope to finish the remaining 241 miles of their road 
also as soon as possible, work on which is progressing. 

In addition to the above there will be about 1,400 miles of railway either surveyed, 
contemplated, or under consideration by the Government and by private companies, 
which the railway bureau calculates will be built in the next ten years, and esti- 
mates the expenditure on the same will be made at the rate of about 10,000,000 yen 
per annum, three cr four tenths of which it is estimated will go abroad for material. 

This does not include roads in the Hokkaido, which were originally constructed on 
the American plan, and which I have had intimated to me will be extended at no dis- 
tant day on the same plan, but I have no positive information as to the extent of the 
proposed lines or when the work will be undertaken, though information has reached 
me in quasi official manner that two American engineers have been engaged to make 
the survey and are now en route for Japan. 

This Hokkaido line is not treated of in the inclosed report because the railway 
bureau has no control or jurisdiction over this line, it being under that department 
of the government known as the ‘‘ Hokkaido Administration.” 

If we add this 61 miles of road to the 533 miles of road in other parts of Japan, we 
find that the number of miles of road actually in operation in this country is 594. 


*Yen is $1.008. 
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PERSIA, 


The only information as to railroads in Persia reported to the Commission is a letter 
of the Hon. E. Spencer Pratt, minister resident and consul-general at Teheran, 
under date of September 28, 1-88, directed to the Secretary of State, as follows: 


Sir: In my No. 32 consular series of the 4th instant I had the honor to inform the 
Department on the subject of two Persian railways, one recently completed between 
Teheran and Shah Abdonl Azim, and the other in course of construction from the 
town of Ambol to Mahamdated on the Caspian Sea, I have now the honor to report 
that information has reached me through most trusworthy private sources that the 
Shah’s government has just been asked by the syndicate which constructed the Shah 
Abdonl Azim line to cede it, in addition, the exclusive right to connect by rail the 
cities of Konin, Teheran, and Casrine, with the intention of seeking later on the 
further grant to extend this system from the latter point northward to the Caspian 
Sea, and from the former southward to the Persian Gulf, 


NORWAY AND SWEDEN. 


Information as to railroads in Norway and Sweden is contained in two letters of 
Hon. Rufus Magee, American minister at Stockholm, to the Secretary of State, writ- 
ten in February and April, 1888. In the first letter he Says: 


Ihave personal knowledge of the construction of a part of a line of railway in 
this kingdom the past year that is not without some interest, in the fact that it is 
the most northern railway in the world. 

A few years ago a company was organized, ostensibly English, to build a line of 
road, commencing at a town named Lulea, on the west coast of the Bay of Bothnia 
thence in a northwest direction to Ofoten, at the head of the west Fiord on the Nor- 
wegian coast, in latitude 68° 50’ north. 

The distance from Lulea to Ofoten is about 300 English miles, At first quite an 
opposition was manifested against granting a charter to the company, it being 
charged thatthe enterprise wasa Russian one, and by this means Russia could gain 
her long desired wish of an outlet to the North Sea. 

Ultimately, however, the concession was granted and the work has now been un- 
der progress for two years. Dutch capitalists furnished the money, while English 
enterprise is in control of the work. Seventy-two English miles are now finished. 

The object of this road is to convey to sea-board the iron ore in the interior of the 
country and heretofore practically inaccessible. This ore is the richest in the king- 
dom, running as high as 75 per cent., and it is expected a very great market will be 
created for it, especially in Germany, as its nearness, cheapness, and richness of 
quality will be potent factors in its contest with the Spanish ores, which are at pres- 
ent used in Germany. 

The port of Oferton is open all winter and vessels of the largest size can enter 
West Fiord. 

The Baltic ports are, however, closed after October and remain so until the last of 
May. Notwithstanding the extreme degree of cold in the latitude (the railway 
crosses the arctic circle), Iam informed men can work mines and forests without 
much discomfort, and that no difficulty is experienced in procuring laborers. 

The railroad is now being built, commencing at Sundsvall, about 250 miles north of 
Stockholm, running along the Bothnia coast to Lulea, but it progresses slowly and it 
will be some years before it is completed. When finished there will be a continuous 
rail-line from Stockholm to the arctic circle. This line is owned by a Swedish com- 

any. 

z I may add that all railway lines in the United Kingdom, so far as my experience 
goes, are better ballasted and equipped with better rolling-stock and comfort in trav- 
eling than any other country in Europe, save, perhaps, in Great Britain, and are cer- 
tainly equal to that country. 

There has not been an accident on a Swedish line since my residence in the country, 
which of itself is the best commentary on the general management, I trust I may be 
able to forward the publications requested within a very short time. 

In the second letter Mr. Magee says: 

Under date of February 14 I addressed a note to the department, in which I snb- 
mitted eight questions and to which I asked replies. My purpose was to elicit fuller 
information than I was enabled to gather from the voluminous and altogether unsat- 
isfactory volumes of statutes furnished by the department, the latest of which was 
for the year 1885. 

My first inquiry : 

1. The number of miles of new railway (state as well as private) added to the 
system for the year 1887. 
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Answer. During the year 1887 there were 17 English miles of state and 52 miles 
(English) of private railroads constructed and opened for traffic. 

2. Under what authority are the roads managed ? 

Answer. The state railroads are managed by separate departments, called ‘‘royal 
administration of railroad traffic.” The private roads are managed through boards 
of directors annually chosen by the share-owners. The royal administration exer- 
cises a supervisory control over the private roads, see that the lines are kept in re- 
pair, regulates traffic, fixes rates, etc., which require the approval of the King. Tax 
assessments are likewise fixed by His Majesty. Regulation of service for both sys- 
tems is made by the royal administration. The King appoints one director on the 
board of a private corporation that has received assistance from the state, and also 
appoints agents to audit the accounts of such railroads and to report to him upon 
their managemeut. 

3. The number of miles (English) of state and of private railways being operated in 
the two kingdoms for the year 1887. 

Answer. There were 1,551 miles of state and 3,040 miles of private railways under 
operation at the close of the year 1887. 

4, The aggregate amount of capital invested including cost of construction and 
equipments. 

Answer. The cost of building and equipment of state roads (1,551 miles) up to the 
31st of December, 1887, amounted to $63,946,721. ‘The cost of private roads for the 
same period amounted to $68,437,564 for 3,040 miles. 

5. The per cent. of profit derived. 

Answer. The surplus, after cost of maintenance and operating expenses were de- 
ducted, amounted on the state roads to 2.41 cents on the amount invested, while on 
the private roads the per cent. was 3.54 cents. 

6. The character and extent of royal grants, including lands, etc., made to private 
corporations in aid of construction. 

Answer. The state has assisted some private roads with loans, and allows generally 
the private roads to use Crown lands, rock from Crown quarries, and gravel neces- 
sary for construction. The state has loaned to private reads, for which it holds the 
bonds of the companies, the sum of $12,893,555. It has for the same purpose appro- 
priated without obligation for repayment the sum of $1,053,992. 

7. The amount of indebtedness incurred by the kingdom on account of railroads 
and the annual interest charged laid thereon. 

Answer. The amount of the funded debt created in constructing railroads is 
$65,548,861, and the interest thereon is at an average of 4 per cent. per annum. The 
revenues of the state roads, as well as of roads that have been assisted by the state, 
are deposited in the state bank. If there is a deficit in revenue the state appropri- 
ates, in case of state railway, sufficient to meet the requirement. The shareholders 
of private corporations must take care of their obligations. 

I may add that the railway service in this country, the construction, equipment 
convenience, cleanliness, promptness, is far superior to what I have ever seen in 
Germany, France, or Belgium. There are usually four classes of wagons. The large 
majority of passengers ride in the third and fourth classes. First-class carriages are 
more expensive than the best service on American railways. The rate of speed is 
only about 20 miles an hour, but this includes stops which are very frequent and are 
from three to thirty minutes in length. The stations are large, usually constructed 
of either stone or brick, well lighted and warmed in winter-time, and have always con- 
nected with them a good café or restaurant. No person can enter a compartment 
without a ticket and all tickets are shown and punched before the train leaves the 
station. All passenger cars are heated by steam and lighted by gas. All trains are 
moved by signal and from the moment of arrival to its departure from the station is 
under the authority of the station-master. Every employé is uniformed and wears a 
badge designating his position. Every 6 English, or 1 Swedish mile, there is a signal- 
house with telegraph apparatus and occupied by two persons called track walkers. 
Upon the passage of a train itis signaled ahead, while the men walk in opposite 
directions on the track one-half the distance to the next signal station for the purpose 
of inspecting the road. Every possible means is taken to prevent accidents, and in 
my now nearly three years’ residence in this country there has not been a life lost in 
the railway service or any accident. 

No one is permitted to walk or to be on or within the right of way or to loiter about 
stations or grounds of the company. The masonry used in the building of piers, abut- 
ments, etc., is of the most substantial character, while all bridges, culverts, and 
trestle-work are of iron. The track is usually ballasted with gravel, with stone gut- 
ters to carry off the water, while the banks or sides of both cuts and fills are sodded. 
The railroads of no country can possibly be superior or even equal to those of Sweden 
in respect to the construction, and they well might serve as models. There is perfect 
security and much more than ordinary comfort in traveling, the only drawback to 
the American traveler being the slowness of time. The roads are managed in the in- 
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terest of the people. There is no speculation in their shares, there is no adverse crit- 
icism of their management, and the total results are that so far as it goes it is one of 
the best if not the best railway system in the world. Certainly in many respects it 
is superior to American. 

There is but one road at present under construction by the state. That is a road 
leading from Sundsvall, 225 English miles north of Stockholm, running interior from 
the Baltic coast to Umea. The physical difficulties in constructing this line are very 
great; there are a large number of rivers, fiords, and streams to bridge, together with 
granite rock excavation. The line can never be remunerative, but it is undertaken 
by the state as a matter of defense. The Russian Government has constructed a line 
of road from Helsingfors, on the Gulf of Finland, to Uleaborg, on the Bothnia, and 
is building a line from the latter point to Haparanda, at the head of the Bay of Bothnia, 
at the extreme western limit of its territory. Sweden feels apprehensive, and hence 
is building the line I have mentioned. 


NETHERLAND RAILWAYS. 


From a communication addressed to the Secretary of State, under date of August 
12, 1886, by Hon. Isaac Bell, jr., American minister at The Hague, it appeared that 
he had addressed a list of interrogatories to the minister of foreign affairs covering 
the principal pointsin relation to the administration and operation of The Nether- 
lands railways. 

From the reply it appears that some railway lines belong to the state and others to 
private companies, but all are operated by private companies, 


The length of the state railways in 1885 was 1,299.830 kilometers. The cost of con- 
struction and extension amounted on the 30th of June, 1885, to Fl.* 227,566,720. 

The aggregate length of the six principal railways amounted at the end of 1884 to 
1,113.504 kilometers. t 

The cost of construction and extension of the railways belonging to the companies 
worked by the association for working state railways—the Holland Railroad Com- 
pany, The Netherlands Rhine Railway Company and the North Brabant German 
Railway Company—amounted to Fl. 127,830.372. 

No railways are worked by the state. 

When the railways were completed the working of them was made over to private 
companies, and most of the lines to the association for working state railways, and 
the others to the Holland Railway Company. 

The conditions under which the working of the state railway is carried on by the 
companies aforesaid are carefully stated in written agreements. 

In making over the working of the railways to private companies the Government 
was influenced by the motive that, from the nature of the subject, the working of 
railways was to be regarded as an object of privateindustry and that the Government 
was moving out of its sphere in undertaking it. 

Under a statute passed in 1875 the tariffs required the sanction of the Government. 

Within the restrictions of the law, freedom of action is left so far as possible to the 
railway companies. 

The competition with water carriage, as also of the other railway companies, in- 
duces transportation at low rates without making distinctions between native and 
foreign produce. ; 

The terminal charges and the costs of loading and unloading are variable accord- 
ing as they are connected with one class or other of transport. 

The charge for conveyance and delivery is included in the charge for goods sent by 
rail. 

No general tariff is in force for the whole of the Netherlands. Both as regards the 
tariff and system, and the uniformity of rates and terminal charges, the tariffs of the 
railway companies are different. 

Allthe tariffs, the general as well as the special and exceptional ones, after they 
have been drawn up by the railway companies, must be submitted to the approval of 
the Government. When they have been approved, before they are brought into oper- 
ation, the tariffs must be published in the manner prescribed in article 28 of the law 
of the 9th of April, 1875. Article 31 of this law sets forth the cases in which the rail- 
way companies are empowered to allow reductions on the published tariffs, by special 
arrangements. ; ; 

In fixing the charges of the railways which were first worked in this country, at- 
tention was directed to the charges made on the railways in the countries adjoining. 

In case of the railways completed later on in fixing the charges experience acquired 


* Fl. is $0,486. ; 
t Kilometer is 0.6213 of a mile, or 3,280 feet 10 inches, 
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up to that time was utilized, regard being also had to the changes gradually intro- 
duced in the tariffs of the railways in neighboring states. i 

Tariffs are sometimes fixed upon consultation of the directors of railway companies 
with the representatives of trade and agriculture. : 

The aggregate receipts of the six principal railways amounted in 1884 to 24,048,286 
florins. 

The expenses of the same railways in 1884 amounted to 18,259,496 florins. 

As regards the principles on which exceptional and differential tariffs may be 
granted, the minister of ‘‘ waterstaat ” trade and industry decides. 

In the treaties for regulating the continuation of the railway lines on the Nether- 
lands and Belgian and on the Netherlands and Prussian frontiers concluded between 
the Netherlands and Belgium and Prussia, it was stipulated that the Governments con- 
cerned shall take care that, on the aforesaid railways, for every train passing the 
frontier a tariff shall be adopted as moderate and as simple as possible. 

It is further agreed that in the manner and in the charge of conveyance the travelers 
and the goods in each territory shall be treated in the same way. 

By article 31 of the law of the 9th of April, 1875, the railway companies are bound 
to convey passengers and goods not prohibited by law for the charges contained in 
the published tariffs and under the conditions fixed by the regulations, without show- 
ing favor to particular persons, associations, companies, or corporate bodies. 

In certain cases (mentioned in the same article) the companies may make special 
arrangements with one or more carriers to convey goods at a lower charge than that 
in the published tariff. : 

The reductions granted in this way are at once applicable to all merchandise of 
the same character, to be conveyed on the same railway and under the same condi- 
tions. 


DUTCH COLONIAL POSSESSIONS. 


As to railroads in the Dutch colonies it appeared from the report of Mr. Bell that 
the sength of railway lines in the island of Java is in the neighborhood of 1,177 kilo- 
meters and in the island of Sumatra 55 kilometers. 


RUSSIA. 


Hon. George V. N. Lothrop reported to the Secretary of State in March, 1888, that 
the railways in Russian Europe are in the aggregate about 17,500 miles. 


Some were built by the Government, but the greater portion has been built by pri- 
vate corporations but with the Government aid, and in nearly all cases this aid has 
been furnished by imperial guaranties of the railway securities. The system as a 
whole is far from remunerative, and the Government has to pay annually a large sum 
on this account, about 15,000,000 roubles, I believe. 

For several years there has been but little new railway constructed in European 
Russia; it is said only about 400 miles a year for the last five years, and even this 
chiefly for strategical purposes. 

The great Trans-Caspian Railway, from the Caspian Sea to Samacrand, is not under 
the jurisdiction of the minister of ways and communications. 

It has been built and is managed by the ministry of war, and if my information is 
correct, itisnot likely at present to be of any great commercial value. But for the 
governmental needs in Central Asia it must be of very great importance. 

The financial condition of Russia is such at present that new lines of railway are 
not favored, and the imperial aid has been refused for several important projects. 
Except by the completion of work already begun, I think there will be no railway 
construction this year. ; 


RAILROADS OF THE ISLAND OF TRINIDAD. 


In respect to vailways on this island, Hon. Moses H. Sawyer, consul, reports as 
follows: : 


There are 544 miles of railway on this island, all belonging to the Government. 
The dates when the various lines were opened to use were from 1876 to 1886. The 
lines from Port of Spain to ‘‘ Arimia” extends about 16 miles in an easterly direction. 

That from Port of Spain to San Fernando reaches about 31 miles in a southerly 
direction, and the one from San Fernando to Princetown has 7 miles in an easterly 
direction. 

These railways exter.d through fertile plains, and along the sugar and cocoa plan- 
tations. The crown claims a right of way, but pays a compensation to private 
property of about £20 per acre on the average. The materials for constructing these 
railways were mostly brought from England. 
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Telegraph and telephone connections are established along the lines. Towns and 
villages are appearing, and the population, principally negroes and coolies, is rapidly 
increasing. Manufactures are in demand, which are imported from England. 


RAILROADS IN URUGUAY AND PARAGUAY. 


In March, 1868, Hon. John E. Bacon, minister resident, reported in respect of rail- 
ways in Uruguay and Paraguay as follows: Ss 


In reply tothe circular of the State Department, dated January 24, 1888, desirin g cer- 
tain information for the Interstate Commerce Commission, I respectfully submit the 
following, which applies to both Uruguay and Paraguay : 

(1) There are no general laws as 10 railways. 

(2) Railways and railway charters are obtained and built in the following man- 
ner: A, or B, or a company, applies to Congress for what is here termed a ‘conces- 
sion ” (charter) to build a railway between certain points, upon certain terms named 
in the petition. 

Congress grants the concession in such shape as it may deem proper. The terms 
and conditions, however, upon which such concessions are granted are generally as 
follows: i 

(1) Stock, materials, etc., to be exempt from taxation for twenty years, 

(2) Employés, officials, ete., to be exempt from military duty. 

(3) The company to have so much land on both sides of the road. 

(4) The right to colonize such lands, with such privileges as are granted by the 
Government to immigrants and colonies. 

(5) The Government to guaranty 5 per cent. per annum on all sums invested in 
railways for twenty years. 


RAILROADS OF THE ARGENTINE REPUBLIC. 


From the message of the President of the Argentine Republic, delivered May 8, 
1888, extracts are made as follows: 


Of the seventeen railways recently conceded, thirteen have the guaranty of the 
Government. The guarantied lines represent a length of about 7,961 kilometers, and 
those without a guaranty 1,272, making together 9,233 kilometers. 

The aggregate length ofthe railways is 6,306 kilometers, and they have carried 
7,657,406 passengers, and 3,705,086 tons of goods. The gross proceeds amounted to 
$23,805,722.29, and the expenses to $13,177,172.15. The net proceeds were therefore 
$10,627,950.14. It would be contrary to the nature of this document to enter into 
greater details which would demonstrate the unsatisfactory condition of our rail- 
ways, but the figures mentioned are sufficient foundation for an unfavorable infer- 
ence. 

A more careful examination would show that there is not a single company which 
pays regard to its real obligations to the public, or which serves the country in the 
measure contemplated by the authorities in making the concessions. The railway 
traffic might in some places be doubled or trebled and in all cases it might be consid- 
erably increased and give greater returns, thus facilitating a reduction of the tariffs 
and diminishing the sacrifices made by the treasury in respect of the guarantied 
lines. But the deficiency in rolling stock on all lines, the actual penury of many of 
them, which have come into existence, it may be said, with that organic defect, ster- 
ilizes the complaints of the public and the protests of the authorities, unhappily 
powerless to surmount the difficulties of the moment. 


Then follows a long presentation of embarrassments in railway operations growing 
out of defects in the railway laws, and of remedies that should be adopted. 

On August 10, 1889, Hon. Henry L. Vilas, secretary of legation at Buenos Ayres, 
addressed. the Secretary of State as follows: 

As showing the remarkable activity in railroad matters in this country at the pres- 
ent time, I send herewith to the Department, as inclosures, statements of some of 
the more important applications for concessions, etc., made to the national congress ; 
and the provincial legislation at La Plata, during the present sessions; notices of 
the action as to other projects; and accounts of the sale of concessions heretofore 

ranted. 

aC The feverish rush for railway privileges is such, that at their last sitting the La 
Plata deputies unanimously decided that henceforward all applications for right to 
build railways or canals with guaranty of state, must bear a thousand dollar, and 
when no guaranty is asked a five hundred dollar stamp. ‘This law is already in 
force in the national congress, the present attitude of which seems to indicate also 
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that the practice of granting concessions with a guaranty, commonly of 5 per cent. 
on cost of construction and operating expenses, will not be long continued, in view 
of the far from nominal weight of the present obligations of the Government in that 
regard. 

‘All the railway concessions presented congress this session are awaiting the action 
of the department of national engineers and of the national railway board. 

The minister of the interior has issued a decree ordering the president of the na- 
tional railway board and the inspector-general to draw up a railway map showing 
the railways constructed and in course of construction, and more particularly the 
railways that should be constructed, as necessary to the country. 

The draft of this map shows 27,000 kilometers of railway. When completed I will 
request copies thereof and send same to the Department, if desirable. 


RAILROADS OF CHILI. 


In response to the circular of the Secretary of State, dated January 24, 1888, Hon. 
C. M. Seibert, charge @’ affaires ad interim, replied as follows: 


In reply to circular, dated January 24, 1888, in which application is made, through 
the Department of State, by the Interstate Commerce Committee, for such publica- 
tions relating to the railroads and internal communications as are issued by foreign 
governments, etc., I have the honor to inclose a list of all railroads in Chili, owned 
either by the government or private companies or individuals, giving their length 
and the names of the cities and places from and to which they run, also the cost of 
the state railroads, which are the roads for general traffic, together with a list of 
roads to be built, for which Congress has made appropriations. In a separate box 
I also inclose— 

(1) Two volumes, being the second and third “report presented to the minister of 
the interior by the director-general of the State railroads.” 

(2) A book containing regulations and tariffs on the State railroads. 

(3) And general regulations of the State railroads. 

From these documents the following facts appeared : 


Railroads owned and operated by the State. 


Kilometers. 
(1) The railroad from Valparaiso to Santiago, commenced in 1852, touch- 
ing at Vina del Mar, Limache, Quillote, Las Vegas, Llayllay, etc- -.-- 187 
With a ee from the station of Las Vegas to Sau Felipe and Lo- 
SEY ee osopsrounsoDGoS HoLeco coueTe Pe. Fae ass Sa siecelsess 45 


(2) The railroad from Santiago to the south, commenced in 1857: 
First section, from Santiago to the river Manle, touching the cities 
and towns of San Bernado, Bancogna, Bengo, San Fernando, 
Curico Molina,and Talca, with a branch westward from San 
Fernando to Palmilla, passing by Nancagua 33 kilometers...--- 304 
Second section, from the river Manle to Taleahuano and Angol, with 
a branch from Santa Fé to Los Angeles, touching at San Javier 
de Loncomilla, Linares, Parral, San Carlos, Chillan, Bulues, 


Fumbel, San Bosendo, Talcamavida, Gualgui, and Concepcion. . 413 
Fromahecipy of Angolito Tralsuem 2-2 sccssn- overs ce eoeeeriee ee eee 72 
rompvenal co cor Orb. ViCtOliates: seasce sts os eseeisemelscisiesileemcieces 75 

Tobie Mee Se Sadist NES Meee eta 606 

The cost of construction up to December 31, 1886, was .......---..----- $46, 389, 096 
And of the last two mentioned roads to December 31, 1887..........-...- 4, 715, 456 
TOU) Secs ett ee ee Ae ee PREEMPT Ey Fe 51, 104, 552 


Railroads owned and operated by private individuals, principally in the northern 
part of Chili, connecting mines and mining districts with the ports along the coast 
(mostly narrow gauge and not for general traffic) : : 


. Kilometers. 

From the port of Arica to the city of Tanas-2--c- ..2sncsces aces cose eee e cee ee 63 
From the port of Psiagua to Tres Marias, 90 kilometers, and a branch to Agua 

Santaetes, 16 kilometers: oc22. s-tlage tee oe sein ee oe sion eine acer coins 106 
From the port of Iquique to Tres Marias, 109 kilometers, to Virginia, 31 kilo- 

meters; withspranchesiandisidin vss a. saes eee eee eter ae oe ele oe a aeteetees 194 

From the port of Patillos to saltpetre beds of the south.-.....-.....--..-.--.. 93 


From that of Mijillones of the south to the mines of Cerro Gorda... veeg=ecees 29 
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Kilometers. 
From that of Antofogasta, by the Salinas of Dorado, to the town of Calama, and 
in direction of the borax deposits of Ascotan on the borders of Bolivia, and 
which is to be continued for some kilometers in the interior to the rich silver 


IMO O Be PANG NRCS oc coger Aarne ee omc cee ona \sin aleie saa bind ars spades « Satis emacs 297 
ron ¢hat Of Maltal LouekesCO.. 2 rimiescwse og vicoesursiemess vujeeeaaciene eweecmenc 82 
From that of Chauaral to the mines of Las Angimas and of Salado........---. 60 
From that of Caldera to the town of Copiapo and the mines of Puginos, San 

Antonio de Apacheta and Chauarcillo.........--. 0.202. .e- 000 cece vec cee cone 242 


From that of Carrizal Bajo to Carrizal Alto, via Barranquilla and Canto del 
Agua, 36 kilometers, and from there to Cerro Blanco to the east, 45 kilometers 81 


From the port of Coquimbo to the city of Serena and LaCampania............ 15 
From the same to Oralle and a branch to Pamdcillo ..................2------- 123 

From Serena to Elqui and to the town of Biradavia to the east of the town 
VAIOMIOE Soe ado Gace Sleee son Ere rae cae ise hk anne em ne Sa mae 78 
From the port of Yougoy to the mines of Yamaya....-....--. 22. ..---..eeeee- 55 

From the port of Laraguete in the Bay of Aranco to the coal mines of linlachan- 
QuinkandeMiaeua quiets. seek cen cease ses cine oe else ite eis ac ewe aero ecto ae 40 
CROCE eho SS 5 On Sees ONS SESS ra ae eS CRC cp Et cite ac we cee Laer pe ama 1,558 


Railroads to be built by the state, being laid out and surveyed, and some in progress 
of being built, and for which the last congress has voted for the year 1888, 3,517,000, 
to wit: 


Kilometers. 
From Fort Victorio to the cities of Osoromo and Valdivia ...........--..----. 403 
Bromitherstation.onCoilhua to Mulehen\:ss-.5-c-css cscs socesccccsc2s ls cee 43 
Concepcion to Curanilahue, Lebu, and Canete...............-..---------- -oee 160 
From the port of Tomé to the present southern line, passing the towns of Quiri- 
ihuerand’ Canquenesenec sacar ist ss oe cmse te roe s cee eces sciaceae eee eee 200 
Hromithereity, of Malcato Constibucion j2542+ sess) 2-4 occe ceseeeee se eeemcees 85 
From the station of Palmilla to the port of Picheleum................-..ese0- 45 
From the station of Pelequen to the village of Peumo..........--..---- 2-02 5 35 
Bromisantiago to; Melipilars: sms |sese eee etslee a= ive Rosa ae cs civics cots eeee 59 
From the principal station at Santiago to the Central Market, and from there 
east by the River Mapoche to Bonechea or Pefion .......-..........-------- 27 
From the station of Calera to the city of Ligua and the village of Cabildo .... 76 
From the Port de Vilos to Illapel and Salamanca. ..............-. 02.220. ---- 128 
Hromi(the city, of Oralle to/Sani Marcos Point) <5... s.ss--.-0--.sccec-2<c+scesewe 60 
From the port of Huaso to Freirina and Vallenar.-.................2-.---- se 48 


Mo talltircwereieres steere ese slvie Solo stos Sere sleinercic ac selalscisicls ceeiiscicte aateee ee see ee 909 
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MEXICO. 


Information concerning railroads in Mexico was received through the Secretary of 


State from Hon. Thomas Ryan, the American minister. 


It consisted of a series of 


fourteen papers descriptive of the Mexican railway system recently published in the 
City of Mexico. Among those papers were tables, printed as received, as follows: 


STANDARD GAUGE LINES. 


; Total Length of : 
Name of railway. Necihe sections in Names of sections. 
= operation. 
Miles. Miles. 
Mexican Railroad..... peehosgapeuporae 569 424 | Mexico to Vera Cruz. 
IBY Sopee bee qdebee: otose eoudQdacd| Senpecceaacs 47 | Apizaco to Puebla. 
DO pac elee cee alesse nits ocmisisisicie aise] |ammsieie si=ei=\=1° 98 | Vera Cruz to Jalapa. 
Merida and Progreso Railroad....-.--. 36 36 | Merida to Progreso. 
Mexican Central Railroad .-...--.----- 2, 648 1,970 | Mexico to Paso del Norte. 
23 | Silao to Guanajuato. 
165 | Tampico to Salto. 
6 | San Luis Potosi to La Soledad. 
2925 | San Luis Potosi to Aguas Calientes. 
259 | Irapuato to Guadalajara. 
Sonora Railroad.-.....--.--------+++ ae 422 422 | Guaymas to Nogales. 
Mexican International Railroad ....-.. 634 616 | Piedras Negras to Torreon. 
0A EE Hus oe Cater HoaGteConcdl tenntd eases 1g | Sabinas to San Felipe. 
Chalchicomula Railroad ..-..,-.--.----- 10 10 | Chalchicomula to San Andres. 
Orizaba and Ingenio Railroad 5 5 | Orizaba to Ingenio. 
Tehuantepec Railroad ..-..---.--.----. 108 61 | Salina Cruz to San Geronimo. 
Sinaloa and Durango Railroad 62 62 | Culiacan to Altata. 
Santa Ana and Tlaxcala Railroad...--. 8 g | Santa Ana to Tlaxcala. 
Tehuacan and Esperanza Railroad .... 50 50 | Tehuacan to Esperanza. 
Chihuahua to la Sierra Madre Railway. Bah een eee 
Monterey and Gulf Railroad .--.-.----- 50 37 | Monterey to Cadereyta. 
Cordoba and Tuxtepec Railroad ..-.---.. 10 5 | Cordoba to Amatlan. 
Salamancaand SantiagoV alley Railroad. (Ya aie cag L 
Orizaba and Nogales Railroad .......-. 5 6 | Orizaba to Nogales. 
Jalapa and Coatepec Railroad .......-.. 13 13 | Jalapa to Coatepec. 
District Railroads ........--..--.------ 91 14 | San Antonio Abad to Tlalpam. 
1 | San Fernando Branch, 
5 | Coyoacan Branch. 
3 | Double lines and sidings. 
10 | Belem to San Angel. 
2 | Arbol Benito Branch. 
7 | Double lines and sidings. 
15 | Tlaxpana to Tlalnepantla. 
2 | Branch to the Spanish Cemetery. 
4 | Double lines and sidings. 
4 | Peralvillo to Guadalupe. 
4 | La Cantera Branch. 
1 | Cemetery Branch. 
4 | Double lines and sidings. 
3 | Belem to La Piedad. 
2 | Double line. 
3 | Chapultepec to Dolores. 
2 | Double line. 
4 | Chapultepec to Morales. - 
4 | Siding. 
§ | Lecumberry to Pefion. 
Motaleensscets ee Welle enteTs siaimaiere 4, 737 4, 658 


’ 
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NARROW-GAUGE LINES. 


Names of sections. 


Name of railway. oie se 
Kilos. Kilos. 
183 59 
ROSeCaeE sees 20 
Riawisiaetecicats 54 
70 15 
ddodnedanGes 55 
Merida and Peto Railroad ......... weed 7 66 
Mexican National Railroad ....... este 1, 822 1, 348 


Toluca and San Juan de las Huertas 13 
Railroad. 
Cardenas and Rio Grijalva Railroad... 7 
Merida and Sotuta Railroad............ 54 
San Juan Bautista and Paso de Ta- 3 
multe Railroad. 
Potrero and Cedral Railroad............ 24 
Marques and Zimapam Railroad. ...... 24 
San Martian and Hidalgo Railroad..... 4 
Michoacan Railroad.............--..... 4. 
Nuevo Leon Railroad ..... Pnlaic a /alcieate ae 10 
Inter-Oceanic Railroad.-............... 555 
DO Messianic seeteecces ese ee acee soe ee oe 
DOs ae clases Saisie'es Blain stata sien ciaiee Pee ei tee 
DOE ascacscsccce BEnCoURACESOLOoH HOSEA OSESHE 
LOtal escee elect seco rse eee 3, 849 


H. Mis. 50——26 


Trolo to Pachuca. 

Tepa to Somorriel. 

Teoloyucan to San Agustin. 

Vera Cruz to Medellin. 

Alvarado to Medellin. 

Merida to Bolonchechen. 

Mexico to Laredo. 

Acambaro to Patzcuaro. 

Mexico to El Salto. 

Manzanillo to Colima. 

Zacatecas to Guadalupe. 

Matamoros to San Miguel de las 
Cuevas. 

Belt Line. 

Campeche to Lerma. 

Campeche to Pomuch. 

Merida to Motul. 

Conkal to Progresso. 

Chalce to Hacienda de Zayaleta. 


Toluca to Hacienda de los Huertas. 


Cardenas to Rio Grijalva. 
Merida to Tekanto. 
San Juan Bautista. 


Marques to Astillero. 


Zamora to Jacona. 
Montery to Santacatarina. 
Mexico to Perote. 

Mexico to Yautepec. 
Puebla to Atlixco. 
Vireyes to San Juan. 
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States. 


Aguas Calientes ..----------------- 
Federal District 
Durango 
Guanajuato......--.--- eaehinsieeaaee 


Hidalgo 
Jalisco 


San Luis Potosi 
Sinaloa 


Tamaulipas 
Vera Cruz 


TRAMWAYS. 
Length 

Cities. 
Broad | Nar- 
gauge | row. 


Aguas Calientes 
Mexico 
Durango 
Guanajuato 


Trapuato 
Pachuca 
Guadalajara 
Mexicalcingo 
Encarnacion de Diaz 


Wbavos<.--s--ceeess= 
Toluca 
Morelia. cscosncsceee= = =e war ceisioeect Recs 
OskaCa-..>.<sseeces.nc seme eleenees wen sets 
Puebla 
Queretaro. ....----------------eeeeee- =e 
San Juan del Rio 
San Luis Potosi 
Mazatlan, 


Guaymas 
San Blas 
IMGPIGs = ase Perea ci 'e elalewleleia tetera 
Nuevo Laredo 
Vera Cruz 
Cordoba 
Orizaba 


wownnmw a 
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TABLE SHOWING THE NUMBER OF PASSENGERS CARRIED DURING THE YEARS: 1884 
TO 1888, INCLUSIVE. 


NUMBER OF PASSENGERS. 


Name of railway. 1884. 1885. 1886. 1887. 1888, 

Mioxi@an!coscie = san eSaess): sweecencisescas $389, 420 $377, 511 $361, 260 $380, 153 $356, 759 
Merida and Progresso................--. 87, 159 64, 173 77, 189 85, 044 109, 997 
Federal District......... iS epee 9,926,351 | 9,407,751 | 18, 841, 928 | 11,121,575 | 11, 055, 952 
Bidalgo.sseese see. EAS Rea ee eres 55, 209 51, 823 44, 666 53, 958 50, 459 
Vera Cruz and Alvarado .............--. 5, 160 38, 898 37, 772 29, 971 54, 700 
Merida and Peto............ Ree eoreae oe 81, 566 64, 118 62, 983 62, 763 85, 034 
Puebla and Matamoros Izucar........... IDOLE) | loaeoonesoanc 77, 405 68, 555 83, 157 
Mexican Central...... Go jonSSonOBOoaseeES 761, 687 694, 894 569, 655 TOT 698s) <2 cee mise ae 
Mexican National.......... sonesossssess 1, 092, 266 839, 572 891, 711 490) 390U | a2 occu cere 
Merida and Calkini:.......00.0.....2.--- 56, 985 55, 540 47, 573 55, 663 62, 107 
Sonora Ss. <-cceseseec EaCHO COO SERA OSSEaSD 36, 397 47, 271 45, 298 38, 139 35, 531 
Puebla and San Marcos ............ Peeee 62, 639 59, 124 | Besa BS SSO ee eer ee mente oe Peo 
Campeche and Calkini................... 38, 310 20, 518 17, 701 138, 220 10, 981 
Merida and Valladolid............ poesia A 75, 541 100, 015 132, 210 175, 901 187, 967 
Dalim analcoye qc caste <c'e eeaceis snsiiaecmnee 40, 211 41, 225 41, 991 47, 808 41, 943 
Mexican International.-.................. 15, 942 9, 858 10, 411 9, 796 41,170 
Chalchicomula............ Seacsootmadedac 14, 218 10, 928 9, 994 9, 794 9,172 
Orizaba and Ingenio..................-.. 87, 315 34, 921 TON TOON nes Se Seecen| Pane Saas 
Pehuantepe@ sn secr ass we chscce seeat oil cok os meee 5, 377 20, 189 T9E504 nc cc. eesice 
Singloaraud! Durangou-an-ces ec ese e ns secon cack ce 15, 824 28, 736 25/487) | cscs saci 5 
Santa Ana and Tlaxcala ................ 117, 560 174, 204 156, 676 156,676) cnceceseec. 
HIMGGTOCCANIC. -otnsti. sesh sece= coke oe aece 420, 982 401, 430 366, 962 384, 196 620, 915 
Toluca and San Juan de las Huertas.....|..........-- 75, 052 97, 535 97, 874 79, 558 
Tehuacan and Esperanza -..........---- 18, 343 15, 049 12, 942 14, 848 14, 448 
Puebla and Texmelucan ................. 148, 743 I'S) 3) IReaoceenaeon|coocnussadcelleseauSsusace 
Meridayandusotmba: saves os peinence Seat Saaecisce asen dows cd eecx callccsse meeeoe 42, 812 78, 102 
San Juan Bautista and Tamulte ......... EB wissiesaSeeallaooes DodSEud GeecngsdadcollososUdsadseuallgaecdaoscsucs 
Cardenas andihioiGrij alyatccnes 2 otha leans eee ec cee aca elec coc oe ce | Ste emcee lee ee 

Totalesces ptibielsisceeenisacts oreee----| 13, 644, 098 "12, 751, 028 | 22, 027, 436 | 14,181,870 | 12,977,952 

RETURNS FROM PASSENGERS. 

Mexican... icc.ccee QucaocnaTaqoneadodTase $655, 458 $603, 608 $604, 278 $655, 312 $620, 651 
Merida and Progreso. ....-.-.-.....----< 37, 940 29, 078 33, 353 22, 844 29, 812 
HMederal District 72 <icroic<.00etsercciew s's.ciaoaels 717, 264 690, 457 746, 107 ~ 810, 976 800, 998 
Midaleo.o5.csccae soc ees eereee sce ones 32, 648 32, 295 36, 692 43, 582 41, 476 
Vera Cruz and Alvarado,.............-.. 2, 885 18, 451 18, 673 MO67 3 eSst cece ten 
Merida and Peto.............. Sewewessene 17, 818 16, 795 16, 728 15, 943 20, 291 
Puebla and Matamoros Izucar........... QT O9AN| ors a cama cae 28, 067 20, 570 22, 581 
Mexican! Central:.o. sss ese. soesucaeee os 1,111,900 | 4, 11,062] 1,185,6624) “2515748 |--22 5. 222k. 
Mexican National..........-... . 580, 819 492, 822 538, 359 497,640 25.0500 -00 
Morida and! Calkinivs--2 scsseececess cece 9, 587 10, 052 8, 611 9, 899 10, 967 
EXTUE sadaocnoadesaonbsuccU ses Sebo adores 85, 793 101, 918 98, 613 85, 238 77, 309 
Puebla and San Marcos.................. 37, 606 BE OSON as ceaitea ees esse ene es |icewao waeas 
Campeche and Calkini................... 3, 573 2, 585 2, 167 1, 894 2, 046 
Merida and Valladolid................... 12, 595 18, 548 25, 798 32, 298 37, 957 
lalmanaleo xii sce. ase sseccesce ss aoe 4, 596 4, 577 4, 621 5, 098 4, 590 
Mexican International .................. 30, 858 25, 881 29, 242 32, 516 125, 844 
Chalehicomullaye se ss-ccseetecencee vice sc sic 3, 683 2, 834 2, 595 2, 386 2, 243 
Qrizaha and Ingenio...........99---.--+: 10, 920 4, 365 9, 962 4, 673 2, 290 
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TABLE SHOWING THE NUMBER OF PASSENGERS CARRIED, ETC.—Continued. | 


RETURNS FROM PASSENGERS —Continued. 


Name of railway. 1884, 1885. 1886. 1887. 1888. 
Tehuantepec .-.-..--... wile eswweitewsesene lta! Ubebccemne $914 $2, 984 2557601) arcsmiaeselalel= 
Sinaloa and Durango.......---0-- celattoes $19, 618 8, 786 10, 681 105705, faasnaseestee 4 
Santa Ana and Tlaxcala.......-...------ 8, 580 8, 580 6, 733 CRYGE} |lescecguetced 
InteroceaniGccs. -e1oos- aeeceesioee is e'esee 185, 987 180, 708 165, 972 178, 340 $244, 756 
Toluca and San Juan de Jas Huertas----.|..-..------- 6, 863 9, 078 8, 788 7, 281 
Tehuacan and Esperanza.............--- 11, 427 10, 077 9,111 10, 081 9, 633 
Puebla and Texmelucan..............-.. 24, 231 pe iteeenseqooacd On ssjsisine cise tsoeeniee ae 
Merida arid SOtu fate ee eee ed ane ae os Nem ee Neo Selusaistieee atte 7, 280 1, 898 
San Juan Bautista and Tamulte..........).2...20.-22-|- ecco er eee |--eceee S060e 38, 047 4, 879 
Cardenas and Rio Grijalva.......--.ce-0-|-----02-----|--o 200 cee ee | enn ene eee 401 | 22. sawenene 

Dotal'gececsecscieciee baoodscns e------| 3,633,201 | 3, 440,873 | 3,589,097 | 3,732, 436 2, 090, 595 
FREIGHT EARNINGS. 

MERCHANDISE CARRIED. 
Mexican f..2seh 22-2 s6 Sainasee sels eset 236, 030 246, 142 306, 432 301, 165 310, 006 
Merida and Progreso ....- Blea wens etersttetet 95, 963 79, 611 58, 239 46, 055 30, 872 
Federal District ...... BEDE OSOODCTOOSO noon) |9hCSo5 seco) |lsoedoconncnullsacdd Snedens Soc Bb sbanSo losonsco.can 
Hidalgoze-see- 525-6 bto PARES ODUEODEGIS 34, 958 40, 960 51, 960 65, 524 69, 470 
Vera Cruz and Alvarado ....-..-.-. £ obct) ins ooneore nao uoaodd “accor GEE) |lsonsbo debe on 7, 687 
Merida and Peto....... Scooaedso6nSGecns6 11, 063° 16, 919 17, 368 15, 827 18, 362 
Puobla and) Matamoros P2Gars- sc. ast s| dene oo sets |mee anise oe sis |ee seas see aia weteiaisinicineaists 5, 974 
Gentralinewesros cece asetiecen secre aren. 197, 189 214, 911 255, 027 B56, 448) Nites ecee see 
Mexican National ......--.---cc0---0--n. 263, 117 177, 679 232, 661 293;\( 90a) senamcltness 
Merida and Calkini......... mbeocoout ieree 3, 952 7, 214 5, 757 7, 085 10, 825 
Sonora... 2-2-0. -- 2-0 - eem eee ccecee ceenne ~~ 20, 967 29, 927 33, 635 36, 660 38, 398 
Puebla and San Marcos .:..... Beeeaae Zee 9, 463 2251535 eeeme eeceeatas eke tucson cesseeteene 
Campeche and Calkini.......... SpaGy Sona loSacbecssoee 579 508 301 476 
Merida and Valladolid...........---..-.. 4, 248 6, 040 25, 181 41, 496 35, 099 
Tialmanel cOmesscece seen seceemee= <eicie es 9, 641 7, 466 7, 187 8, 083 9, 378 
Mexican International 15, 129 50, 896 35, 877 86; 889 116, 561 
Cardenas and Rio Grijalva ......... pesortlanosoncesead paocstosocoodllondene sostodlloconaptancosl! ban samc 6 
Merida and Sotuta...... eirickolcle orsfeiatele ciate «| |meteie(ealetciosietellisteiea ciate ciaictsrs|| ‘sieteie(etetetetctere! 3 2, 729 7, 871 
Chalchicomula =------..--..--. 4,079 5, 835 15, 193 
Orizaba and! Ingenio... <0. cor 60.0 ec ccices|eecces--s--> BoP I Beco cocnoads| coe Seeee 5 
Tehuantepec .--..--.......-.-.2- 1, 879 2, OL) sea mieete ete 
Sinaloa and Durango -o-epeeno.+ oss scees|eecsc<cseea~ 4, 316 5,328 |..-.3- teitcisisle 
Santa Ana and Ulaxcala. cscaececccescsss|ceeeceenar= seems aleeanes| eaine settecc ce jeseaieeeae ama ieeet ee ee ner 
TM TerOCeaNiG=eeseea ces oe oss =e ala cecicattes 117, 179 153, 540 124, 776 139, 158 183, 559 
Toluca and San Juan de las Huertas.....|,-.---------|----++------ 6, 133 9, 361 6, 557 
BeS5 7 socmceee tose 7, 669 9, 598 
Bi 276 Wesaatocesatcllessooseemecelhscs =seoeae 
1,064,590 | 1,173,086 | 1,432,458| 873,894 
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TABLE SHOWING THE NUMBER OF PASSENGERS CARRIED, ETC. —Continued. 


RETURNS FROM MERCHANDISE CARRIED. 


Name of railway. 1884, 1885. 1886, 1887. 1888, 
(Mexi¢anis-cceocese<tcens alswislaisie’= cies’ tae $3, 191, 916 | $2, 799, 354 | $2, 784, 511 | $3, 141, 704 $2, 970, 838 
Merida and Progreso ............-..----- 139, 299 120, 389 78, 168 99, 411 64, 291 
MeéderalcDistriets.c-~s.-cecsebecccisocesas 114, 307 63, 423 134, 033 37, 492 167, 818 
LB Fe I Aes os SA ee ee Ae: SURI 54, 955 76, 710 117, 603 145, 702 154, 857 
Vera Cruz and Alvarado .............--- Biaeiateisiinecictellliseicietsieime es 4, 942 V4. 3164) edz cece 
Merida and Peto...............-- eect. 11,588 20, 222 21, 710 26, 619 33, 928 
Puebla and Matamoros Izucar..... wales 63219) ie aisrcice siento s 6, 440 9, 926 23, 145 
Central)... 2cesseccce 2, 662, 684 | 2,484,325 | 2,754,613 | 3,721,358 | .......... 
Mexican National ....... 701, 488 803, 291 | 1,018,018! 1,092,893 | ........... 
Merida ana VUalgini..... 5, 203 8, 971 9, 264 13, 076 19, 623 
SOMOLA cts iaeosise hose ste tereieweekemaec 108, 541 158, 648 191, 981 442, 364 154, 997 
Puebla and San Marcos..... apes ae 39, 195 4,950)... Sete leew etenea haal lake icone 
Campeche and ‘Calkinigs cc. --<<001c--0clcccsccccccs 119 315 186 285 

5, 827 8, 487 33, 276 58, 096 65, 864 

7, 271 6, 830 5, 997 6, 788 8, 086 

Mexican International..... a oscas eieiessisiel 33, 589 118, 177 144, 211 189, 184 459, 406 
CardenasandrRio Guijalvapeecssctence ceeleccer eccenedlionnoecteteenlteeneeneeone (PA esse Be eeeoe 
Merida and! Sotuta.....<.c2se feiscawoees sal secscasccicesllsos are AigdSeood| papoasaecaroc 8, 958 17, 656 
Chalchicomula ...... Salata 11, 681 4, 805 4, 980 6, 862 8, 763 
Orizaba and Ingenio ......-..... beoctrenty 210 363 350 101 139 
VRGHWANCO POC Te san oc asis capes a cen cee sen detSeneccees = 2, 380 3, 163 B79. |liseiwie crete eter 
Sinaloa and Durango .<..-.-....<2..2.22<- 101, 325 13, 229 15, 901 16; 660 Fascceclonie 
Santa Ana and Tlaxcala ........... gisuees 1, 483 1, 482 iBBYE} LASTS aosescete 5 
IMtENOCEARIG ioe caratecie sie adea de scseeuan se 357, 492 387, 528 420, 983 404, 005 616, 172 
Toluca and San Juan de las Huertas.....).......----- 1, 241 5, 201 6, 755 4,300 
Tehuacan and Esperanza ..........-..--. 32, 921 31, 905 38, 271 47, 347 52, 513 
Puebla and Texmelucan..... eee ottaed 9, 589 Ui SOU headers divas oles p simrais ell Some masters 
HOtaliccsceccccceokceses Rina stararetretote a 7, 596, 254 | 7,124,804 | 7,794,914} 9, 490, 730 4, 822, 690 
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APPENDIX 138. 


Tae Oe 


TO 


RHGULATEH COMMERCE. 


APPROVED FEBRUARY 41x, 1887, AND IN 
EFFECT APRIL 5rn, 1887. 


Vol. 24, page 379. 
U. S. Statutes 
at Large. 


Public No. 41. 


AS AMENDED BY ACT APPROVED AND IN 
EFFECT MARCH 2p, 1889. 


= 25, page 855. 
U. S$. Btatates ) 
at Large. / 


Public No. 125. 
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AN ACT TO REGULATE COMMERCE. 
(As amended March 2, 1889.) 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That the 
provisions of this act shall apply to any common carrier or 
carriers engaged in the transportation of passengers or 
property wholly by railroad, or partly by railroad and partly 
by water when both are used, under a common control, 
management, or arrangement, for a continuous carriage or 
shipment, from one State or Territory of the United States, 
or the District of Columbia, to any other State or Territory 
of the United States, or the District of Columbia, or from 
any placein the United States to an adjacent foreign country, 
or from any place in the United States throughaforeigncoun- Carriers and 
try to any other place in the United States, and also to the Mamsportation 
transportation in like manner of property shipped from any 
place in the United States to a foreign country and carried 
from such place to a port of transshipment, or shipped 
from a foreign country to any place in the United States 
and carried to such place froma port of entry either in the 
United States or an adjacent foreign country: Provided, 
however, That the provisions of this act shall not apply to 
the transportation of passengers or property, or to the re- 
ceiving, delivering, storage, or handling of property, wholly 
within one State, and not shipped to or from a foreign coun- 
try from or to any State or Territory as aforesaid. 

The term “ railroad” as used in this act shall include all 
bridges and ferries used or operated in connection with any 
railroad, and also all the road in use by any corporation Whattheterms 
operating a railroad, whether owned or operated under Bieri oetation 
contract, agreement, or lease; and the term “ transporta- include. 
tion” shall include all instrumentalities of shipment or 
carriage. 

All charges made for any service rendered or to be ren- 
dered in the transportation of passengers or property as 
aforesaid, or in connection therewith, or for the receiving, 
delivering, storage, or handling of such property, shall be DE 
reasonable and just; and every unjust and unreasonable 
charge for such service is prohibited and declared to be un- 
lawful. 
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Src. 2. That if any common carrier subject to the provis- 
ions of this act shall, directly or indirectly, by any special 
rate, rebate, drawback, or other device, charge, demand, col- 
lect, or receive from any person or persons a greater or less 
compensation for any service rendered, or to be rendered, in 
the transportation of passengers or property, subject to the 

pe My a: provisions of this act, than it charges, demands, collects, or 

bidden. receives from any other person or persons for doing for him 
or them a like and contemporaneous service in the trans- 
portation of a like kind of traffic under substantially similar 
circumstances and conditions, such common carrier shall be 
deemed guilty of unjust discrimination, which is hereby 
prohibited and declared to be unlawful. 

Src. 3. That it shall be unlawful for any common carrier 
subject to the provisions of this act to make or give any 

pata cf ais undue or unreasonable preference or advantage to any par- 
erence or advan: ticular person, company, firm, corporation, or locality, orany 
- particular description of traffic, in any respect whatsoever, 
or to subject any particular person, company, firm, corpora- 
tion, or locality, or any particular description of traffic, to 
any undue or unreasonable prejudice or disadvantage in any 

respect whatsoever. 

Every common earrier subject to the provisions of this act 
shall, according to their respective powers, afford all reason- 

Facilities for able, proper, and equal facilities for the interchange of traffic 
interchange of . 2 é a 
traffic. between their respective lines, and for the receiving, for- 
warding, and delivering of passengers and property to and 
from their several lines and those connecting therewith, 
and shall not discriminate in their rates and charges be- 
tween such connecting lines ; but this shall not be construed 
as requiring any such common carrier to give the use of its 
tracks or terminal facilities to another carrier engaged in 
like business. 

Sec. 4. That it shall be unlawful for any common carrier 
subject to the provisions of this act to charge or receive any 
greater compensation in the aggregate for the transporta- 

Longand short tion of passengers or of like kind of property, under sub- 
haul provision. F A ede ° shite 
stantially similar circumstances and conditions, for a shorter 
than for a longer distance over the same line, in the same 
direction, the shorter being included within the longer dis- 
tance; but this shall not be construed as authorizing any 
common carrier within the terms of this act to charge and 
receive as great compensation for a shorter as for a longer 
distance: Provided, however, That upon application to the 
Commission appointed under the provisions of this act, 
such common carrier may, in special cases, after investiga- 
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tion by the Commission, be authorized to charge less for 
longer than for shorter distances for the transportation of 
passengers orproperty ; and the Commission may from time 
to time prescribe the extent to which such designated com- 
mon carrier may be relieved from the operation of this sec- 
tion of this act. 
Src. 5. That it shall be unlawful for any common carrier 
subject to the provisions of this act to enter into any con- 
tract, agreement, or combination with any other common . Pooling of 


* . f ; : freights and divi- 
carrier or carriers for the pooling of freights of different sion of earnings 


and competing railroads, or to divide between them the Sia 
aggregate or net proceeds of the earnings of such railroads, 
or any portion thereof; and in any case of an agreement 
for the pooling of freights as aforesaid, each day of its con- 
tinuance shall be deemed a separate offense. 

SEC. 6. (As amended.) That every common carrier subject 
to the provisions of this act shall print and keep open to 
public inspection schedules showing the rates and fares 
and charges for the transportation of passengers and prop- 
erty which any such common carrier has established and 
which are in force at the time upon itsroute. The schedules 
printed as aforesaid by any such common carrier shall 
plainly state the places upon its railroad between which 
property and passengers will be carried, and shall contain 
the classification of freight in force, and shall also state 
separately the terminal charges and any rules or regula- 
tions which in any wise change, affect, or determine any 
part or the aggregate of such aforesaid rates and fares and 
charges. Such schedules shall be plainly printed in large Printing ana 


; i ~ posting of sched- 
type, and copies for the use of the public shall be posted in ples ef rates, 


two public and conspicuous places, in every depot, station, charges. : 
or office of such carrier where passengers or freight, re- 
spectively, are received for transportation, in such form 
that they shall be accessible to the public and can be con- 
veniently inspected. 
Any common carrier subject to the provisions of this act 
receiving freight in the United States to be carried through 
a foreign country to any place in the United States shall 
also in like manner print and keep open to public inspection, 
at every depot or office where such freight is received for 
shipment, schedules showing the through rates established ering ond 
and charged by such common earrier to all points in the a esioe oe 
United States beyond the foreign country to which it ac- through aforeign 
cepts freight for shipment; and any freight shipped from pee 
the United States through a foreign country into the United 


States, the through rate on which shall not have been made 
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public as required by this act, shall, before it is admitted 
into the United States from ia foreign country, be sub- 
ject to customs duties as if said freight were of foreign 
production; and any law in conflict with this section is 
hereby repealed. 

No advance shall be made in the rates, fares, and charges 
which have been established and published as aforesaid by 
any common carrier in compliance with the requirements of 

ee Hehe this section, except after ten days’ public notice, which shall 

oe rates plainly state the charges proposed to be made in the schedule 

then in force, and the time when the increased rates, fares, or 

changes will go into effect; and the proposed changes shall 

be shown by printing new schedules, or shall be plainly in- - 

dicated upon the schedules in force at the time and kept 

Three days’ open to public inspection. Reductions in such published 

er aiea rates, fares, or charges shall only be made after three days’ 

rates tobegiven- )avious public notice, to be given in the same manner that 
notice of an advance in rates must be given. 

And when any such common carrier shall have established 
ee oplished tiles au) published its rates, fares, and charges in compliance 
ted from. with the provisions of this section, it shall be unlawful for 

such common carrier to charge, demand, collect, or re- 
ceive from any person or persons a greater or less compen- 
sation for the transportation of passengers or property, or 
for any services in connection therewith, than is specified 
in such published schedule of rates, fares, and charges as 
may at the time be in force. 

Every common carrier subject to the provisions of this act 

Copiesofschea- Shall file with the Commission hereinafter provided for copies 


les of rates, 
Havsendeharees of its schedules of rates, fares, and charges which have 


to be filed with heen established and published in compliance with the re- 

quirements of this section, and shall promptly notify said 

Commission of all changes made in the same. Every such 

Copies of con: common carrier shall also file with said Commission copies 

ments to be filed of all contracts, agreements, or arrangements with other 

sion. common carriers in relation to any traffic affected by the 

provisions of this act to which it may be.a party. And in 

cases where passengers and freight pass over continuous 

lines or routes operated by more than one common carrier, 

and tbe several common carriers operating such lines or 

routes establish joint tariffs of rates or fares or charges for 

Joint tariffs to Such continuous lines or routes, copies of such joint tariffs 
be filed wi 

Commission, Shall also, in like manner, be filed with said Commission, 

mreneh e Cork Such joint rates, fares, and charges on such continuous 


pre- 
scribe publicity. lines so filed as aforesaid shall be made public by such 
common carriers when directed by said Commission, in so 
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far as may, in the judgment of the Commission, be deemed 
practicable; and said Commission shall from time to time 
prescribe the measure of publicity which shall be given to 
such rates, tares, and charges, or to such part of them as it 
may deem it practicable for such common carriers to pub- 
lish, and the places in which they shall be published. 
No advance shall be made in joint rates, fares, and charges, 
shown upon joint tariffs, except after ten days’ notice to, Ten days’ no 


hee : : tice to Commis 
the Commission, which shall plainly state the changes pro- sion of advaney 


in joint rates, 
posed to be made in the schedule then in force, and thetime panes, «Saud 
when the increased rates, fares, or charges will go into ef- 
fect. No reduction shall be made in joint rates, fares, and 
charges, except after three days’ notice, to be given to the no ae. 
Commission as is above provided in the case of an advance mission of reduc- 

53 9, SI q tion in joint 
of joint rates. The Commission may make public such pro- rates, faves, and 
posed advances, or such reductions, in such manner as may, "*** 
in its judgment, be deemed practicable, and may prescribe more of Com: 
from time to time the measures of publicity which common 42v320°8 publ, 
carriers shall give to advances or reductions in joint tariffs. 

It shall be unlawful for any common carrier, party to ANY Joint rates, 
joint tariff, to charge, demand, collect, or receive from any dorges not iene 
person or persons, a greater or less compensation for the *Y#ted from. 
transportation of persons or property, or for any services in 
connection therewith, between any points as to which a joint 
rate, fare, or charge is named thereon than is specified in 
the schedule filed with the Commission in force at the time. 

The Commission may determine and prescribe the form ae Sp mission 
in which the schedules required by this section to be kept forms of sched. 
open to public inspection shall be prepared and arranged, ae tee 
and may change the form from time to time as shall be "2° 
found expedient. 

If any such common carrier shall neglect or refuse to file 
or publish its schedules or tariffs of rates, fares, and charges 
as provided in this section, or any part of the same, such 
common carrier shall, in addition to other penalties herein Penalties for 

: neglecting or re- 
prescribed, besubject to a writ of mandamus, to be issued by fusing to file or 
any circuit court of the United States in the judicial district P22! Bs ae 
wherein the principal office of said common carrier is situ- “°° 
ated, or wherein such offense may be committed, and if such 
common carrier be a foreign corporation in the judicial cir- 
cuit wherein such common carrier accepts traffic and has an 
agent to perform such service, to compel compliance with 
the aforesaid provisions of this section; and such writ shall 
issue in the name of the people of the United States, at the 
relation of the Commissioners appointed under the provisions 


of this act; and the failure to comply with its requirements 
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shall be punishable as and for a contempt; and the said 
Commissioners, as complainants, may also apply, in any such 
circuit court of the United States, for a writ of injunction 
against such common carrier, to restrain such common car- 
rier from receiving or transporting property among the sev- 
eral States and Territories of the United States, or between 
the United States and adjacent foreign countries, or between 
ports of transshipment and of entry and the several States 
and Territories of the United States, as mentioned in the 
first section of this act, until such common carrier shall have 
complied with the aforesaid provisions of this section of this 
act. 

Src. 7. That it shall be unlawful for any common carrier 
subject to the provisions of this act to enter into any com- 
bination, contract, or agreement, expressed or implied, to 
prevent, by change of time schedule, carriage in different 
cars, or by other means or devices, the carriage of freights 

Continuousfrom being continuous from the place of shipment to the 
carriage o 3 . - 4 
LOE hae place of destination; and no break of bulk, stoppage, or 1n- 
terrupted. terruption made by such common carrier shall prevent the 

carriage of freights from being and being treated as one con- 
tinuous carriage from the place of shipment to the place of 
destination, unless such break, stoppage, or interruption was 
made in good faith for some necessary purpose, and without 
any intent to avoid or unnecessarily interrupt such continu- 
ous carriage or to evade any of the provisions of this act. 

Sxo. 8. That in case any common carrier subject to the 
provisions of this act shall do, cause to be done, or permit to 
be done any act, matter, or thing in this act prohibited or 
declared to be unlawful, or shall omit to do any act, matter, 
or thing in this act required to be done, such common car- 

ccuisbility of rier shall be liable to the person or persons injured thereby 

for damages. for the full amount of damages sustained in consequence of 
any such violation of the provisions of this act, together 
with a reasonable counsel or attorney’s fee, to be fixed by 
the court in every case of recovery, which attorney’s fee shall 
be taxed and collected as part of the costs in the ease. 

Src. 9. That any person or persons claiming to be dam- 
aged by any common carrier subject to the provisions of 
this act may either make complaint to the Commission, as 
hereinafter provided for, or may bring suit in his or their 
own behalf for the recovery of the damages for which such 

Persons claim- gg77mon carrier may be liable under the provisions of this 


ing to be dam- 


SB may com act, in any district or circuit court of the United States of 
sion or bring suit iInrisdicti ° x rs 
pee dah elle sit competent jurisdiction; but such person or persons shall 


courts. not have the right to pursue both of said remedies, and 
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must in each case elect which one of the two methods of 
procedure herein provided for he or they will adopt. In 
any such action brought for the recovery of damages the 
court before which the same shall be pending may compel 
any director, officer, receiver, trustee, or agent of the cor- 
poration or company defendant in such suit to attend, ap- 
pear, and testify in such ease, and may compel the produc- 
tion of the books and papers of such corporation or company 
party to any such suit; the claim that any such testimony 
or evidence may tend to criminate the person giving such 
evidence shall not excuse such witness from testifying, but 
such evidence or testimony shall not be used against such 
person on the trial of any criminal proceeding. 

SEC. 10. (As amended.) That any common carrier subject 
to the provisions of this act, or, whenever such common 
. carrier is a corporation, any director or officer thereof, or 
any receiver, trustee, lessee, agent, or person, acting for or 
employed by such corporation, who, alone or with any other 
corporation, company, person, or party, shall willfully do 
or cause to be done, or shall willingly suffer or permit to 
be done, any act, matter, or thing in this act prohibited or 
declared to be unlawful, or who shall aid or abet therein, 
or shall willfuily omit or fail to do any act, matter, or thing 
in this act required to be done, or shall cause or willingly 
suffer or permit any act, matter, or thing so directed or re- 
quired by this act to be done not to be so done, or shall aid 
or abet any such omission or failure, or shall be guilty of 
any infraction of this act, or shall aid or abet therein, shall 
be deemed guilty of a misdemeanor, and shall, upon con- 
viction thereof in any district court of the United States 
within the jurisdiction of which such offense was committed, 
be subject to a fine of not to exceed five thousand dollars 
for each offense: Provided, That if the offense for which 
any person shall be convicted as aforesaid shall be an un- 
_ lawful discrimination in rates, fares, or charges, for the 
transportation of passengers or property, such person shall, 
in addition to the fine hereinbefore provided for, be liable 
to imprisonment in the penitentiary for a term of not ex- 
ceeding two years, or both such fine and en yelceumon in 
the discretion of the court. 

Any common earrier subject to the provisions of this act 


such corporation, who, by means of false billing, false classi- 
fication, false weighing, or false report of weight, or by any 
other device or means, shall knowingly and willfully assist, 


Officers, &c., of 
defendant may 
be compelled to 
testify. 


Penalties for 
violations of act 
by carriers, their 
officers or agents: 
Fine and impris- 


onment. 


Penalties 
) false billing, etce., 

or, whenever such common carrier is a corporation, any offi- eee te 
cer or agent thereof, or any person acting for or employed by! Pine sadimpeis: 


ment. 
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or shall willingly suffer or permit, any person or persons to 
obtain transportation for property at less than the regular — 
rates then established and in force on the line of transporta- 
tion of such common carrier, shall be deemed guilty of a 
misdemeanor, and shall, upon conviction thereof in any court 
of the United States of competent jurisdiction within the dis- 
trict in which such offense was committed, be subject to a 
fine of not exceeding five thousand dollars, or imprisonment 
in the penitentiary for a term of not exceeding two years, or 
both, in the discretion of the court, for each offense. 

Penalties for Any person and any officer or agent of any corporation or 


false billing, etc., i 
by shippers and eg9mpany who shall deliver property for transportation to 


other persons: 

Fine aud impris- any common carrier, subject to the provisions of this act, or 
for whom as consignor or consignee any such carrier shall 
transport property, who shall knowingly and willfully, by 
false billing, false classification, false weighing, false repre- . 
sentation of the contents of the package, or false report of 
weight, or by any other device or means, whether with or 
without the consent or connivance of the carrier, its agent or 
agents, obtain transportation for such property at less than 
the regular rates then established and in force on the line of 
transportation, shall be deemed guilty of fraud, which is 
hereby declared to be a misdemeanor, and shall, upon con- 
viction thereof in any court of the United States of compe- 
tent jurisdiction within the district in which such offense 
was committed, be subject for each offense to a fine of not 
exceeding five thousand dollars, or imprisonment in the peni- 
tentiary for a term of not exceeding two years, or both, in 
the discretion of the court. 

Penalties | for If any such person, or any officer or agent of any such 
inducing co : 

mon carriers to corporation or company, shall, by payment of money or 


di inate un- 
justly: Fineand Other thing of value, policitation: or otherwise, induce any 


Tara uability COMMON Carrier subject to the provisions of this act, or any 


daagea"’* *°¥ of its officers or agents, to discriminate unjustly in his, its, 
or their favor as against any other consignor or consignee 
in the transportation of property, or shall aid or abet any 
common carrier in any such unjust discrimination, such 
person or such officer or agent of such corporation or com- 
pany shall be deemed guilty of a misdemeanor, and shall, 
upon conviction thereof in any court of the United States 
of competent jurisdiction within the district in which such 
offense was committed, be subject to a fine of not exceeding 
five thousand dollars, or imprisonment in the penitentiary 
for a term of not exceeding two years, or both, in the dis- 
cretion of the court, for each offense; and such person, cor- 
poration, or company shall also, together with said common 
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carrier, be liable, jointly or severally, in an action on the 
case to be brought by any consignor or consignee discrim- 
inated against in any court of the United States of compe- 
tent jurisdiction for all damages caused by or resulting 
therefrom. 

Sec. 11. That a Commission is hereby created and es- 
tablished to be known as the Interstate Commerce Commis- 
sion, which shall be composed of five Commissioners, who 
shall be appointed by the President, by and with the advice c 


417 


Inter state 


ommerce Com- 


missioners—how 


and consent of the Senate. The Commissioners first AP- appointed . 


pointed under this act shall continue in office for the term 


Terms of Com- 


of two, three, four, five, and six years, respectively, from the jjissionors, 


first day of January, anno Domini eighteen hundred and 
eighty-seven, the term of each to-be designated by the Presi- 
dent; but their successors shall be appointed for terms of 
Six years, except that any person chosen to fill a vacancy 
shall be appointed only for thé unexpired time of the Com- 
missioner whom he shall succeed. Any Commissioner may 
be removed by the President for inefficiency, neglect of 
duty, or malfeasance in office. Not more than three of the 
Commissioners shall be appointed from the same political 
party. No person in the employ of or holding any official 
relation to any common carrier subject to the provisions of 
this act, or owning stock or bonds thereof, or who is in any 
manner pecuniarily interested therein, shall enter upon the 
duties of or hold such office. Said Commissioners shall not 
engage in any other business, vocation, or employment. 
No vacancy in the Commission shall impair the right of the 
remaining Commissioners to exercise all the powers of the 
Commission. 

SEc. 12. (As amended.) That the Commission hereby 
created shall have authority to inquire into the manage- 


ment of the business of all common carriers subject to the mee or em: 
provisions of this act, and shall keep itself informed as to auire into busi- 


ness of carriers. 


the manner and method in which the same is conducted, 
and shall have the right to obtain from such common ecar- 
riers full and complete information necessary to enable the 
Commission to perform the duties and carry out the objects 
for which it was created; and the Commission is hereby 


Commission re- 


authorized and required to execute and enforce the provis- quired toentores 
ions of the act; and, upon the request of the Commission, the Provisions of 


it shall be the duty of any district attorney of the United 
States to whom the Commission may apply to institute in 
the proper court and to prosecute under the direction of the 
Attorney-General of the United States, all necessary pro- 
ceedings for the enforcement of the provisions of this act 


H. Mis. 50——27 
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and for the punishment of all violations thereof; and the 
costs and expenses of such prosecution shall be paid out of 
the appropriation for the expenses of the courts of the 
United States; and for the purposes of this act the Com. 
és ponent ee mission shall have power to require, by subpeena, the attend. 
require attend-ance and testimony of witnesses and the production of all 


ance of wit- : 
aneees and pro. DOOkS, papers, tariffs, contracts, agreements, and documents 


duction of books 5 : A G 5 
and papers. relating to any matter under investigation, and in case of 
disobedience to a subpcena, the Commission, or any party to 
a proceeding before the Commission, may invoke the aid of 
any court of the United States in requiring the attendance 
and testimony of witnesses and the production of books, 
papers, and documents under the provisions of this section, 
And any of the circuit courts of the United States within 
the jurisdiction of which such inquiry is carried on may, in 
case of contumacy or refusal to obey a subpeena issued to 
any common carrier subject to the provisions of this act, or 
other person, issue an order requiring such common carrier 
or other person to appear before said Commission (and pro- 
duce books and papers if so ordered) and give evidence 
touching the matter in question; and any failure to obey 
Punishment such order of the court may be punished by such court asa 
tor refusal to tes- 5 2 
tity or pee. contempt thereof. The claim that any such testimony or 
pers. evidence may tend to criminate the person giving such evi- 
dence shall not excuse such witness from testifying; but such 
evidence or testimony shall not be used against such person 
on the trial of any criminal proceeding. 
Src. 13. That any person, firm, corporation, or association, 
or any mercantile, agricultural, or manufacturing society, 
Complaints to OF any body-politic or municipal organization complaining 
Commission. of anything done or omitted to be done by any common car- 
whom made." rier gubject to the provisions of this act in contravention of 
the provisions thereof, may apply to said Commission by 
petition, which shall briefly state the facts; whereupon a 
statement of the charges thus made shall be forwarded by 
the Commission to such common carrier, who shall be called 
upon to satisfy the complaint or to answer the same in writ- 
ing within a reasonable time, to be specified by the Com- 
mission. If such common carrier, within the time specified, 
Reparation by Shall make reparation for the injury alleged to have been 
te wien done, said carrier shall be relieved of liability to the com- 
plainant only for the particular violation of law thus com- 
plained of. If such carrier shall not satisfy the complaint 
within the time specified, or there shall appear to be any 


reasonable ground for investigating said complaint, it shall 
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be the duty of the Commission to investigate the matters Renae 
complained of in such manner and by such means as it shall sion. 
deem proper. 

Said Commission shall in like manner investigate any 
complaint forwarded by the railroad commissioner or rail- 
road commission of any State or Territory, at the request of 
such commissioner or commission, and may institute any 
inquiry on its own motion in the same manner and to the 
same effect as though complaint had been made. 

No complaint shall at any time be dismissed because of 
the absence of direct damage to the complainant. 

SEc. 14, (As amended.) That whenever an investigation Findings of 
shall be made by said Commission, it shall be its duty to matacieevidence 
make a report in writing in respect thereto, which shall in- coaieee = a 
clude the findings of fact upon which the conclusions of the 
Commission are based, together with its recommendation 
as to what reparation, if any, should be made by the com- 
mon carrier to any party or parties who may be found to 
have been injured ; and such findings so made shall there- 
after, in all judicial proceedings, be deemed prima facie 
evidence as to each and every fact found. 

All reports of investigations made by the Commission 
shall be entered of record, and a copy thereof shall be fur- 
nished to the party who may have complained, and to any 
common carrier that may have been complained of. 

The Commission may provide for the publication of its _Reportsandde- 

5.5 C cisions. Author- 
reports and decisions in such form and manner as may be ized publizations 
best adapted for public information and use, and such au- midente 
thorized publications shall be competent evidence of the 
reports and decisions of the Commission therein contained, 
in all courts of the United States, and of the several States, ° 
without any further proof or authentication thereof. The 4p ubieailepend 
Commission may also cause to be printed for early distribu- 
tion its annual reports. 

Szo. 15. That if in any case in which an investigation 
shall be made by said Commission it shall be made to ap- 
pear to the satisfaction of the Commission, either by the 
testimony of witnesses or other evidence, that anything has 
been done oromitted to be done in violation of the provisions 
of this act, or of any law cognizable by said Commission, by 
any common carrier, or that any injury or damage has been 
sustained by the party or parties complaining, or by other 
parties aggrieved in consequence of any such violation, it 
shall be the duty of the Commission to forthwith cause a 
copy of its report in respect thereto to be delivered to such 
common carrier, together with a notice to said common car- 


annual reports of 
Commission. 
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pnotice-to com: rier tO cease and desist from such violation, or to make 
Goss jrom viola: reparation for the injury so found to have been done, or both, 
within a reasonable time, to be specified by the Commission ; 

and if, within the time specified, it shall be made to appear 

to the Commission that such common carrier has ceased 
Complisncefromisueh violation of law, and has made reparation for the 


with notice 
gouge from viola -injury found to have been done, in compliance with the re- 
Rep 


Seno port and notice of the Commission, or to the satisfaction of 
the party complaining, 2 statement to that effect shall be 
entered of record by the Commission, and the said common 
carrier shall thereupon be relieved from further liability or 
penalty for such particular violation of law. 

Src. 16. (As amended.) That whenever any common Car- 
rier, as defined-in and subject to the provisions of this act, 
Petition toghall violate, or refuse or neglect to obey or perform any 


United States A s ay ees 
courts in cases of lawful order or requirement.of the Commission created by 
oO 


order of Commis. this act, not founded upon a controversy requiring a trial 
by jury, as provided by the seventh amendment to the Con- 
stitution of the United States, it shall be lawful for the Com- 
mission or for any company or person interested in such order 

or requirement, to apply in a summary way, by petition, to 
the circuit court of the United States sitting in equity in 
the judicial district in which the common carrier complained 

of has its principal office, or in which the violation or dis- 

obedience of such order or requirement shall happen, alleg- 
ing such violation or disobedience, as the case may be; and 
the said court shall have power to hear and determine the 

matter, on such short notice to the common carrier com- 

plained of as the court shall deem reasonable; and such no- 

tice may be served on such common carrier, his or its officers, 

agents, or servants in Such manner as the court shall direct; 
Powerof Unitea and said court shall proceed to hear and determine the mat- 
Pane lca ter speedily as a court of equity, and without the formal 
mine cases ofdiso” yeadings and proceedings applicable to ordinary suits in 
equity, but in such manner as to do justice in the premises ; 

and to this end such court shall have power, if it think fit, 
to direct and prosecute in such mode and by such persons 
as it may appoint, all such inquiries as the court may think . 

needful to enable it to form a just judgment in the matter 

of such petition; and on such hearing the findings of fact 
in the report of said Commission shall be prima facie evi- ° 

dence of the matters therein stated; and if it be made to ap- 

pear to such court, on such hearing or on report of any such 

person or persons, that the lawful order or requirement of 

said Commission drawn in question has been violated or 

disobeyed, it shall be lawful for such court to issue a writ 
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inj j _ Writs of injunc- 
of injunction or other proper process, mandatory or other an oes abe: 


wise, to restrain such common carrier from further contin- eee ce 
uing such violation or disobedience of such order or require- disobedience. 
ment of said Commission, and enjoining obedience to the 
Same; and in case of any disobedience of any such writ 
of injunction or other proper process, mandatory or other- panel ont 
wise, it shall be lawful for such court to issue writs of at- obey writs of in- 
tachment, or any other process of said court incident OR proper (procuee 
applicable to writs of injunction or other proper process, 
mandatory or otherwise, against such common carrier, and 
if a corporation, against one or more of the directors, offi- 
cers, or agents of the same, or against any owner, lessee, 
trustee, receiver, or other person failing to obey such writ 
of injunction, or other proper process, mandatory or other- 
wise; and said court may, if it shall think fit, make an 
order directing such common carrier or other person so dis- 
obeying such writ of injunction, or other proper process, 
mandatory or otherwise, to pay such sum of money, not ex- 
ceeding for each carrier or person in default the sum of five 
hundred dollars for every day, after a day to be named in 
the order, that such carrier or other person shall fail to obey 
such injunction or other proper process, mandatory or other- 
wise ; and such moneys shall be payable as the court shall 
direct, either to the party complaining or into court to abide 
the ultimate decision of the court, or into the treasury ; and 
payment thereof may, without prejudice to any other mode 
of recevering the same, be enforced by attachment or order 
in the nature of a writ of execution, in like manner asif the 
same had been recovered by a final decree in personam in 
such court. When the subject in dispute shall be of the Avpeals Le 
value of two thousand dollars or more, either party to such United States. 
proceeding before said court may appeal to the Supreme 
Court of the United States, under the same regulations now 
provided by law in respect of security for such appeal; but 
such appeal shall not operate to stay or supersede the order 
of the court or the execution of any writ or process thereon; 
and such court may, in every such matter, order the pay- 
ment of such costs and counsel fees as shall be deemed 
reasonable. Whenever any such petition shall be filed or 
presented by the Commission it shall be the duty of the dis- 
trict attorney, under the direction of the Attorney-General 
of the United States, to prosecute the same; and the costs 
and expenses of such prosecution shall be paid out of the 
appropriation for the expenses of the courts of the United 
States. 
If the matters involved in any such order or requirement 
of said Commission are founded upon a controversy requir- 
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ing atrial by jury, as provided by the seventh amendment 
to the Constitution of the United States, and any such com- 
mon carrier shall violate or refuse or neglect to obey or per- 
form the same, after notice given by said Commission as 
provided in the fifteenth section of this act, it shall be lawful 
Petition tofor any company or person interested in such order or re- 


United States 


courts in cases of qj i ary way by petition to the 
courtsin cases of quirement to apply in a summary way by p 


when trial by cireuit court of the United States sitting as a court of law in 
sary. the judicial district in which the carrier complained of has 
its principal office, or in which the violation or disobedience 
of such order or requirement shall happen, alleging such 
violation or disobedience as the case may be; and said court 
shall by its order then fix a time and place for the trial of 
said cause, which shall not be less than twenty, nor more 
than forty days from the time said order is made, and it 
-gshall be the duty of the marshal of the district in which said 
proceeding is pending to forthwith serve a copy of said peti- 
tion, and of said order, upon each of the defendants, and it 
shall be the duty of the defendants to file their answers to 
said petition within ten days after the service of the same 
upon them as aforesaid. At the trial the findings of fact of 
said Commission as set forth in its report shall be prima 
facie evidence of the matters therein stated, and if either 
party shall demand a jury or shall omit to waive a jury the 
Trial by jury. court shall, by its order, direct the marshal forthwith to 
summon a jury to try the cause; but if all the parties shall 
Trial by court. Waive a jury in writing, then the court shall try the issues 
in said cause and render its judgment thereon. If the sub- 
ject in dispute shall be of the value of two thousand dollars 
Appeals toSu- OF more either party may appeal to the Supreme Court of 
rome Court of the United States under the same regulations now provided 
by law in respect to security for such appeal; but such ap- 
peal must be taken within twenty days from the day of the 
rendition of the judgment of said cireuit court. If the judg- 
ment of the circut court shall be in favor of the party com- 
plaining, he or they shall be entitled to recover a reasonable 
. counsel or attorney’s fee, to be fixed by the court, which 
ounsel or at- z 

torney’s fees. Shall be collected as part of the costs in the case. For the 
purposes of this act, excepting its penal provisions, the cir- 
cuit courtsof the United States shall be deemed to be always 

in session. 
; Sec. 17. (As amended.) That the Commission may con- 

nterstate Com- a : 

merce | Commis. duct its proceedings in such manner as will best conduce 
procedure. to the proper dispatch of business and to the ends of jus- 
tice. A majority of the Commission shall constitute a quo- 
rum for the transaction of business, but no Commissioner 
sha!l participate in any hearing or proceeding in which he 
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has any pecuniary interest. Said Commission may, from 
time to time, make or amend such general rules or orders 
as may be requisite for the order and regulation of pro- 
ceedings before it, including forms of notices and the service 
thereof, which shall conform, as nearly as may be, to those 
in use in the courts of the United States. Any party may 
appear before said Commission and be heard in person or 
by attorney. Every vote and official act of the Commission 
shall be entered of record, and its proceedings shall be 
public upon the request of either party interested. Said 
Commission shall have an official seal, which shall be judi-  Osticial seal. 
cially noticed. Hither of the members of the Commission 
may administer oaths and affirmations and sign subpcenas. 

Src. 18. (As amended.) That each Commissioner shall re- ee niae on Cone 
ceive an annual salary of seven thousand five hundred dol- 
lars, payable in the same manner as the judges of the courts 
of the United States. The Commission shall appoint a sec- Been ero 
retary, who shall receive an annual salary of three thousand 
five hundred dollars, payable in like manner. The Com- 
mission shall have authority. to employ and fix the compen- 
sation of such other employees as it may find necessary to 
the proper performance of its duties. Until otherwise pro- 
vided by law, the Commission may hire suitable offices for _Ofices and sup- 
its use, and shall have authority to procure all necessary? 
office supplies. Witnesses summoned before the Commis- Witnesses’ fees. 
sion shall be paid the same fees and mileage that are paid 
witnesses in the courts of the United States. 

All of the expenses of the Commission, including all pea eaee 
necessary expenses for transportation incurred by the—how paid. 
Commissioners, or by their employees under their orders, i in 
making any investigation, or upon official business in any 
other places than in the city of Washington, shall be al- 
lowed and-paid on the presentation of itemized vouchers 
sheneton approved by the chairman of the Commission. 

‘ Seo. 19. That the principal office of the Commission ee ee 
shall be in the city of Washington, where its general s sion. 
sessions shall be held; but whenever the convenience of 
the public or the parties may be promoted or delay or ex- 
pense prevented thereby, the Commission may hold special c Sessions of the 
sessions in any part of the United States. It may, by one 
or more of the Commissioners, prosecute any inquiry neces- 
sary to its duties, in any part of the United States, into 
any matter or question of fact pertaining to the business of 
any common carrier subject to the provisions of this act. 

Sec. 20. That the Commission is hereby authorized to. eer Oe 
require annual reports from all common carriers subject to must render full 


annual reports to 


the provisions of this act, to fix the time and prescribe the Commission. 
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manner in which such reports shall be made, and to require 
from such carriers specific answers to all questions upon 
which the Commission may need information. Such annual 
reports shall show in detail the amount of capital stock 
issued, the amounts paid therefor, and the manner of pay- 
ment for the same; the dividends paid, the surplus fund, 
if any, and the number of stockholders; the funded and 
floating debts and the interest paid thereon; the cost and 
value of the carrier’s property, franchises, and equipments ; 
the number of employees and the salaries paid each class ; 
the amounts expended for improvements each year, how 
expended, and the character of such improvements; the 
earnings and receipts from each branch of business and 
from all sources; the operating and other expenses; the 
balances of profit and loss; and a complete exhibit of the 
financial operations of the carrier each year, including an 
annual balance-sheet. Such reports shall also contain such 
information in relation to rates or regulations concerning 
fares or freights, or agreements, arrangements, or contracts 
with other common carriers, as the Commission may re- 
quire; and the said Commission may, within its discretion, 
for the purpose of enabling it the better to carry out the 
purposes of this act, prescribe (if in the opinion of the 
Ee ponmn lorie Commission it is practicable to prescribe such uniformity 
eae es and methods of keeping accounts) a period of time within 
which all common e¢arriers subject to the provisions of this 
act shall have, as near as may be, a uniform system of 
accounts, and the manner in which such accounts shall be 
kept. 
ees Sec. 21. (As amended.) That the Commission shall, on or 
sion to Congress. before the first day of December in each year, make a re- 
port, which shall be transmitted to Congress, and copies of 
which shall be distributed as are the other reports trans- 
mitted to Congress. This report shall contain such infor- 
mation and data collected by the Commission as may be 
considered of value in the determination of questions con- 
nected with the regulation of commerce, together with such 
recommendationsas to additional legislation relating thereto 
as the Commission may deem necessary ; and the names and 
compensation of the persons employed by said Commission. 
Persons and So. 22. (As amended.) That nothing in this act shall 


ropert, that 
may be carried prevent the carriage, storage, or handling of property free 
rates. or at reduced rates for the United States, State, or muni- 
cipal governments, or for charitable purposes, or to or from 
fairs and expositions for exhibition thereat, or the free car- 
riage of destitute and homeless persons transported by 


charitable societies, and the necessary agents employed in 
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such transportation, or the issuance of mileage, excursion, , Mies, (o© 
or commutation passenger tickets ; nothing in this act shall oe acme 
be construed to prohibit any common carrier from giving 
reduced rates to ministers of religion, or to municipal gov- 
ernments for the transportation of indigent persons, or to 
inmates of the National Homes or State Homes for Dis- 
abled Volunteer Soldiers, and of Soldiers and Sailors’ 
Orphan Homes, including those about to enter and those 
returning home after discharge, under arrangements with 
the boards of managers of said homes; nothing in this act 
shall be construed to prevent railroads fromgiving free car- oe ene 
riage to their own officers and employees, or to prevent the OEE 
principal officers of any railroad company or companies road companies. 
from exchanging passes or tickets with other railroad com. 
panies for their officers and employees ; and nothing in this 
act contained shall in any way abridge or alter the reme- 
dies now existing at common law or by statute, but the 
provisions of this act are in addition to such remedies: Pro- genase 
vided, That no pending litigation shall inany way beaffected by act. 
by this act. 
(New section). That the circuit and district courts of the 
United States shall have jurisdiction upon the relation of any _,Jarisdiction of 


: ’ . nited States 
person or persons, firm, or corporation, alleging such viola- courts to issue 


S 2 ned writs of peremp- 

tion by acommon carrier, of any of the provisions of the act tory mandamus 

. on 9 : commanding the 

to which this is a supplement and all acts amendatory there- movement of in- 

A 5 e. terstate traffic or 

of, as prevents the relator from having interstate traffic the furnishing of 

* c cars or other 

moved by said common carrier at the same rates as are transportation 

hte ilities. 
charged, or upon terms or conditions as favorable as those“ 

given by said common carrier for like traffic under similar 
conditions to any other shipper, to issue a writ or writs of 
mandamus against said common carrier, conmanding such 
common carrier to move and transport the traffic, or to 
furnish cars or other facilities for transportation for the party 
applying for the writ: Provided, That if any question of 
fact as to the proper compensation to the common carrier for 
the service to be enforced by the writ is raised by the plead- 
ings, the writ of peremptory mandamus may issue, notwith- 
standing such question of fact is undetermined, upon such 
terms as to security, payment of money into the court, or 
otherwise, as the court may think proper, pending the de- 
termination of the question of fact: Provided, That the 
remedy hereby given by writof mandamus shall be cumu- 
lative, and shall not be held to exclude or interfere with 
other remedies provided by this act or the act to which it 


is a supplement. 


APPENDIX 14. 


REVISED AND AMENDED RULES OF PRACTICE IN CASES AND 
PROCEEDINGS BEFORE THE COMMISSION, WITH FORMS FOR 
COMPLAINTS, ANSWERS, NOTICES, ETC., AND COPIES OF SEC- 
TIONS 863 AND 864 OF THE REVISED STATUTES OF THE UNITED 
STATES. 


(Adopted June 8, 1889.) 
PUBLIC SESSIONS. 


I. The general sessions of the Commission for the hearing of con- 
tested cases will be held at: its office in the Sun Building, No. 1315 F 
street, northwest, Washington, D. C., on such days and at such hour 
as the Commission may designate. - 

Sessions for receiving, considering, and acting upon petitions, com- 
munications, and applications relating to business before the Commis- 
sion, and also for considering and acting upon any business of the Com- 
mission other than contested cases, will be held at its said office at 11 
o’clock a.m.on Monday of every week when the Commission is at 
Washington. 

When special sessions are held at other places such regulations as 
may be necessary will be made by the Commission. 


PARTIES. 


II. Where a complaint concerns only anything done or omitted to be 
done by a single carrier no other need be made a party, but if it relates 
to joint tariffs, or matters in which two or more carriers doing business 
under a common control, management, or arrangement, for a continuous 
carriage or shipment are interested, all the carriers constituting such 
line must be made parties. 

A complainant may embrace several carriers, or lines of carriers, 
operated separately, in the same proceeding, when the subject-matter 
of the complaint involves substantially the same alleged violation of 
the law by the several carriers or lines. 

Persons or carriers not parties may apply, in any pending case or 
proceeding, for leave to intervene and to be heard upon the questions 
involved. 
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COMPLAINTS UNDER SECTION 13. 


III. Complaints under section 13 of the act, of anything done or 
omitted to be done by any common carrier subject to the provisions of 
the act in contravention of the provisions thereof, must be made by 
petition, which must briefly state the facts which are claimed to consti- 
tute a violation of the act, and must be verified by the petitioner, or 
by some officer or agent of the corporation, society, or other body or 
organization making the complaint, to the effect that the allegations of 
the petition are true to the knowledge or belief of the affiant. 

The complainant must furnish as many written or printed copies of 
the complaint or petition as there may be parties complained against 
to be served. When a complaint is made the name of the carrier or 
carriers complained against must be set forth in full, and the address 
of the petitioner, and the name and address of his attorney or counsel, 
if any, must be indorsed upon the complaint. 

The Commission will cause a copy of the com plaint to be served upon 
every common carrier complained against, by mail or personally, in its 
discretion, with notice to the carrier or carriers to satisfy the complaint 
or to answer the same in writing within the time specified. 


ANSWERS. 


IV. A carrier complained against must answer the complaint made 
within twenty days from the date of the notice, unless the Commission 
shall in particular cases prescribe a shorter time for the answer to be 
served, and in such cases the answer must be made within the time 
prescribed. The original answer must be filed with the Commission, at 
its office in Washington, and a copy thereof must at the same time be 
served upon the complainant by the party answering, personally or by 
mail, who must forthwith notify the secretary of the Commission of the 
fact. The answer must admit or deny the material allegations of fact 
contained in the complaint, and may set forth any additional facts 
claimed to be material to the issue. The answer must be verified in the 
same manner as the complaint. If a carrier complained against shall 
make satisfaction before answering, a written acknowledgment of sat- 
isfaction must be filed with the Commission, and in that case the fact 
of satisfaction without other matter may be set forth in the answer, 
filed and served on the complainant. If satisfaction be made after the 
filing and service of an answer, a supplemental answer setting forth the 
fact of satisfaction may be filed and served. 

V. If acarrier complained against shall deem the complaint insuffi- 
cient to show a breach of legal duty, it may, instead of filing an answer, 
serve on the complainant notice for a hearing of the case on the com- 
plaint; and in case of the service of such notice, the facts stated in the 
complaint will be taken as admitted. A copy of the notice must at the 
same time be filed with the Commission. The filing of an answer will 
not be deemed an admission of the sufficiency of the complaint, but a 
motion to dismiss for insufficiency may be made at the hearing. 
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SERVICE OF PAPERS. 


VI. Copies of notices or other papers must be served upon the oppo- 
site parties to the proceeding, personally or by mail, and when any 
party shall have appeared by attorney the service upon the attorney 
shall be deemed proper service upon the party. 


, AFFIDAVITS. 


VII. Affidavits to a petition, complaint, or answer may be taken be- 
fore any officer of the United States, or of any State or Territory, au- 
thorized to administer oaths. 


AMENDMENTS. 


VIII. Upon application by any petitioner or party, amendments may 
be allowed by the Commission, in its discretion, to any petition, an- 
swer, or other pleading in any proceeding before the Commission. 


/ 
ADJOURNMEN'TS AND EXTENSIONS OF TIME. 


1X. Adjournments and extensions of time may be granted upon the 
application of parties in the discretion of the Commission. 


STIPULATIONS. 


X. Parties to cases and proceedings before the Commission may, by 
stipulation, duly signed by them and filed with the Secretary, agree 
upon the facts, or any portion of the facts, they deem to be involved in 
the controversy, which agreed statement shall be regarded and used as 
evidence. It is desirable that the facts be thus agreed upon whenever 
practicable. 

HEARINGS. 

XI. Upon issue being joined by the service of answer, the Commis- 
sion will assign a time and place for hearing the same, which will be at 
its office in Washington, unless otherwise ordered. Witnesses will be 
examined orally before the Commission, unless testimony be taken or 
facts agreed upon as otherwise provided in these rules. The petitioner 
or complainant must in all cases prove the existence of the facts alleged 
to constitute a violation of the act, unless the carrier complaired of 
Shall admit the same, or shall fail to answer the complaint. Facts al- 
ledged in the answer must also be proved by the carrier, unless admitted 
by the petitioner. 

In cases of failure to answer, the Commission will take such proof of 
the charge as may be deemed reasonable and proper, and make such 
order thereon as the circumstances of the case appear to require. 


WITNESSES AND DEPOSITIONS. 


XII. Subpenas requiring the attendance of witnesses will be issued 
by any member of the Commission in all cases and proceedings before 
it, and witnesses will be required to obey the subpcenas served upon 
them requiring their attendance or the production of any books, papers, 
tariffs, contracts, agreements, or documents relatin g to any matter under 
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investigation or pending before the Commission. When a subpcena is 
desired for the production of books, papers, or other documentary evi- 
dence, special application must be made to the Commission therefor, 
specifying the documentary evidence desired. 

When a cause is at issue on petition and answer, each party may 
proceed at once to take depositions of witnesses in the manner provided 
by sections 863 and 864 of the Revised Statvtes of the United States, 
and transmit them to the secretary of the Commission, without making 
any application to, or obtaining any authority from, the Commission 
for that purpose.* (Sections 863 and 864, Revised Statutes, are ap- 
pended to these rules.) 


PROPOSED FINDINGS OF FACT. 


XIII. Upon the final submission of a case to the Commission, either 
party may submit proposed findings of fact for the consideration of the 
Commission, which findings must embrace only the material facts of 
the case supposed to be established by the testimony. 


REHEARINGS. 


XIV. Application for a rehearing may be made by either party at 
any time within sixty days after a decision shall have been filed and 
made public in any case decided by the Commission. Such application 
must be by petition, and must state clearly the findings of fact or con- 
clusions of law supposed to be erroneous. If the application be to give 
further testimony, the nature of the additional testimony must be briefly 
stated, and it must not be merely cumulative. The petition must be 
verified in the same manner as a complaint, and a copy thereof, with a 
notice of the time and place of the application, must be served on the op- 
posite party at least ten days before the time named for the application. 


PRINTING OF PLEADINGS, ETC. 


XV. For convenience in reading and filing, it is recommended that, 
when practicable, petitions, answers, and depositions be printed or in 
type-writing, and that when in type-writing, or ordinary writing, only 
one page of the paper be used.t 


COPIES. 


XVI. Copies of any petition, complaint, or answer in any matter or 
proceeding before the Commission, or of any order, decision, or opinion 
by the Commission, and also of testimony when practicable and desired 
for use in the case, will be furnished without charge upon application 
to the secretary by any person or carrier party to the proceeding. 


* Fees of witnesses are fixed by law at $1.50 for each day’s attendance at the place 
of hearing or of taking depositions, and 5 cents per mile for going to said place from 
his place of residence and 5 cents per mile for returning therefrom. 

+ It is desirable, if complaints, answers, etc., are in ordinary writing or type-writing, 
that the size of the pages should conform as near as convenient to 9 by 13 inches, not 
to exceed same; if printed, 6 by 9 inches. 
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XVII. All complaints concerning anything done or omitted to be 
done by any railroad carrier, and all petitions or answers or applica- 
tions relative to any pending proceeding, and all letters or telegrams 
relating in any manner to either of these matters, must be addressed 
to the Interstate Commerce Commission, Washington, D. C. 

Sections 863 and 864 of the Revised Statutes, referred to under Rule 
XII, are as follows: 

“Sec. 863. The testimony of any witness may be taken in any civil 
cause depending ina district or circuit court by deposition de bene esse, 
when the witness lives at a greater distance from the place of trial 
than one hundred miles, or is bound on a voyage to sea, or is about to 
go out of the United States, or out of the district in which the case is 
to be tried, and to a greater distance than one hundred miles from the 
place of trial, before the time of trial, or when he is ancient and infirm. 
The deposition may be taken before any judge of any court of the 
United States, or any commissioner of a circuit court, or any clerk of 
a district or circuit court, or any chancellor, justice or judge of a su- 
preme or superior court, mayor or chief magistrate of a city, judge of 
a county court or court of common pleas of any of the United States, 
or any notary public, not being of counsel or attorney to either of the 
parties, nor interested in the event of the cause. Reasonable notice 
must first be given in writing by the party or his attorney proposing 
to take such deposition to the opposite party or his attorney of record, 
as either may be nearest, which notice shall state the name of the wit- 
ness and the time and place of the taking of his deposition; and in all 
cases in rem, the person having the agency or possession of the prop- 
erty at the time of seizure shall be deemed the adverse party, until the 
claim shall have been put in; and whenever, by reason of the absence 
from the district and want of an attorney of record or other reason, 
the giving of the notice herein required shall be impracticable, it shall 
be lawful to take such depositions as there shall be urgent necessity 
for taking, upon such notice as any judge authorized to hold courts in 
such circuit or district shall think reasonable and direct. Any person 
may be compelled to appear and depose as provided by this section, in 
the same manner as witnesses may be compelled to appear and testify 
in court. 

““Suc. 864. Every person deposing as provided in the preceding sec- 
tion, shall be cautioned and sworn to testify the whole truth, and care- 
fully examined. His testimony shall be reduced to writing by the mag- 
istrate taking the deposition, or by himself in the magistrate’s presence, 
and by no other person, and shall, after it has been reduced to writing, 
be subscribed by the deponent,” 


FORMS. 


No. 1.—Complaint against a single carrier. 

No. 2.—Complaint against joint or connecting carriers. 
No. 3.—Notice to answer. 

No. 4.—Notice to complainant. 

No. 5.—Answer. 

No. 6.—Notice by carrier under Rule V. 

No. 7.—Acknowledgment of answer. 

No. 8.—Notice of hearing. 

No. 9.—Subpena. 

No. 10.—Notice of taking depositions under Rule XTI. 
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FORMS. 


These forms may be used in cases to which they are applicable, with 
such alterations as the circumstances may render necessary. 


No. 1. 
Complaint against a single carrier. 


INTERSTATE COMMERCE COMMISSION. 


against 


A.B ) 
THE ——— RAILROAD COMPANY. 


The petition of the above-named complainant respectfully shows :) 


I. That (Here let complainant state his occupation and place of business.) 

Il. That the defendant above named is a common carrier engaged in the transpor- 
tation of passengers and property by railroad between points in the State of 
and points in the State of ———, and as such common carrier is subject to the act 
to regulate commerce. 

Ill. That (Here state concisely the matters intended to be complained of. Continue 
numbering each succeeding paragraph as in Nos. I, If, and II1). 


Wherefore the petitioner prays that the defendant may be required to answer the 

charges herein, and that after due hearing and investigation an order be made com- 

~ manding the defendant to cease and desist from said violations of the act to regulate 

commerce, and for such other and further order as the Commission may deem neces- 

sary in the premises. (If reparation for any wrong or injury be desired, the petitioner 
should state the nature and extent of the reparation he deems proper.) 


Dated at » —— — , 18—-. 
A.B; 
(Complainant's signature.) 
STATE OF ; 
County of ———, 88: 


A. B., being duly sworn, says that he is the complainant in this proceeding, and 
that the matters set forth in the foregoing petition are true as he verily believes. 
A. B. 


Subscribed and sworn to before me this —— day of ———, 18—. 
CDs 
Justice of the Peace. 
(Or other officer authorized to administer oaths). 
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No. 2. 
Complaint against joint or connecting carriers. 
INTERSTATE COMMERCE COMMISSION. 


ASB; 
against 
THE 


RAILROAD COMPANY, 


(Here set 
out in full the titles of the several car- 
riers complained against. ) 


The petition of the above-named complainant respectfully shows: 

I. That (here let complainant state his occupation and place of business). 

Il. That the defendants above named are common carriers, and under a common 
control, management, or arrangement for continuous carriage or shipment, are en- 
gaged in the transportation of passengers and property wholly by railroad (or partly 
by railroad and partly by water, as the case may be) between , in the State of . 
and , in the State of —, and as such common carriers are subject to the act 
to regulate commerce. 

(Then proceed as in Form No. 1.) 


No. 3. 
Notice to answer. 


THE INTERSTATE COMMERCE COMMISSION, 


Washington, D. C., —, 188-. 
To the ===, 
Inclosed please find a copy of a ——— petition filed against your company, em- 
bracing a statement of charges made by ——— under section 13 of the act to regu- 


late commerce, approved February 4, 1887, and amended March 2, 1889. 

You are hereby called upon to satisfy the complaint or to answer the same, in writ- 
ing, within twenty days from this date. 

For the Commission : 


>) 
Secretary. 


No. 4. 
Notice to complainant. 


Tue INTERSTATE COMMERCE COMMISSION, 
Washington, ———, 188-. 


? 


Your petition against the —-—— Company, under section 13 of the act to regulate 
commerce, approved February 4, 1887, and amended March 2, 1889, is received and 
. placed on file. 

A statement of the charges made has been forwarded to the carrier for satisfaction 
or answer within twenty days. 

For the Commission ; 


? 
Secretary, 
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No. 5. 
Answer. 
INTERSTATE COMMERCE COMMISSION. 
A. B. 


against 


THE RAILROAD COMPANY. 


The above-named defendant, for answer to the complaint in this proceeding, re- 
spectfully states— 

I. That (here follow the usual admissions, denials, and averments. Continue number- 
ing each succeeding paragraph. ) 


Wherefore the defendant prays that the complaint in this proceeding be dismissed. 


THE RAILROAD COMPANY, 
By E. F., 


(Title of officer.) 
STATE OF 
County of » 88: 


K. F., being duly sworn, says that he is the of the Railroad Company, 
defendant in this proceeding, and that the foregoing answer is true as he verily be- 
lieves. 


- 


BK. FE: 


day of , 18—. 
: (Oe 1D, 
Justice of the Peace. 
(Or other officer authorized to administer oaths.) 


Subscribed and sworn to before me this 


No. 6. 
Notice by carrier under Rule V. 
INTERSTATE COMMERCE COMMISSION. 
A. B. 
against 
THE ——— RAILROAD COMPANY. 


Notice is hereby given under Rule V of the Rules of Practice in proceedings before 
the Commission that a hearing is desired in this proceeding upon the facts as stated 


in the complaint. 
THE ——— RAILROAD COMPANY, 


By E. F. 
: (Title of officer.) 


No. 7. 
Acknowledgment of answer. 
INTERSTATE COMMERCE COMMISSION. 


Washington, ——— ——, 188—. 


Rail— 
, and the same 


The Commission acknowledges the receipt of an answer made by the 
Company to the complaint filed against said company by 
has been filed. 

For the Commission : 


Very respectfull a 
ee . Secretary, 
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No. 8. 
Notice of hearing. 


INTERSTATE COMMERCE COMMISSION, 


Washington, ——, 188-. 
es ay 

The case of against the Rail —— Company is assigned for hear- 
ing —-— ——, 188-, —— a, m., at ~——. 

For the Commission : 

by Secretary. 
No. 9. 
Subpena. 
INTERSTATE COMMERCE COMMISSION. 
To ; 

You are hereby required to appear before in the matter of a complaint of 
——— against ———, asa witness on the part of —,on the —— day of——_, 
188-, at —— o’clock at ———, and bring with you then and there ———. . 

Dated —— 

[ SEAL. ] ——_ -——_, 
y Commissioner. 
ae eee ge 
Attorney for 


[Noricrk.—Witness fees for attendance under this subpeena are to be paid by the 
party at whose instance the witness is summoned, and every copy of this summons 
for the witness must contain a copy of this notice. ] 


No. 10. 


Notice of taking depositions under Rule XII. 
INTERSTATE COMMERCE COMMISSION. 


A. B. 
against 
THE RAILROAD COMPANY. 
You are hereby notified that G. H. will be examined before C. D., a (title of 
officer or magistrate), at , on the —— day of ——, 18—, at —— o’clock in the —— 


noon, as a witness for the above-named complainant (or defendant, as the case may be), 
according to act of Congress in such case made and provided, and the rules of prac- 
tice of the Interstate Commerce Commission ; at which time and place you are noti- 
fied to be present and take part in the examination of the said witness. 


Dated, » ——, 18—. 
1G ds 
(Signature of complainant or defendant, or of counsel.) 
ToA. B., the above-named complainant (or The —— Railroad Company, the above- 


named defendant ; or to K. L., counsel for the above-named complainant or defendant.) 


Norrt.—The Commission recommends that the conditions upon which 
witnesses may be examined under sections 863 and 864 of the Revised Stat- 
utes before one of the officers designated be waived, and that parties con- 
sent in all cases to take testimony in that manner when practicable, 
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